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Telling the Story 


Two important sources of information about the Delaware and Hudson Canal Company—and its 
successors—in the twentieth and twenty-first centuries are (1) the Bulletins of the Bridge Line 
Historical Society, and (2) the electronic media (railroad groups on Facebook). 

The Bridge Line Historical Society Bulletin is 26 years old this year. The president of the BLHS 
is John Milczarek. The editor of the excellent BLHS monthly Bulletin is Barbara Bachorz; the 
publisher is Jim Bachorz. A broad array of first-class writers, some of whom are former D&H 
employees, write monthly columns for the Bulletin on a broad range of topics: "BLHS News and 
Views" (Barbara Bachorz), "Curmudgeon's Comer" (Jim Bachorz), "The Receiving Yard" (Doug 
Barron), "Swap Shop" (Frank Dutton), "From the Top" (Howard Hontz), "The Metropolis 
Monograph" (Robert A. Lowe), “The President's Report” (John Milczarek), "Traction Action" 
(Dick Sliber), "Open Platform Observations" (Steve Wagner), "Reminiscing" (Rev. Walter F. 
Smith), and "The Railroad Archaeologist" (Scott Whitney). 

Regular columns include: "The Mail Car" (mail from readers), "Media in Review" (Steve 
Wagner),"Black Flags" (Doug Barron), "The Preservation Scene" (Jim Bachorz), "Modeling 
Matters" (Steve Wagner), "Off the Net" (Jim Bachorz), and "Industry News" (Jim Bachorz). 
Special issues on a single topic are published regularly ("The D&H to Albany: Yesterday on the 
Albany & Susquehanna" by Gary L. Schermerhorn; "Yesterday at Mechanicville" by Jim 
Shaughnessy). In addition, each issue of the Bulletin contains many full-page photos, with 
detailed captions, showing D&H, CP, S&NC, and NS steam locomotives, diesels, trains, and 
other features of those rail lines. 

Anyone with an interest in the D&H can surely leam a lot from each issue of the Bulletin of the 
BLHS. Given the fact that this publication is carefully read by a large and diverse public, the 
accuracy of the vast amount of data that is presented in each issue is, in effect, double checked 
for accuracy by the large and diverse readership. 

One can also leam a lot about the D&H from railroad groups on Facebook. As with the BLHS 
Bulletin, there is a good fact-checking mechanism built into Facebook. If the data reported in a 
given post or about a photo on Facebook by a member of a railroad group is not correct or needs 
clarification, someone, somewhere will spot the error come forward and the correction will be 
made—which is wonderful. All of us are in this together, and we all need each other. In the 
meantime, let's give it our best to record facts, not guesses or opinions (unless they are reported 
as such as the time of posting). In the long ran, everyone benefits. 

Recording an accurate history of the D&H, for the record, is the name of the game. Recording 
that history in a meaningful context and structure is the primary objective of all of the volumes in 
this series. 

S. Robert Powell 
February 16, 2016 
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Overview 


The industrial revolution in America was bom on October 9, 1829, in Carbondale, 
PA, when the first cut of Delaware & Hudson Gravity Railroad coal cars, loaded 
with mass produced anthracite coal, headed up Plane No. 1 out of Carbondale for 
Honesdale and to market in New York City. 

Those cars, filled with anthracite coal from mines in Carbondale, traveled over 16 
miles of railroad tracks, made up of eight inclined planes and three levels, to 
Honesdale, where the coal was transferred into canal boats and hauled 108 miles, 
through the D&H Canal, to the Hudson River. 

Most of the coal that was sent through the D&H system in the course of the 
nineteenth century was shipped south on the Hudson River to the New York 
metropolitan market and to many ports on the Atlantic seaboard, north and south of 
New York. A large quantity of anthracite coal was also shipped up the Hudson 
River to Albany, and shipped through the Erie Canal to the American Midwest. 

The mining, manufacturing, and transportation system that became operational on 
that day between the anthracite mines of the Lackawanna Valley and the retail 
markets for that coal on the eastern seaboard and in the American Midwest was the 
product of enlightened entrepreneurial, technological, and managerial thought on 
the part of the officers, managers, directors, and employees of the Delaware and 
Hudson Canal Company. That system, the first private sector million-dollar 
enterprise in American history, was, at the same time, the pioneer expression on 
this continent of mass production, a mode of production that would thereafter 
characterize industry in America and around the world. 

Mass production, the revolutionary engine that made it possible for the D&H to 
launch its mining, manufacturing, and transportation system in Carbondale on 
October 9, 1829, and to perpetuate that system well into the 20 century, came into 
existence when it did and lasted for as long as it did because a body of employees 
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and managers, within the context of a community, of which both groups were a 
part, chose to work together for their mutual benefit and enrichment, to mass 
produce and market a commodity, and in so doing to implement the clearly 
articulated production and marketing objectives of “the company,” the Delaware 
and Hudson Canal Company. 

In this 24-volume work on the D&H,* we will (1) document the history of that 
mining, manufacturing, and transportation system, with a special focus on the rail 
lines of the Delaware and Hudson Canal Company in northeastern Pennsylvania, 
from the opening of the D&H Gravity Railroad in 1829 to the anthracite coal strike 
of 1902; and (2) demonstrate that the history of that mining, manufacturing, and 
transportation system, the D. & H. C. Co., from 1829 to 1902, is, at the same time, 
not only an illustration of eight decades of fine tuning by the D&H of their mass 
production procedures and techniques but also a full-bodied expression and record, 
both from the point of view of the D&H and from the point of view of its 
employees, of the birth, development, and first maturity of the industrial revolution 
in America. 

This is a success story, directed by America’s pioneer urban capitalists, and 
implemented by them and the tens of thousands of men, women, and children who 
emigrated from Europe to the coal fields of northeastern Pennsylvania in the 
nineteenth century to work for and with the D&H and to start their lives over 
again. This is a success story that is important not only within in the context of 
local, state, and regional history but also within the context of American history. It 
is a compelling story. 


*The present volume focuses on Locomotives and Roundhouses. Each of these 24 
volumes will focus on one aspect of the history of the Delaware and Hudson 
railroad, from the opening of the Gravity Railroad in 1829 to the anthracite coal 
strike of 1902. Each volume will be an autonomous entity and published 
separately. 
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Locomotives and Roundhouses 


1501 

Locomotives 

Essential documents in any discussion of D&H locomotives are the seven rosters, Rosters A-G, 
compiled by Richard E Cooper, that are given at the conclusion (pp. 445-470) of Jim 
Shaughnessy's Delaware & Hudson. Those rosters are titled as follows: 

A MOTIVE POWER OF DELA WARE & HUDSON R. R. 1915-1967 Compiled by Richard 
E. Cooper, (pp. 445-466) 

B LOCOMOTIVES OF THE D&H CANAL CO.’s GRAVITY RAILROAD (p 467) 

C LOCOMOTIVES OF THE ALBANY & SUSQUEHANNA RAILROAD (at the time of 

the lease to the D&H C. Co. in 1870) (p. 467) 

D LOCOMOTIVES OF THE RENSSELAER & SARATOGA and preceding lines (pp. 
468-469) 

E LOCOMOTIVES OF THE ADIRONDACK RAILROAD (p. 470) 

F LOCOMOTIVES OF THE CROWN POINT IRON CO.’S RAILROAD (p. 470) 

G LOCOMOTIVES OF THE CHATEAUGAY ORE & IRON CO.’S THREE-FOOT 
GAUGE RAILROAD (p. 470) 


Those rosters constitute a remarkable research document and we all refer to them regularly. They 
constitute a remarkable and a significant contribution to the history of railroads in America. Our 
thanks to and three cheers for Richard E. Cooper. 


Before we take a close look at, in the pages that follow, a wide variety of D&H locomotives, it 
would be well to take a broad look at the locomotives of the D&H, starting in 1829, when the 
D&H owned, possibly,* four locomotives: Delaware, Hudson, America, and Stourbridge Lion. 

* In Volume XIX in this series we will take a close look at the Stourbridge Lion and the other 
locomotives ordered by Horatio Allen for the D&H during his well-known trip to England. The 
question to be answered (and our answer will be given in Volume XIX) is this: How many 
engines did Horatio Allen order when in England? The standard D&H histories say that he 
ordered four (Delaware, Hudson, America, Stourbridge Lion), but Horatio Allen himself, in 
1883, publicly stated that he ordered only three locomotives for the D&H during his trip to 
England. 

Leaving aside, for the moment, those (three or four) engines owned by the D&H in 1829, by 
1880, as we learn from The Delaware and Hudson Company INSPECTION of LINES :: JUNE 7, 
8, 9, 1929, p. 40 (see chart on the following page), the D&H owned 185 locomotives. 
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Commencing with a total ownership of four locomotives in 1 829, the total 
had grown in 1880 to 185. The increase since that time is illustrated by the 
table which follows: 


T otal 

Type of Locomotive Tractive 

and Number in Service Power 


Year 

Freight 

Passenger 

Switching 

T otal 

Pounds 

1890 

230 

16 

86 

332 


1900 

234 

78 

52 

364 


1910 

321 

82 

44 

447 

14,639,487 

1920 

371 

79 

40 

490 

19,679,550 

1929 

331 

50 

* 68 

449 

20,150,400 


* Includes th ree work locomotives. 


Look at those remarkable numbers: 

• 322 locomotives in 1890, 364 in 1900, 447 in 1910, 490 in 1920, and 449 in 1929. 

• 1920 was the peak year in total number of locomotives in service: 490. 

• 1910 was the peak year in total number of passenger locomotives in service: 82. 

• Note the decline in number of passenger locomotives between 1910 and 1929: 82 in 
1910, 79 in 1920, 50 in 1929. 

• Note the decline in number of freight locomotives between 1920 and 1929: 371 in 1920, 
and 331in 1929. 

The tractive power numbers in that chart are also interesting. As we begin this look at the 
locomotives of the D&H, a definition of tractive effort is in order. Here is a definition of that 
much used term from The Delaware and Hudson Company INSPECTION of LINES :: JUNE 7, 
8, 9, 1929, p. 40: 

“Tractive effort of locomotives: A convenient and much used method of indicating the power 
of a locomotive is to state its tractive effort in terms of pounds. Tractive effort may be described 
as the effort exerted in turning the wheels by the action of the steam against the pistons which, 
through the medium of crossheads, connecting rods, etc., causes them to revolve and the 
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locomotive to move along the rails. The tractive effort of the ‘Stourbridge Lion’ was calculated 
at from 1,750 to 2,000 lbs. That of the ‘John B. Jervis’ is calculated at 85,200 lbs. In 1829 four 
locomotives were owned. Assuming them each to have a tractive effort of 2,000 lbs., the total 
available tractive power was 8,000 lbs. Now [1929] in the 449 locomotives owned the total 
available tractive power in 20,150,400 lbs.” 


From the Moguls to the Second-Generation Diesels: 

Here are some general/summary statements about D&H engine types from the mid-1880s to the 
second-generation diesels in 1964 that will be useful to the reader. Excellent material on this 
same question is given in Shaughnessy, Chapters 11-13, pp. 273-374. 

1. Moguls (mid-1880s; backbone of D&H motive power up to the late 1890s): 

In Shaughnessy, we read the following about the early D&H engines: "By the mid-1880s, 
practically all the primitive American types obtained from the leased lines [A&S, 1870; R&S, 
1871] were replaced by a fleet of medium size Moguls that became the backbone of the motive 
power fleet until the late 1890s." (Shaughnessy, p. 317) 


2. Consolidations (early 1880s): 

In 1882, the D&H asked Dickson Locomotive to come up with a larger locomotive. They created 
the 2-8-0 Consolidation (three of these could push 1,000 tons up Belden Hill). There were 36 
Consolidations in service by the end of nineteenth century. These Consolidations got bigger and 
bigger: Class E, E-l, E-2, E-2a, E-3, E-4, E-5. When Loree took over in 1907 there were over 
200 2-8-Os (which replaced largely all the Moguls in main-line service). Heavier engines meant 
new roadbeds, bridges, terminal facilities. By 1914, longer turntables had to be installed at 
Colonie, Binghamton, Oneonta, Carbondale. 


3. Mallets (1910-1912) 

Six Mallet compounds (0-8-8-0; 144,100 pounds of tractive effort) were ordered from ALCo by 
Loree in 1909. The Mallets replaced the early Consolidations in the pusher pool; seven more 
Mallets were added to the fleet in 1911-1912. 
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4. Pacifies (1914, passenger locomotives) 

Ten Pacifies were ordered from ALCo inl914; they were used on passenger service to Canada; 
smoke deflectors added in the 1930s. 


5. E-6 class Consolidations (1916-1918) 

In 1916, No. 1200 (E-6, 2-8-0, 63,950 pounds of tractive effort) was made by ALCo for the 
D&H. The following year, 1917, Loree ordered 20 E-6a engines from AlCo. Two firemen were 
required to get enough coal into the firebox. 


1917-1920 

At noon on December 28, 1917 the government took over all transportation systems in America 
(the U. S. Railroad Administration was created to do so). Railroads given back to their owners on 
March 1, 1920. When the battered feet of D&H rolling stock found its way back to home rails 
(1920-21) the D&H had to extensively rebuild 7,800 cars; more than 900 were so badly beaten 
that they had to be scrapped. 


6. Challenger-type 4-6-6-4 simple Articulateds (1940) 

Twenty, with steamboat-type whistles, were ordered from ALCo for delivery in 1940 ($178,900 
each). This was during the presidency of Joseph H. Nuelle (May 16, 1938—1954). These were 
the first D&H freight engines with trailing trucks. In 1942, Nuelle ordered from ALCo 15 more 
for delivery in 1942 at $213,500 each. The J Class Challengers have been called the most 
handsome articulated locomotives ever built. 


7. Northerns 

K class 4-8-4, ordered from ALCo; used on Laurentian and Montreal Limited and on heavy 
freight trains as well. It was rare for a dual-service engine of this class to work in the Anthracite 
region. 

8. Dual-service ALCo 4-8-4s, with 75 inch drivers (beginning in 1943) 


9. Diesel switcher, No. 3000 (1944, the first D&H Diesel) 

Built by ALCo in 1944, 1,000 horsepower Diesel switcher: the D&H bought two of them for 
$79,039 each. In 1945 ten more Diesel switchers were purchased. 
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On June 2, 2015, Dave Miller posted the ALCo ad given below on the Delaware and Hudson 
Facebook page. This ad is from Railway Age Magazine, March 19, 1949: 
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10. Challenger-type Articulateds (1946) 

D&H bought from ALCo five of these engines. 

11. Last Steam Train on the D&H: July 17,1953 

Train No. 10, down from Montreal, on the sleeper, by D&H No. 302 (4-8-4). 
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12. Diesels 


The D&H had 179 Diesels in 1953; the highest number of Diesels ever owned by the D&H. 

In Shaughnessy (p. 466) we read: “The backbone of D&H Dieselization was the Alco road 
swithchers. Early models were RS-2s with the fuel tank under the cab and 1500 horsepower. The 
1600-horsepower RS-3s came later and in time all the others were upgraded to that power. In all, 
130 of these rather utilitarian but efficient units displaced the grand stable of steam locomotives 
on the D&H in 1953 and served until the advent of more powerful second generation Diesels in 
1964.” 
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The First Sixty D&H Locomotives 


In the February 1, 1934 issue of The Delaware and Hudson Railroad Bulletin, p. 29, there is an 
article titled “Old Locomotives,” in which are given the names and numbers of the 60 
locomotives that operated on the Pennsylvania Division of the D&H fifty years ago [1884], This 
list was compiled by W. E. Anderson of the Engineering Department in Albany and John R. 
Atherton, Paymaster of The Hudson Coal Company, Scranton, PA. Here is the introduction of 
that list of the sixty D&H locomotives in 1884: 

“Old Locomotives/ A list of the names and numbers of the locomotives operating on the 
Pennsylvania Division fifty years ago compiled according to the best recollection and records 
available to W. E. Anderson of the Engineering Department in Albany and John R. Atherton, 
Paymaster of The Hudson Coal Company, Scranton, Penna., will, no doubt, bring up a world of 
memories in the minds of those who worked on or around these engines at one time or another. 
In submitting the list for publication in The Bulletin, Mr. Anderson remarked that there were 
probably some additions and corrections that might be made by employees who might read over 
the names. / With the exception of Major Sykes, originally a four-wheel switcher later rebuilt 
with six drivers, Lackawanna, another six-wheel switcher, and Honesdale, a four-wheel 
switcher, the remaining engines were all built for road service. Only four, Harwood V. Olyphant, 
E. A. Quintard, R. Manville, and A. H. Vandling, were of the 4-4-0 or American type, generally 
used for passenger service. The remainder were all of the Mogul or 2-6-0 type, suitable for use in 
either passenger or freight trains although chiefly used on the latter. All of these classes are now 
generally considered obsolete for main-line operation. / The names of the various motive power 
units were selected by Thomas Dickson, head of the Dickson Locomotive Works where the 
engines [starting with No. 4 in this list of 60] were built, and also President of The Delaware and 
Hudson Canal Company from 1869 to 1884. It will be noted that Locomotive No. 2 [in this list] 
is named the Harwood V. Olyphant. This was really the second engine of this number, the first 
No. 2 having been called C. P. Wurts after the fourth man to occupy the position of chief 
engineer with the Company.” ( The Delaware and Hudson Railroad Bulletin, February 1, 1934, p. 
29) 

Given below is the list of those sixty engines from that 1934 article, to which we have added any 
data about or photos of those engines that we have learned in the course of our study. The list, as 
published in The Delaware and Hudson Railroad Bulletin in 1934, is a listing only of the names 
and numbers of those engines. 

Here are some important notes that Anderson/Atherton provide regarding the engines in this list: 

—With the exception of Major Sykes, originally a four-wheel switcher later rebuilt with six 
drivers, Lackawanna, another six-wheel switcher, and Honesdale, a four-wheel switcher, the 
remaining engines were all built for road service. 
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—Only four [of the engines in this list of 60], Harwood V. Olyphant, E. A. Quintard, R. Manville, 
and A. H. Vandling, were of the 4-4-0 or American type, generally used for passenger service. 
The remainder were all of the Mogul or 2-6-0 type, suitable for use in either passenger or freight 
trains although chiefly used on the latter. All of these classes are now generally considered 
obsolete for main-line operation. 

—The names of the various motive power units were selected by Thomas Dickson, head of the 
Dickson Locomotive Works where the engines [starting with No. 4 in this list of 60] were built, 
and also President of The Delaware and Hudson Canal Company from 1869 to 1884. 

— Locomotive No. 2 [in this list] is named the Harwood V. Olyphant. This was really the second 
engine of this number, the first No. 2 having been called C. P. Wurts after the fourth man to 
occupy the position of chief engineer with the Company.” 


Here, then, are the first sixty D&H locomotives in the W. E. Anderson/John R. Atherton list: 

1. Major Sykes: D&H Engine No. 1, 0-4-0, Gravity gauge, 4-wheel switcher, later rebuilt with 6 
drivers. Built by W. Cook and Company, Scranton; purchased by the D&H in 1860; the Major 
Sykes could haul only 18 of the 5-ton Gravity cars. The Major Sykes collided with No. 11 in 
1871 and was wrecked. It was rebuilt/converted by the D&H in 1872 at the Green Ridge Shop, 
changing in type from 0-4-0 to 0-6-0^ “probably the first conversion.” 

Origin of the name Major Sykes: Possibly because of the family connection, through marriage, 
between the Wurts family and the Sykes family. Eliza Ann Wurts (1802-1881), a daughter of 
George and Abigail Petitt Wurts (George was a brother of Maurice and William Wurts, founding 
fathers of Carbondale) married, in 1831, Lorenzo A. Sykes (1805-1878). Sykes was a civil 
engineer and ultimately became the chief engineer of the Morris Canal. He worked for the D&H 
and was appointed, in 1855, general agent/superintendent. He resigned from the D&H in 1866. 
He died in Orange, NJ, where the family settled in 1875. 
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Here is a photograph of the original Major Sykes from Railroadians of America, New York, Book 
No. 3, 1941, “Motive Power on the Delaware and Hudson ” p. 25: 



Here is a photograph {Railroadians. . . , p. 39) of the Major Sykes after it was rebuilt/converted 
by the D&H in 1872 at the Green Ridge Shop, changing in type from 0-4-0 to 0-6-0, “probably 
the first conversion.” 


MAJOR SYKES }<* 
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In the biographical portrait of Seth D. Copeland ("Dean of D. & H. Enginemen"), The Delaware 
and Hudson Railroad Bulletin, January 1, 1933, pp. 3, 11, we read: "In 1878 Mr. Copeland left 
the Gravity for the 'Steam Road,' his first assignment being as brakeman on Major Sykes, 
Locomotive No. 1 at Carbondale. Illustrative of railroad development in the past 50 years, he 
remarks that the 'Major' could haul only 18 of the 5-ton Gravity cars at a time, whereas one of 
the 1600-class Mallets would have been able to walk away with the entire rolling stock of about 
4,800 cars, owned by the Gravity—if they had held together!" (p. 11) 


D&H No. 1: Major Sykes (rebuilt). Photograph from the Clift collection, via Hank Loftus, White 
Mills, PA. The Major Sykes is shown here at the Union Station in Carbondale. 



2. Harwood V. Olyphant 

Note from Anderson/Atherton: “It will be noted that Locomotive No. 2 is named the Harwood V. 
Olyphant. This was really the second engine of this number, the first No. 2 having been called C. 
P. Wurts after the fourth man to occupy the position of chief engineer with the Company.” 
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C. P. Wurts: D&H Engine No. 2, 4-4-0, Gravity gauge, built by W. Cook and Company, 
Scranton; purchased by the D&H in 1860, sold to the Dickson Manufacturing Works in 1874; 
used on the Valley Road, built for passenger service, though she, too, hauled coal to the foot of 
No. 23 when necessary. 

Photo of C. P. Wurts engine (built by W. Cook and Company, Scranton; purchased by D&H in 
1860) from Railroadians. .., p. 25). 
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D&H Locomotive No. 2, C. P. Wurts. Photograph in the collection of the Carbondale D&H 
Transportation Museum. 



3. Honesdale: D&H Engine No. 3, 0-4-0, Gravity gauge, 4-wheel switcher, re-named 
“Terrapin”. Built in 1861 by W. Cooke & Co., Scranton, retired 1899; name changed to “Col. 
Ellsworth,” soon after that brave officer’s assassination in Alexandria, VA. This engine was next 
called the “Fire Plume”. As it was too small for the work at Olyphant, it was kept there only a 
short time, and then did duty on the company’s docks in Honesdale under the name “Honesdale”. 

In the December 14, 1861 issue of the Carbondale Advance (p. 2), the following article was 
published: 

“Distinguished Visitor. / New Era. / Yes, reader! An Iron Horse has actually run into our City 
[Carbondale], puffing and snorting, and stopped at about the same spot where the first settlers 
stopped, near the site of the old Log Tavern. / An inkling was had that it would come on Monday 
last, but our people supposing it would bring the noon passenger train, missed the sight, and 
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consequently failed to give the stranger a public reception. / As it was however, a crowd of about 
a thousand, lined the track from the lookout to the depot, and made all ring again with their 
cheers. / It was an experimental trip and entirely successfull under the carefull management of 
Engineer Cool. We noticed C. P. Wurts, esq. the master machinist, and other employees on the 
Valley Line, on the Engine, showing the travelling community thereby, that no passengers 
should be sent over the road, until it had been tested properly and they have a confidence in the 
strength of the various pieces for tessel [of trestle] work on the line.” (Carbondale Advance, 
December 14, 1861, p. 2) 

What was this iron horse and how did it get to Carbondale? The Valley Road was not built at this 
point. There were only two ways that this locomotive could have made an appearance on Level 
27 in December 1861: (1) possibly it was brought North from Olyphant via the Gravity system of 
planes and levels, or (2) possibly it was brought North from Olyphant on a wagon and placed on 
the rails of Level No. 27 in Carbondale Township, south of the Lookout. 

The technical difficulties to be overcome in sending a locomotive north through the Gravity 
system from Olyphant to Carbondale would surely have argued against such an endeavor. More 
likely than not, the engine was transported by wagon from Olyphant to Carbondale Township 
and placed on Level 27 south of the Lookout, and then, watched by about a thousand spectators, 
run into the City of Carbondale to the Gravity depot on North Main Street as part of a publicity 
stunt that was carefully orchestrated by C. P. Wurts* to demonstrate to the traveling public that 
the trestles on the Gravity passenger line into Carbondale were perfectly safe. 

*The reader will recall (see Volume XIV, pp. 9-10) that it was C. P. Wurts who inaugurated— 
and vigorously promoted—passenger travel on the Gravity Railroad from Carbondale to the foot 
of Plane 21 in Archbald in the autumn of 1859, and then “to the new village of Olyphant” in 
November 1859. 

Which Gravity-gauge D&H locomotive was it that made that celebrated run into Carbondale in 
December 1861? What became of that first iron horse in Carbondale? 

We may never know with absolute certainty, but here is one possible explanation: The engine 
was the Honesdale, on its way to Honesdale from Olyphant. The Honesdale, we know for 
certain, was built in 1861 to be used at Olyphant, and it was, in fact, used there, but it was found 
to be too small for work there, and was kept there for only a short time before being sent to 
Honesdale for work on the D&H docks. On that December day in 1861, when the first iron horse 
made its appearance in Carbondale, it is our contention, that the Honesdale, having been 
transported from Olyphant to Carbondale Township on a wagon (on its way to Honesdale) was 
placed on Level 27 south of the Lookout for the publicity stunt run into Carbondale. Having 
accomplished the publicity objectives of C. P. Wurts and having proved to any skeptics that the 
trestles on Level 27 into Carbondale were safe (even for an engine, which would be much 
heavier than a passenger coach), the Honesdale was again placed on a wagon and transported to 
the D&H docks in Honesdale, where it was used until 1899, when it was retired. 


20 



Here is a photo of the Honesdale from Railroadians. . . ., p. 31: 



Here is a photo of the Honesdale in Honesdale. Special tha nks to John V. Bubemiak for making 
this photograph available for the present work. 
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4. Lackawanna: D&H Engine No. 4 and Dickson No. 1, 0-6-0, Gravity gauge, 6-wheel 
switcher; built by the Dickson Manufacturing Company,* March 31, 1862, serial number ‘O,’ 
type 0-6-0, having twelve by eighteen inch cylinders, forty-two inch drivers, fuel being 
anthracite. Boiler diameter was thirty-six inches. Total weight of engine was forty-two thousand 
pounds; scrapped 1899; built for use between Olyphant and the mines. She also was sent to 
Honesdale. 

* "The Dickson Manufacturing Company of Scranton built 1387 wonderful little locomotives 
from 1862 until the company was purchased by the American Locomotive Co. in 1902." 
(Shaughnessy, p. 176) 


The biographical portrait of Howard Fitch that was published in the September 15, 1927 issue of 
The Delaware and Hudson Company Bulletin contains very interesting information about the 
Lackawanna: 

"Coal was unloaded all winter long [at Honesdale] on the 'contract,' as the hillside above the 
canal basin was called, to be reloaded during the summer and hauled to the docks from whence it 
was shipped to market in canal boats. / It was during his time [Howard Fitch, late 1860s and 
early 1870s] that the locomotive Lackawanna, No. 4, was taken to Honesdale for use in handling 
the coal between the storage piles and the transfer pockets in the north end of the yard, a distance 
of about a half-mile. David McDermott was the engineer. The engine was a hard coal burner and 
was used only in summer, being taken back to Carbondale each fall before winter weather set 
in..." When the Gravity Railroad was closed, Howard Fitch was working as the engineer at No. 
15, at Prompton, on the light track. (Biographical portrait of Howard Fitch, pp. 279-280, The 
Delaware and Hudson Company Bulletin, September 15, 1927) 


Here is a photograph of the Lackawanna from Railroadians. .. , p. 31: 



<><; LACKAWANNA ><*• 
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Here is a photograph of the Lackawanna at work at the canal basin in Honesdale. This 
photograph is in the archives of the Wayne County Historical Society. 



5. S. A. McMullen: 

The S. A. McMullen was the second D&H locomotive to be called No. 5. The first engine No. 5 
was the I. N. Seymour. 
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Isaac N. Seymour. D&H Engine No. 5, 4-4-0, Gravity gauge. On Sunday, August 4 , 1866, this 
engine, which was built in 1866 by the New Jersey Locomotive and Machine Company, 
Patterson, NJ., was delivered to the Delaware & Hudson by the Grant Locomotive Works, 
Paterson, N. J. This engine was used to haul passenger trains but was also used to push coal cars 
to the foot of Plane 23 on their way to Carbondale. She blew up in the Carbondale roundhouse 
on March 10, 1879; the engine was then sold to the Dickson Locomotive Works. A locomotive at 
this time, cost from $13,000 to $18,000. 

Here is the account from the March 15, 1879 issue (p. 3) of the Carbondale Advance about the 
blowing up of the I. N. Seymour on March 10, 1879: 

“Explosion of a Locomotive. / The Round House in this city was the scene of an unwonted 
disaster on Monday morning last. / At a little past 6 o’clock the Locomotive ‘I. N. Seymour,’ 
while standing on the track in its stall, under about its usual head of steam, suddenly exploded, 
scattering its machinery in all directions, unroofing that portion of the building over the stalls, 
and tearing down and damaging the brick walls considerably. The shock was felt in most parts of 
the city. The disaster occurred at a fortunate time. The night workmen had just left, and the day 
workmen had not yet arrived and taken their positions. The only person in the building was Mr. 
John Mack who was then oiling the trucks of the engine. He was badly shocked and stunned, but 
beyond that and some bruises, does not seem to be seriously injured. He was carried to his home, 
and is reported to be doing well. / The accident is a very uncommon one for our town. The close 
attention given to the engines, and the excellent order in which they have been kept, make such 
accidents of rare and unlikely occurrence. In this case we do not learn that any special blame is 
regarded as attaching to any of the employes. The ‘I. N. Seymour’ was a very old engine, in 
partial use as a helper, and ‘old age’ is thought by some to account for the accident. Some other 
Locomotives standing near it were somewhat injured.” 
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Here is a photograph of the Isaac N. Seymour from Railroadians. . ., p. 29. 



*>£ ISAAC SEYMOUR >*- 


6. Mill Creek: D&H Engine No. 6, first standard-gauge engine for the Union Railroad was the 
Mill Creek; built at Grant Locomotive Works and was brought to the National Crossing, near the 
Minooka Station, over the tracks of the DL&W on April 2, 1867, and pushed down the line a 
short distance and her boilers filled with water carried from the river in pails. The fire was started 
and D. C. Benscoter, acted as fireman, the engineer's name was John Bloom. This engine was 
stationed at Hudson, and operated between Olyphant and Hudson; it was painted in bright hues. 
No. 6 was one of three standard-gauge locomotives (Nos. 6, 7, 8) used on the Union Railroad, 
1867-1888, to pull Gravity-gauge coal cars between Hudson to Olyphant. 

7. E. A. Quintard: D&H Engine No. 7 (Dickson No. 4), purchased May 1, 1867, and engineer 
Bloom and fireman Benscoter (from No. 6 above) were transferred to her, and at that time the 
Mill Creek was sent to Mill Creek to do switching and mine work. No. 4 was stationed a Hudson. 
It had four drivers, it was a road engine, and operated between Olyphant and Hudson. It was 
painted in bright hues. This engine (forty-nine inch drivers) was manufactured by the Dickson 
Manufacturing Company and received by the D. & H. on June 18, 1870. No. 4 was one of three 
standard-gauge locomotives (Nos. 6, 7, 8) used on the Union Railroad, 1867-1888, to pull 
Gravity-gauge coal cars between Hudson to Olyphant. 

In the biographical Portrait of George Cotton, titled " 'Twas Called Pumpkin Hollow," that was 
published on pp. 99-100 of the April 1, 1932 issue of The Delaware and Hudson Railroad 
Bulletin, we read the following about D&H engines Nos. 6, 7, and 8: 
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"One of the most attractive Delaware and Hudson engines ever to turn a wheel on the 
Pennsylvania Division, according to George Cotton, retired Wilkes-Barre roundhouse machinist, 
was the old No. 7, which was stationed at Hudson back in 1875. There were hand carved grapes 
on her tender so realistically done that one was tempted to pick them. The engine itself, 
moreover, was painted in a variety of colors in addition to the conventional black, and the 
numerous brass bands, handles, bell and flag staffs. The top of the smokestack was bright red, 
while dashes of gold and blue completed her gaudy dress. / The other two engines then assigned 
to Hudson [originally called Pumpkin Hollow, later called Mill Creek], Nos. 6 and 8, named Mill 
Creek and J. J. Albright, respectively, were also painted in bright hues. Numbers 7 and 8, both of 
which had four drivers, were known as road engines, and operated between Olyphant and 
Hudson; No. 9, a six wheeler, was used exclusively on mine runs." (Biographical Portrait of 
George Cotton, titled " 'Twas Called Pumpkin Hollow," was published on pp. 99-100 of the April 
1, 1932 issue of the Delaware and Hudson Railroad Bulletin.) 

Given below is a very interesting newspaper clipping (photo plus caption) in the holdings of the 
Carbondale D&H Transportation Museum about D&H engine No. 7. Here is the photograph of 
No. 7 that is given at the head of the clipping: 
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Here is the fact-filled caption about engine No. 7 that accompanies the photograph as show on 
the clipping on the preceding page. Let’s call this “Clipping No. 1.” 

"CARBONDALE, Oct.30.—Many souvenirs and old photographs of Gravity days are in 
possession of Frank Ferrel, North Church street, this city. The one above shows engine No. 7 that 
hauled the fast train back in 1899. Left to right are: Francis Faatz, Mr. Ferrel, Guy Pattle, Arthur 
Histed, John Bryden and Bill Clift. Mr. Clift and Mr. Ferrel alone remain out of this group, and 
both are at present in the employ the D. & H. railroad. / Mr. Ferrel went to work on the D. & H. 
Canal company in 1867. His first job was to drive a team of horses which towed the canal boats, 
between Honesdale and Rondout. He was paid $12 a month and board, and sometimes worked 
eighteen to twenty hours each day. He worked under Capt. Hughie Todd who commanded a 
freight carrier, and Capt. Peter Rodine who commanded a coal carrier. He spent two years at this 
work and in 1879 moved to Carbondale. / During his first three years in Carbondale, Mr. Ferrel 
attended school, and in 1873 he started to work for the D. & H. railroad. He was employed as a 
switch-tender at No. 1 on the old Gravity Railroad. During his many years of uninterrupted 
service he has held many different positions. He worked as a brakeman under Yardmaster 
Copeland for many years, and at present he is employed as a lamp-tender in the Carbondale yard. 
/ In reminiscing, Mr. Ferrel recounted many hair-raising tales of railroading in the days of the old 
Gravity, 'When you started down one of those old planes you never knew where you were going 
to land,' he remarked. 'You just held on and trusted to luck. I can't understand why we didn't have 
more accidents. But, the most remarkable thing about those days is that we never killed anyone.' 
/ Mr. Ferrel is in possession of an old Gravity lock which was used to lock the cars to the track at 
night to prevent their theft. It is a very simple affair, but it certainly is foolproof and, as he 
remarked, the inventor of it 'knew his stuff.' " (undated newspaper clipping in archives of 
Historical Society) 
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Shown below is a photograph of D&H No. 7 from the Clift collection, Keens, PA, that was 
presented to the Carbondale D&H Transportation Museum by Ha nk Loftus, on October 23, 
2014. The original of this photograph is owned by Jim Clift and Maureen Clift. Jim Clift is the 
grandson of William R. Clift, who worked for the D&H and who is seen in this photograph on 
the far right. This is the photograph that was reproduced above. 



D&H No. 7 
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Here is the back of the photograph in the Clift collection: 
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Typescript of the caption shown immediately above: 

“Old D&H Locomotive No. 7 ready to pull Gravity passenger cars to the foot of the plane where 
stationary engines will pull cars up the inclines the rest of the way to Honesdale, Pa. Men 
standing on ground left to right are Joe Fox Mick Farrell Jack Bryden and Wm. R. Clift. Picture 
was taken about 1889. In the cab are Guy Little and Engineer Oscar Histed.” 
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The same photograph was published again in a Carbondale newspaper, at a later date, as shown 
below. This clipping, let’s call it “Clipping No. 2,” is also in the archives of the Carbondale 
Historical Society. 



OLD D&H LOCOMOTIVE NO. 7 stands ready in this photo to putt Gravity Railroad passenger 
cars on the first leg of their trip to Farview. Stationary engines will puli cars up inclined 
planes rest of the way. Photo was loaned by John Merrigan, 38 Darte Avenue, veteran D&H 
railroader. Two men standing at left are Mr. Fox and Mick Farrell. In the cab are Guy Little, 
trainman, and Oscar Husted, engineman. Standing by engine are Jack Bryden and William 
Clift. Picture was taken about 1889. (Schella reproduction!. 


Here is a typescript of the caption on the clipping shown immediately above: 

“OLD D&H LOCOMOTIVE NO. 7 stands ready in this photo to pull Gravity Railroad 
passenger cars on the first leg of their trip to Farview. Stationary engines will pull cars up 
inclined planes rest of the way. Photo was loaned by John Merrigan, 38 Darte Avenue, veteran 
D&H railroader. Two men standing at left are Mr. Fox and Mick Farrell. In the cab are Guy 
Fittle, trainman, and Oscar Husted, engineman. Standing by engine are Jack Bryden and William 
Clift. Picture was taken about 1889. (Schella reproduction).” 
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There are errors in the names on both Clipping No. 1 and Clipping No. 2, as well as in the 
identifications on the back of the photograph of No. 7 in the Clift collection. For the record, here 
are the correct names of the six men in three copies of the photograph of D&H engine No. 7 that 
are shown above: 

Left to right: Joe Fox and Frank Farrell, standing on the ground at the left. In the cab, Guy Little, 
trainman, and Oscar Histed, engineman. John Bryden, and William R. Clift, standing on the 
ground at the right. 


8 . J. J. Allbright [sic]: 

D&H Engine No. 8, the J. J. Albright, was stationed at Hudson. It had four drivers, it was a road 
engine and operated between Olyphant and Hudson; it was painted in bright hues. This was one 
of 3 Moguls acquired by the D&H in 1870 (also Coe F. Young and Chas. N. Talbot). This was 
one of three standard-gauge locomotives (Nos. 6, 7, 8) used on the Union Railroad, 1867-1888, 
to pull Gravity-gauge coal cars between Hudson and Olyphant. This engine (forty-nine inch 
drivers) was manufactured by the Dickson Manufacturing Company and received by the D. & H. 
on June 18, 1870. 

This engine was named after J. J. Albright, who began working for the D&H in 1866. It was 
Albright who, in 1856, induced Thomas Dickson to remove from Carbondale to Scranton, where 
he (Dickson) established a machine shop for the manufacture of all kinds of mining machinery. 
The shop later became the Dickson Manufacturing Company. Albright became the president of 
the First National Bank of Scranton; also president of the Scranton Gas & Water Co. 

J. J. Albright died in January 12, 1888. Here is the notice about his death that was published in 
The Journal on January 12, 1888: 

"Mr. J. J. Albright, for many years General Sales Agent of the Del. & Hud. Canal Company, died 
at his residence in Scranton this morning. He was bom in Lancaster county, Sept. 23, 1811." 
{The Journal, January 12, 1888, p. 3) 
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Here is the photo of Joseph J. Albright by Schurch that is presented facing page 164 in Clark: 



9. Sandy Turnbull: 

This was D&H Engine No. 9: a six wheeler, that was used exclusively on mine runs. 


10. R. Manville: 

“Engineer Sam Cobb is running Engine 10 during the illness of Mr. Benscoter, who is confined 
to the house with an attack of pneumonia.” (Carbondale Leader, March 9, 1883, p. 3) 


11. James Dickson: 

James Dickson was the father of D&H President, Thomas Dickson. 
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12. Coe F. Young: 


This engine (forty-nine inch drivers) was manufactured by the Dickson Manufacturing Company 
and received by the D. & H. on May 2, 1870. 

On January 1, 1873, Coe F. Young’s job title was changed from General Superintendent of the 
D&FI to General Manager of the D&H: 

“The D. & H. Company. / The Delaware and Hudson Canal Company have made the following 
changes, to go into effect on the 1 st day of January, 1873: / 1 st , the title of C. F. Young, Esq. 
General Superintendent, will be changed to that of General Manager. . Rondout Freeman. ” 
(Advance, January 4, 1873, p. 3) 


On June 17, 1875, Engineer Daniel Pace was probably fatally injured when the Coe F. Young ran 
off the track owing to a misplaced switch near Pittston: 

"Daniel Pace, engineer of No. 12 on the Del. & Hud. R. R., was probably fatally injured on 
Thursday morning. The engine ran off the track owing to a misplaced switch, near Pittston, and 
tipped over. Pace was wedged in between the cab and the boiler for about two hours, and 
seriously bruised and burned." (Carbondale Advance, June 19, 1875, p. 3) 


In early January 1888, Coe F. Young and his wife departed from Honesdale for Bermuda, where 
they would spend the winter: 

“The Honesdale Citizen says Coe F. Young and wife started last week for the Bermudas to spend 
the winter.” (The Journal, January 12, 1888, p. 3) 


13. Charles N. Talbot: 

George Olyphant’s middle name was Talbot? Any connection here? 

This engine (49 inch drivers) was manufactured by the Dickson Manufacturing Company and 
received by the D. & H. on June 10, 1870. 


14. Plymouth: 


15. Wil li e Olyphant: 
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16. George L. Dickson: 


17. J. B. Van Bergen: 

Milo Gardner, Carbondale, started to work for the D&H on April 10, 1876, and worked for the 
D&H for 48 years and 21 days. On April 23, 1882, he was promoted to the position of engineer. 
He 'drew' the J. B. Van Bergen and was assigned to pusher service on the hill north of 
Carbondale. At that time, at the age of 23, he was the youngest man at the throttle of a 
Pennsylvania division locomotive. Here is the biographical portrait of Milo Gardner that was 
published in the February 15, 1925 issue (pp. 3-4, 13) of The Delaware and Hudson Company 
Bulletin. 
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oyhood’s ‘Dreams 


UeUran Employe’s Ambitions to be a Locomotive Engineer Were Gratified by 

Forty-two Years of Service at the Throttle 



K 1C A I S— day dream* thtti hiii uui um 
|jlLloi)« P if r<iu please—nomciime* nune 
true though they muv appear, nt t i 
origin. to he bill fanciful air rasUr*. So it wji* 
with .Milo Uarpxeh of No. Sfi CwriGiefy sn^ t. 
Cn rhont Ja Le, Fa „ ret i red 
locomotive engineer, who 
enjoys a rcmi.nl of forty 
eight ycai- and iwu.1v -one 
ditVN of [MitiUmunih t-lti. h-v 

w 

with the Company. lie 

iln^ cued, aw Li h^y, si cn] hn h 
lived to enjoy the full 
Fruition of what lie thus 
n;iw in the fullin'- He wns 
pensioned mi May 1, hurt. 

From points uf vantage- 
in the door-yan] that sitr- 
ro muled liH gniudfulhcr’a 
borne near b'ditnryviJIp, 

Pa., when hut a hid, eight 
cn nine years nld, he wji- i 
wmit to watt'll t be little 
trains uf llw Delaware. 

Lndtnwinmii ami Western 
as thei' wended lheir wav 

u r 

up the hilMde from Mitsui 
ton. At times lie lauumi- 
virtually rivaled to I he 
ground upon which he 
filoiwt, !>v i lie straiiige fas- 
filiation of the aeehe being 
enacted lief Ore ho eyes, 
end wonEi2 dream of the 
day wlieii be, too. mtgld 
live the life of il railroad 
man, pailhithuJy that of 

a focomut ire engineer Stronger, indeed. Wjftim- 
lilt* gJJ[i Iipnu liauj. V hen Jil lligllt Ilf 1 -on Id I rave 
into the fin <1 initer the move!nent> uf tin* IntiiiM 
hy the trail of light kept bright hy the spark* 
that ponied forth from the stacks uf tin- little 
w<iod burners a* they t nidged along with tln h ia 
load* of freight or hitman being- Vnyom- vilm 


MILO CAHDN1 K 


in childhood dreamed timely, can readily ap¬ 
preciate 11 in inllumifit which guided Ida cour* 
hen re forth. 

lie wLi^ Lutn at FactoryvlJle* April 113* 
and vtaei tin* eldest of Ihiee children of Jeremiah 

ami Matilda Gardner. 
II in Father died jn the 
service of his roimlry two 
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hilw the mother, still a 
yming woman, died also. 
Hum, at ik; age of eighl , 
he far-rd thr world an 
orphan. 
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i In'll warn admitted to a 
Hrlinol whit'll had bran es- 
I nld felted ill Harford, StiR 
■piehari ill roiinly, for the 
cure mid education of aol* 
diets’ orphoiirt. There lie 
remained until In wne 
cei'ii years oh I, meantiliilc 
attaining tin- rank of tap 
Inin in one of the school's 
Cftdi-t companies. Such 
west! 1 le-i 9 exjjtrsi.inrir, dur* 
mg iIiosl- yeai*H k tlmt he 
ill reeonniK them with 
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position on llit- rond. with the result I hat nt 7 
o'clock "ahiirp." ns lit- lella it h eim the morning 
cif April 10, IS7tl, lit; sluirlnl work ua n track 
hdjorer inidi-r Slerle Ross. His associate* m the 
gang wvre all of trials nr Welch descent, 

Train service continued la Imve its luro^ how¬ 
ever, ntul three in- four iimidlii Inter lie received 
pvnuiBaton in ga broking" ter OLL» Myers, on 
tlie Van ftLordi breaker m. TKnii work covered 
the movement of ronI from itiv breaker in the 
upper curl of flip yard nt Urccu Ridge to the 
foN.it of G,* 1 as the Inal plane of the old gravity 
system, lit Olyjiliitiit, wuh ifraigitiifed. Deuu llay- 
(leu, ii h lie rurally was the engineer. 

Fully Hulisfkd witli train work, he con¬ 
tinued on the mine run uuHl during n dull 
period when n brake man at 1011 Creek (Hud¬ 
son ) ndim pushed his iciii 4 mid litis Iu> ac¬ 
cepted. From then on, or until the miners’ strike 
of lSi7. lie worked with ‘‘Skip” Shafer. The 
wild scents connected with tlnil dial urlmnce, Low 
the miners swept down through Hie valley armed 
with gutiH ant! dubn nod other defensive 
weapons, threatening, as they paused, all whom 
they ibought to lie apposed hi their cause—these 
incidents he remembers fls well ah if they bad hap- 
p^ned only yesterday. Tlieir Irmiu was quickly 
surrounded with the Intention of "cutting olf ” 
the engine, but upon the promisa that its lire 
would Imj 41 pulled H upon arrival nt Mill Creek no 
double ensued and the mob [wHaed on Its way, 

llih locomotive service dcii^ frcun Octoljcr 1. 

IS7fi, Thai wsh the riny on which he first left 
the yard* at Green Ridge rm u flicrn in,, making 
the trip with "Tom" Williams, Uts rent ap- 
preullcedhipp hnwever, was served mi tier " Dud " 
(Truman I LUley, who Liter left the road during 
the Manville regime and is now f a neighbor in 
('ciuctefy Street, Cnrboudnle, The locomotive 
which they h\ui at tlmt time was the George F. 
Wilbur, later known as Hie So. 20, 

One experience of Ilfs earlier days on llie road 
which has wince caused him mudi amusement, 
wuh jh verbal clash be had with "100" tilth tend, 
nn ho speaks of him, then president of (he Dela- 
vvh re, Lackawanna and Western. It was at a 
crossover where the tracks from the Hi IT Works, 
fit Scranton, where many of the earlier Iwomo- 
lives used on the Valley road, mk the lower end 
<■( Hie Feu beyl van is division then was known, 
w *re built, interacted tlmse of the Lackawanna, 
IbiMcnd had often been n visitor at hi* grtmil- 
fn(Iter's home ni Factoryvillc when be was liv¬ 
ing there as a fioy. hut he failed to recognize Ida 
identity until some time after the controversy. 

<r 

Later, desiring to make a trip to Elmira, he 
called nt Halstead's offiw and interviewed him 
personally. Halstead eyed htm closely, and 
eIjcii, apparently having recognised and. scribble i 
(lie nefessury authority upon a scrap of paper and 
handed it l» him without comment. 


For some time he find the old No. 10 for Mile* 
Ukaeckcr, hauling the renowned " Mike M Ma* 
1 1 jii r j y. Ilk-seeker was inclined to he spiteful at 
rimes. On line of their first trips together, IiIh 
stubbornness caused them to been me stalled on 
the main lino between Steven* Point and Star- 
meet* I he engine did not steam well when mu¬ 
lling ni oluw speed and Mites knew this well, but 
*m that particular oceu&ion he wmih! travel oo 
Lister tbun ahoul four or five mile* an hour with 
the result ibat they were out of steam when 
they readied Melrose, a station Jong ainee aban¬ 
doned. 

When promoted to the pot- it ion of engineer on 
April 23. ISaSS. lie had just jiagiwd his twehty- 
Ehtj-d birthday and leenme the youngivt imm at 
the throttle of n Pci in >y Ivim i a division licomo- 
live At (licit time* Hie reason for thin w.-i* that 
be had stepped In among men much older than 
he at zi time when promoiion* wore slow When 
they were art up, however, the exigencies of the 
service likewise br^nght him a proiuol ion. Ho 
"drew" the J. Il, Van Bcrgob. N’o. 17. and was 
aligned to pusher sorvioe on the hill mirth of 
Caelum dale. 

The tirnt day oul on the road was one full of 
excitement, one which be frequently recull* to- 
d:iv. His experiences were i he more thrilling, 
perhaps, because of the fact that for the first 
time full responsibility fur the performance of 
the engine rested upon his judgment. Next, he 
was assigned to “Coal 5," between Curb'mdale 
and Nineveh, pulling George Farrell, later a 
conductor an No*, i and 2, but who left the road 
many years Ago. 

Ill* promotion Ui pfiasengcr Hervii-e tame with 
the death of Engineer Bemrtoter. and for about 
twenty-three years he ran on trains Nus. 5U4 and 
300. find 5J3 nnd 514. Herring the greater port 
of that liitio with Conductor Henry Johnson. 

lie likes to tell of the great consideration engi¬ 
neers nnd firemen of his day had for tho equip¬ 
ment which they ijnudled and of how those who 
fatiiHl to keep ibeir locomotives looking «pick 
fitid span were forthwith regarded an sitniche*. 
On more tii:m orn- oeeasion he made the run to 
Nineveh nnd back* jih a fireman, without once ait- 
ting down* When he w j ftA not busy before the 
yawning doors of the llrebox. lie vrm out on th* 
running lioards or elsewhere cleaning and polish¬ 
ing the brass IdrunilngA that then adorned all 
locomotives. When a storm threatened, jl wa* 
the practice to proleeL these trappings by going 
over them with greasy waste. 

Much of his Htrrcc-.* \ ]V nt tributes to punctuality 
and to tho fact that he was a steady worker. 
It was not unusual fur him to work g hundred 
days or even more without once absenting him 
Folf, During his earlier service* he was obliged 
to uuikp many of the running repairs necessary 

(Concluded an PaRe 


February 
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atized Boythv#d ‘.i Dream* 
t Cont inual from Pape 4 i- 

to keep his engine in good working condition. 
Tliis work often Included the washing of boiler* 
iiiul similar details. 

One of the strange experience-* of his career 
enme when he arrived at Jefferson Junction one 
winter'a day, wilh a train tif iwentv-five earn. 
The tvns out bright and warm and everything 
looked fine fur a quick trip home. Before leav¬ 
ing. however, he was ordered to set off tea cars, 
no explanation being forthcoming. Thi* done, a 
Hijirt wn.H miidfl, all xnamhers oc the crew tnean- 
wiiile pondering over the iinexplained order, Rut 


The IMaware and Hudson Company Bulletin 

Oa ihe retain trip, the train, for the moment, 
got out of control. About a mile abend, down 
the grade. was a high wooden trestle which 
menaced his course, but fortune tidy he managed 
to bring the trnin to a slop About tlfly feet from 
this structure. The remainder of 1 he* trip, after 
the tresile hnd been crossed,. Wftw equally as ex¬ 
citing fur again the train ran wild, So find did 
it travel that the ft reman declared the ends of 
the ties resembled somewhat a long, endless 
plank. Everything* 1w>wever, was once more in 
his favor. No trains wore in bight as lie ap¬ 
proached the u 1>, L." ejfi&BSfifTer* and he rode 
safely onto the main 



MR. GARDNER AND CREW OF THE "F1FTY.TWO 

In JHPUP—{left t-o riBfhs I l«ck Hunan, br*k*-man .; fiext. ^itkltowo; Johnnie Corruih. bs okcrua 11. Tommy CcrniBk, 
^pemui- Mr Careber, «t|iDHr; and, “Spence'" Collh right. cunducinf , (Tdtn pt 
N&ie “ Third Rail"' for «CCOmrnin4*l iwi Osf fciavtrv W»,} 


an answer was not far olT for as tapproached 
Stnmtcea, they encountered a Allow storm which 
blocked the road for mure than twenty-four 

hours. 

The road oitl of Carbon dale at lhat time wa* 
cut through a virgin, forest. From Moneys at 
l lie upper end of the yard to 1‘orest City and 
theme on the oast aide of the road lo Stillwater, 
heavy hem Lock limber lined l he right-of-way* 

lit the way of real excitement, he probably got 
hi* share on a little stretch of track then known 
ns the Wintois branch, which led across the Dela¬ 
ware, Lackawanna and Western tracks at Win- 
ton and lo a breaker at Marsh wood. ITe had 
gone to the breaker with it train of ten emptier 
»ml wilh orders to bring back as many loads 

IS, im 


In Otrbondahf, be is, regarded as it citizen 
worthy of the confldenw and respect of ail who 
have occasion lo meet him. lit tutrvefl a* si mriu- 
lier of the city's apcctal counsel for two years 
and from time lo time on various committees. 

Among his former unaodides on I be road, he 
enjoys a host of friend*. It is not unusual to 
hear them rale him ns 4i one of the IpcsI engineers 
tb e Company ever lifld. lk Quid of man net, pi can- 
jirit, frank in hi* upinhin, Hpguwi alive of lhe 
rights mi others, he is indeed a perhon win on it is 
a pleasure to know. 

On January 1, ISSS, lie was married to Miss 
Harriet Curl is of Wayne county and lo tkm 
four children were horn, one of whom has shun 
died, lie is a member of the RaptiM dmreh. 

t h irt rt'n 
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18. Pierce Butler: 


Pierce Butler was the Master Machinist for the D&H. Here is a news article about the funeral of 
his wife in August 1874: 

“The funeral services over the remains of Mrs. Pierce Butler, of Carbondale, who died at Ocean 
Grove, N. J., on Friday last, were held at the residence of Mr. S. B. Haley, of this borough 
[Honesdale], on Monday morning, after which the body was taken to Carbondale for interment, 
accompanied by over two hundred residents of that city [Carbondale], who came over in a 
special train provided for the purpose by the Del. & Hud. C. Co. Mr. Butler is Master Machinist 
at Carbondale.— Honesdale Citizen. ” (Carbondale Advance, August 22, 1874, p. 3) 

The engineman of No. 18 in 1880 was Samuel S. Cobb, senior, reputed to be one of the best 
passenger conductors in the Pennsylvania Division. 

On March 26, 1879, Samuel G. Cobb started work for the D&H as a wiper in the Carbondale 
roundhouse. "In those days," we read in his biographical portrait ("Engineman Taught By His 
Father") in the July 1, 1930 issue (pp. 195-196, 204) of The Delaware and Hudson Railroad 
Bulletin, "the enginemen took great pride in their engines, each of which had both a name and 
number. Mr. Cobb still has a list of all the locomotives at Carbondale in 1880, 37 in number, 
together with the engine's name and the engineman of each [emphasis added]. Number 1 was the 
famous Major Sykes; Number 2, the H. V. Olyphant; others were the Lackawanna, Mill Creek, 
R. Manville, etc. In that year his father had Number 18, the Pierce Butler. / The engine crews 
made all of their light repairs during their rest periods, including the polishing and shining 
necessary to keep an engine with more brass than iron in first class condition. The fireman had to 
clean the flues and wash the boiler. On Sundays he reported at the roundhouse to assist the 
engineer at his work of polishing brass. Mr. Cobb's father took great pride in his engine and 
would not permit anyone else to work on it unless he was on hand to watch them. Every 
engineman boasted that his was the nicest looking engine; more than once blows supplemented 
words in deciding which of two engines was the neater. Some of them had beautiful scenery 
painted on the ta nks and headlights." (pp. 196, 204) 


19. A. M. Atkinson: 


20. George F. Wilbur: 


21. A. H. Vandling: 

“Engine 21 ran into some gravity coal cars this week near Dickson. Her front was damaged a 
little.” (Carbondale Leader, March 9, 1883, p. 3) 
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A. H. Vandling was named Superintendent of the Coal Department of the D&H C. Co. in late 
February 1874: 


“Change of Superintendent. / E. W. Weston, Supt of the Coal Dept, of the Del. & Hud. C. Co. 
has resigned his position, and is succeeded by Mr. Vandling of Ulster Co. He has for many years 
held important positions in the Hudson River section. / Mr. Weston, we learn, continues in 
charge of the Land Department, surface, for the Company.” ( Carbondale Advance, February 28, 
1874, p. 3) 

In the following month, March 1874, Vandling was placed in charge of all of the mines of the 
D&H. In the Carbondale Advance of March 28, 1874, we read: 

“Del. & Hud. C. Co. / The following appointments by the Directors of the Del. & Hud. are 
announced: / Mr. A. H. Vandling is to have entire charge of all the mines of the company with 
his headquarters at Scranton; Mr. Peter Philips is have charge of the company’s dock, vessels, 
etc., at Kingston, N. Y.; Mr. Alfred Ousterhoudt is to take Mr. Vandling’s place in the office; 
Mr. Henry Snyder takes Ousterhoudt’s late position as book keeper in the office there; Mr. 
Charles Basten is promoted to the position of permit clerk. . . .” ( Carbondale Advance, March 
28, 1874, p. 3 

Some biographical facts about A. H. Vandling, from Stoddard’s Prominent Men: 

"Abraham H. Vandling / Bom Moresburg, Pa., Nov. 13, 1824—June 12, 1901. Educated Public 
Schools. Married Jeanette du Bois, Feb. 10, 1858. General Supt. Delaware and Hudson Mines 
twenty years. Dir. in Ba nk at Kingston, Pa. Member of First Presby. Church. Supt. Delaware and 
Hudson Canal. Employed with Penn'a Coal Co. under General Green during law suit with 
Delaware and Hudson Co." (Photograph p. 27, and biographical sketch, p. vii, in Dwight J. 
Stoddard's Prominent Men, 1906) 



This is the photograph of Vandling from page 27 of Stoddard's Prominent Men. 
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Here is a photograph taken by the author on October 11, 2009 of the Vandling mausoleum in 
Dunmore Cemetery, wherein the earthly remains of A. H. Vandling are interred: 



22._ Fuller: 

Engine No. 22, the Mark L. Fuller. Jasper Gritman served as fireman on the Fuller in 1873. In 
his biographical portrait in The Delaware and Hudson Company Bulletin, we read: 

". . . After working as a trainman [formerly called a brakeman], he [Jasper Gritman] decided that 
the work of a fireman appealed to him more, so he joined their ranks in 1873. His first run, he 
well remembers. It was on old engine 22, the 'Fuller,' with Engineman Bob Simmeral, on a run 
between Wilkes-Barre and Carbondale. The 'Fuller' has long since been disposed of, yet there 
will always be a spot reserved in his heart in which he cherishes the memory of his happy days 
firing her. He remained on that run for six years." (Biographical portrait of Jasper Gritman, pp. 
275-276, September 15, 1928 issue of The Delaware and Hudson Company Bulletin) 
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About the Mark L. Fuller engine, we read the following in the biographical portrait of Seth V. 
Colvin ("They Had No Caboose") that is published in the October 1, 1932 issue of The Delaware 
and Hudson Company Bulletin, pp. 259-260: 

"On July 1, 1880, Mr. Colvin was promoted to the rank of conductor and was placed in charge of 
locomotive 22, the Mark L. Fuller, a 20-ton engine with her water supply in tanks placed along 
the sides of the boiler instead of in a tender. This engine was used to do mine switching at 
Plymouth and to move cars between that point and Hudson. On that short run the crew ran over 
four different single track railroads: The Delaware and Hudson, Lehigh Valley, Jersey Central, 
and Lackawanna; today [1932] the Wilkes-Barre Connecting Railroad, owned and operated 
jointly by the Pennsylvania and Delaware and Hudson, links Plymouth and Hudson." 

Here is the formal studio photograph of Mr. Colvin that is given at the head of his biographical 
portrait in The Delaware and Hudson Company Bulletin: 



SETH V. COLVIN 
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In addition to the formal studio photograph of Mr. Colvin at the head of the article, there are two 
additional photographs in the biographical portrait of the man. 


In the first, we see Mr. Colvin and four of his colleagues “fifty years ago” (1882): 

Fifty Years Ago 



This Pennsylvania Division Crew included John 
Mathers , John Gohan } Thomas Winn and Seth 
Colvin. 


In the second (“Mine Run Out of ‘Mill Creek,’ at Laflin in 1885”), we see Mr. Colvin and four 
others, all standing in front of Engine No. 35: 

Mine Run Out of “ Mill Creek,” at Laflin in 1885 


| 

f 


1 


1 



Left to right: Daniel Arnold, Robert Carter, ‘‘Mike’’ Doherty, Frank Clark and Mr. Colvin. 
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23. James P. Dickson: 


One of the engines assigned to mine runs originating at Hudson in 1886 was the James P. 
Dickson. About that engine and others and about the railroad career of Frank S. Clark, we read 
the following in the biographical sketch of Frank S. Clark that was published in the September 1, 
1936 issue of The Delaware and Hudson Railroad Bulletin, pp. 131-132: 

“In 1886 MR. CLARK asked Yard Master Milot Shiffer, at Mill Creek, now Hudson, for a 
position as brakeman, and he was transferred to the Transportation Department just after the new 
steam locomotive railroad between that point and Wilkes-Barre was placed in operation. / That 
fall he became a locomotive fireman, working on the various mine runs which then originated at 
Hudson. Two of the engines then assigned to that service were the James P. Dickson and the J. J. 
Albright [probable mistake in article; No. 27 was the J. J. Astor; the J. J. Albright was No. 8], 
Nos. 23 and 27, which were kept in the four-stall roundhouse, situated on the approximate site of 
the present car shops. About 1900, these locomotives were sent to Wilkes-Barre, the old Hudson 
roundhouse was abandoned and eventually tom down. / In 1895 MR CLARK saw his first 
service as an extra engineer and in 1901 he was given a steady job on a mine ran out of Wilkes- 
Barre. For a time, too, he was in passenger service, pulling the train which left Wilkes-Barre at 
5:25 A. M. with passengers, mail, and express for Carbondale, and arriving at Wilkes-Barre on 
the return trip at 9:35 A.M. In later years he was frequently called upon to handle passenger 
trains between Wilkes-Barre, Scranton, Carbondale, and Nineveh, although he much preferred 
daylight mine- or Hudson-Yatesville pusher runs, which permitted him to spend every night at 
home. / For the past 35years MR. and MRS. CLARK, who have been married 54 years, have 
lived in their present home at 116 South Main Street, Parsons, now a part of Wilkes-Barre. They 
have six children: JOHN, a Delaware and Hudson trainman; Albert, an employee of The Hudson 
Coal Company. . . (p. 132) 

24. John T. Kensett: 

"A new culm-buming locomotive, the No. 66, was received at the D. & H. shops here last night. 
Engine No. 24, which has been remodeled into a culm-bumer at the Dickson Mfg. Co.'s works at 
Scranton, arrived on Saturday." {The Journal, February 3, 1887, p. 3) 


25. R. L. Kennedy: 

Robert Lenox Kennedy was a member of the D&H Board of Managers in 1873. 

“Geo. Roemmelmeyer, engineer of No. 25, will leave for Albany, N. Y. on Monday for a short 
visit.” (Carbondale Leader, March 9, 1883, p. 3) 
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26. Colonel Cannon: 


Legrand B. Cannon was a member of the D&H Board of Managers in 1873. 

In the biographical portrait of Willard Newton that was published in the January 1, 1936 issue of 
The Delaware and Hudson Railroad Bulletin, pp. 3-4, we read: “A few months later, in the fall 
of 1885, he [Willard Newton] was called to work on the steam railroad as trainman at Plymouth. 
For some time he worked on various mine runs out of Plymouth with engine No. 26, named 
Colonel Cannon. ” 

Engine No. 26 and Engine No. 29 were both stationed at Plymouth Junction in 1884. In the 
biographical portrait of Peter E. Becker (retired from the D&H an engineer on August 1, 1936; 
bom on September 20, 1863, at Ghetto, a small mining town near Hazleton) that was published 
in the May 1, 1937 Delaware and Hudson Railroad Bulletin and reprinted in the May 2009 issue 
of the Bridge Line Historical Society Bulletin, p. 43, we read, from the reprint, the following: 

“He [Peter Becker] first went to school at the age of four, the term lasting only from September 1 
to January 31. In Plymouth, where the family moved the following year, there was a three-month 
term in the winter, and another in the summer. / As soon as he was eight years old he spent the 
balance of the year as a breaker boy, mule driver, or ventilating door tender in the mines. At that 
time, the Delaware and Hudson was represented at Plymouth Junction by Willard Hickok, who 
bore the titles of yardmaster, dispatcher, and southern sales agent. Beginning in 1884, Mr. 
Hickok frequently called Mr. Becker to work as a brakeman on the railroad when one of the 
regular men laid off. There were two locomotives stationed there then, Nos. 26 and 29, named 
Colonel Cannon and James R. Taylor, respectively, both of which were used to haul coal from 
Plymouth to Mill Creek, now Hudson, running over Delaware and Hudson tracks to South 
Wilkes-Barre, via the Central Railroad of New Jersey to Parsons, thence to Mill Creek over our 
own [D&H] line. / In 1886, Mr. Becker became a regular brakeman under Conductor Sherman 
D. Brown, frequently serving in the latter’s place or as extra fireman. The next year [1887] he 
became Engineer Dennis Arnold’s regular fireman on Locomotive No. 25, the R. L. Kennedy, 
later firing for Engineer John Hallett on the Wilkes-Barre—Green Ridge way freight...” 

27. J. J. Astor: 

John Jacob Astor was a member of the D&H Board of Managers in 1873. 


28. J. M. Halstead: 

James M. Halstead was a member of the D&H Board of Managers in 1873. 
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29. James R. Taylor: 

James B. Taylor was a member of the D&H Board of Managers in 1873. 

30. W. J. Hoppin: 

W. J. Hoppin was a member of the D&H Board of Managers in 1873 

31. H. A. Fonda: 


32. E. J. Woolsey: 


33. A. A. Low: 

A man who was said to be Henry Blair was struck and killed by D&H engine No. 33, on 
December 27, 1887, on the Jefferson Branch. In the Carbondale Leader of December 28, 1887, 
we read the following about Henry Blair the man, his work career, and his accidental death: 

"DEATH ON TH E RAILS. / A Man who Drove Barnum's Forty-Horse Chariot. / Henry 
Blair, an Eccentric and Roaming Character, Struck Last Evening by a D. & H. Engine and 
Instantly Killed Near the Rock Cut—His History. / About 6 o'clock last evening as D. & H. 
engine No. 33, Ed. Atkinson, engineer, was nearing No. 8 bridge on the Carbondale [Jefferson] 
branch a man was seen walking in the track. The whistle was blown and the man stepped out 
from between the rails without looking back, and continued on his journey. Engineer Atkinson 
made no attempt to stop, but as the locomotive neared the individual he again stepped upon the 
ties apparently unconscious of the approaching train or the shrieking danger signal. It was too 
late to stop and no one was near to pull the man of, and he was struck by the ponderous iron 
horse. The train was brought to a stand still and the lifeless remains were placed upon the 
caboose and brought to this city. / The corpse was recognized as that of Henry Blair who will be 
remembered by many of the older residents of this city as identified with the early history of the 
place. He was the oldest son of Luther G. Blair, familiarly known as 'The Major' who delighted 
the youth years ago by his martial bearing when he beat the drum on special occasions such as 
occurred on the 17 of March and the old fashioned fourth of July that Carbondale was famous for 
fifty years ago. The man whose earthly existence was closed so suddenly last night spent his 
boyhood days in this neighborhood, part of the time at Bethany, then the county seat of Wayne 
County. In early life he was given to traveling, inheriting the spirit of adventure from his father, 
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who when a mere boy did service as drummer in the war of 1812. / Away back in the 'forties' 
Henry was a popular stage driver in the service of Alexander Kenner, and no man on the line 
between Wilkes-Barre and Honesdale was a more expert handler of the ribbons and whip. It is 
said that he was selected by the famous Bamum to drive the celebrated forty-horse chariot. Later 
Mr. Blair went to Michigan where he was for a time successfully engaged in the lumber 
business, and for some years little was known of him. A few years ago he returned and was for a 
time employed by Patrick McGarry of Fell township, but recently he worked wherever he could 
find such employment as he was able to perform. His wife is living in the family of John Peck 
near Simpson, and Henry was in the habit of spending part of his time at this house. Recently he 
had been engaged in the lumber district near Forest City and was probably on his way to the 
mills when he was killed. / The remains will be buried at Prompton where his father, an active 
man over ninety years of age, resides. The other members of the family who are best known here 
are Rev. Hiram G. Blair, of Kirkwood, N. Y. and Mrs. Rowena True, of Montrose. (Carbondale 
Leader, December 28, 1887, p. 4) 

As is turns out, the main who was identified as Henry Blair, in the above accident report, was not 
Henry Blair. Here is the account of the accident described immediately above that was published 
in The Journal, December 29, 1887, p. 3: 

"Fatal Accident. / An unknown man was killed by being run over by a D. & H. locomotive near 
bridge No. 10 on the Jefferson branch, just above this city, about six o'clock on Tuesday evening. 
He was walking along the track, and the engineer blew the whistle, when he stepped to the side 
of the track. Just as the locomotive reached him he stepped so near or on the track that he was 
struck by the locomotive, one foot run over and the leg badly lacerated. He died almost instantly 
either from the shock or internal injuries. / The body was brought to this city and taken to the 
undertaking establishment of John Kase, where it was prepared for burial. It was supposed to be 
that of Henry Blair, who was employed in the lumber woods near Forest city, but Mr. Blair's 
wife viewed the remains this morning, and said it was not her husband. His brother. Rev. H. G. 
Blair, of Kirkwood, N. Y., was also telegraphed to yesterday and arrived here this morning. He 
says the body is not that of his brother, though of somewhat similar build [emphasis added]. The 
countenance is not the same, and Henry Blair had lost a forefinger, and had an anchor in India 
ink on the arm, neither of which marks are found on the body of the dead man. / Coroner Burnett 
viewed the body and decided that an inquest was unnecessary, and as no one identified the body 
it was buried in Maplewood cemetery by the poor director of Fell township at two o'clock this 
afternoon. / A card of Dr. W. St. Clair Gibbs being found in the pocket, the Dr. was telephoned 
to and stated that the man was a tramp who called at his office suffering from eye trouble, and 
that he directed him to go to his brother in Scranton who would get him in the hospilad [sic]." 
{The Journal, December 29, 1887, p. 3) 
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34. Normanskill: 


Here is a photograph of D&H Engine No. 34 (Consolidated E-4) that was posted in the Delaware 
and Hudson railroad Facebook group on January 4, 2016 by Steve Brown. The engine is shown 
in this photograph on the turntable of a roundhouse. 



D&H Engine No. 34 


35. James Roosevelt: 

The James Roosevelt blew up at Cork Lane, Pittston, PA, on March 4, 1887. 

A photograph of the James Roosevelt on the turntable at Green Ridge was published in The 
Delaware and Hudson Company Bulletin, February 15, 1928, p. 62. Here is that photograph and 
the caption that was provided for the photo in The Delaware and Hudson Company Bulletin: 
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^he “James Roosevelt ” 



"The 'James Roosevelt' / Through the courtesy of George H. Kellow, a conductor on a work 
train at Green Ridge, Pa., we are privileged to present to our readers a photograph of the 'James 
Roosevelt,' an early locomotive on the Pennsylvania division, and its crew, which was taken on 
the turntable at Green Ridge, on July 15, 1885 [emphasis added]. Mr. Kellow, then a brakeman, 
is to be seen on the pilot deck; Ben Myers, another brakeman, now retired and living at Clarks 
Summit, Pa., is next; and Edward Goodman, the fireman, who died about two years ago [about 
1926] at Farview, Pa., is in the cab window. / This locomotive was referred to in an account of 
the career of George L. Westcott, a retired engineer, which was published in The [Delaware and 
Hudson Company] Bulletin of May 15, 1925, as having blown up at Cork Lane, Pittston, Pa., on 
March 4, 1887. Mr. Westcott was hurled from the cab and his fireman, 'Cort' Colvin, was blown 
from the cab into the tender, but neither suffered serious injury. William Schultz was the head 
brakeman; Dave Cobb, who died about twenty years ago, the middle man; and Mr. Kellow, the 
flagman. None of these three men were affected by the explosion, however." (The Delaware and 
Hudson Company Bulletin, February 15, 1928, p. 62) 

James Roosevelt was a member of the D&H Board of Managers in 1876 and 1877. He is not to 
be confused with James A. Roosevelt who, in 1891, was a major stockholder in the D&H. In 
addition to his many civic and community affiliations, James A. Roosevelt was one of the 
founding fathers of the Metropolitan Opera in New York, which opened on October 22, 1883 
with a performance of Charles Gounod’s Faust. (Earlier that same year, on May 24 , John A. 
Roebling’s Brooklyn Bridge opened.) Three of the other founding fathers of the Met were 
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William H. Vanderbilt, Robert Goelet, and Ogden Goelet. Here is the photograph of James A. 
Roosevelt that is given on page 17 of The MET One Hundred Years of Grand Opera by Martin 
Mayer (New York: Simon and Schuster, 1983): 



James A. Roosevelt 


36. Robert S. Hone: 

Photo from Railroadians. . . , p. 40: 



ROBT. S. HONE )o- 


Built by Dickson Manufacturing Co., February 21 
Stroke 24". Drivers, Numhei 

Total 80000 Pounds. Wheel _ 

Firebox, Length S'7", Width ■. tngine 

Capacity 2400 Gallons. 
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Text from Railroadians. . . , p. 39: 

Illustration is also given of the “ Robt. S. Hone,” number “ 36,” built by the Dickson 

Manufacturing Co., February 21, 1876, which had:—Eighteen by twenty-four inch cylin- 

» 

ders; fifty-six inch drivers; weight on drivers sixty-nine thousand one hundred pounds, 
on engine truck ten thousand nine hundred pounds, total weight eighty thousand pounds. 
Wheel base, rigid, was fourteen feet two inches, and total twenty-one feet eight inches. 
Boiler was forty-eight inches in diameter, having two inch flues. Firebox was eight feet 
seven inches long and thirty-three and three-quarter inches wide. Tender was of the 
eight wheel type with a water capacity of twenty-four hundred gallons. 


37. John B. Smith: 

In the biographical portrait of Samuel G. Cobb in the July 1, 1930 issue of The Delaware and 
Hudson Railroad Bulletin, pp. 195-96, 204-05, we read: 

". . . Mr. Cobb still [in 1930] has a list of all the locomotives at Carbondale in 1880, 37 in 
number, together with the engine's name and the engineman of each." 

In that same portrait, we also read: "The engine crews made all of their light repairs during their 
rest periods, including the polishing and shining necessary to keep an engine with more brass 
than iron in first class condition. The fireman had to clean the flues and wash the boiler. On 
Sundays he reported at the roundhouse to assist the engineer at his work of polishing brass. Mr. 
Cobb's father took great pride in his engine and would not permit anyone else to work on it 
unless he was on hand to watch them. Every engineman boasted that his was the nicest looking 
engine; more than once blows supplemented words in deciding which of two engines was the 
neater. Some of them had beautiful scenery painted on the tanks and headlights. ... At the time 
of the death of Thomas Dixon, President of The Delaware and Hudson Company, while Sam was 
firing for his father [the father, Samuel S. Cobb fired for nine and one-half years the E. A. 
Quintard, No. 7] they were called to pull the special carrying officials of the company to the 
funeral. On the return trip Superintendent R. Manville told them to give the visitors a good ride 
from Carbondale to Nineveh. When they reached Nineveh, Superintendent of Motive Power 
Blackall remarked that that had been the fastest and smoothest ride he had ever had. 
Superintendent C. D. Hammond of the Susquehanna Division came forward to tell him that he 
would enjoy an even better ride from Nineveh to Albany. Mr. Blackall later remarked that he had 
not changed his mind despite the Susquehanna Division engineman's best efforts." In that same 
biographical portrait we read: "... 'If a single man's head moved or a newspaper swayed when 
the brakes were applied, I was called down for making a poor stop. That is the way I learned to 
run an engine, firing nine and one-half years for my father,' says Samuel G. Cobb, retired 
Pennsylvania Division engineman..." 

38. Charles Parrish: 


50 


39. Rob Roy: 


40. T. F. Torrey: 

41. Rattler: 


42. Rover: 


43. S. H. Dotterer: 

“The big mogul engine 43, S. H. Dotterer, which has pulled the Nineveh freight for the past year 
was turned over to the Saratoga Division of D. & H. road Wednesday of this week. The engine 
was built for the B. H. T. & W. R. R. but was, for some reason taken off their hands by the D. & 
H. Engine 43 was by far the best engine the Penn Div. owned, and the reason of her removal can 
only be explained on the supposition that the northern roads of this Company are in greater need 
of motive power than the Penn Div. Engineer Bingham also feels sad at parting with his big 
engine, but hopes the fates may have a better one in store for him. Engine 36 is temporarily 
running the freight.” (Carbondale Leader, February 23, 1883, p. 2) 

44. Vulcan: 


45. Mars: 


46. Hercules: 


47. Neptune: 

48. Mercury: 

49. Chingachgook: 
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50. H. M. Olmsted: 


51. Huron: 

“The new engine on the D. & H., ‘Huron,’ No. 51, running on Conductor SilvemelTs train 
between here and Nineveh is a fine piece of machinery. It is manned by engineer Bryden and 
fireman Schenzer of this city. They are well pleased with their new charge.” (Carbondale 
Leader, July 25, 1884, p. 2) 


The conductor on the Huron when it was added to the D&H fleet in 1884, G. F. Silvemell, 
resigned from the D&H on August 31, 1887, having worked for the D&H since 1872. In the 
Carbondale Leader of September 1, 1887, we read: 

“Conductor Silvernell Resigns. / G. F. Silvemell, conductor on the 3 o’clock passenger and 
way freight of the Delaware and Hudson C. Co., between this city and Nineveh, yesterday 
resigned after four years of faithful service in that position. Mr. Silvemell has been in the employ 
of the D. & H. Company since 1872 and his resignation at this time will be surprising news to his 
numerous friends hereabouts. He has a lucrative position awaiting him near Lake Marear, Green 
county, Wisconsin, at which place he has relatives living.” (Carbondale Leader, September 1, 
1887, p. 1) 


52. Magua: 


53. Oneida: 


54. Mohawk: 


55. Wyandotte: 


56. Lauder: 


57. Leader: 
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58. Melrose: 


59. Selkirk: 


60. Greenlaw: 


Organizational Note: Here ends the list of the first sixty D&H locomotives in the W. E. 
Anderson/John R. Atherton list. 

Hereafter, we will have a look at a wide variety of D&H locomotives which are interesting 
and/or historically important. This is not intended, be it known, to be a complete list of all D&H 
locomotives. 


No. 61: 


--made by Dickson Manufacturing Co., 1886, type 2-6-0 

No. 61 was the first culm burner (using pea or buckwheat coal; older engines used “lump” coal) 
on the D&H. In Railroadians. . . (p. 45) we read: 

This is also notable as the period of purchase of the first culm type locomotive 
same being built by the Dickson Manufacturing Co., in 1886, type 2-6-0. This locomo¬ 
tive had eighteen by twenty-four inch cylinders; drivers, fifty-five and three-quarter inches 
in diameter, weight, on drivers eighty-three thousand pounds, total weight ninety-five 
thousand pounds; firebox, eight feet six inches long; tubes, two inches in diameter; wheel 

uj 6 ’/? urt ? en ^ eet two inches rigid and twenty-one feet eight inches total; engine truck 
had thirty inch wheels, tender was the eight wheel type with a water capacity of twenty- 
four hundred gallons. This locomotive carried one hundred forty pounds of steam and 
had a tractive power of sixteen thousand five hundred ninety pounds. Photographic 
illustration is given of this locomotive. 



The First Culm Burner on the Bond 
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No. 62: 


"A new passenger engine, No. 62, was received here on Monday for use on the Pennsylvania 
Division of the Delaware and Hudson railroad. Another, No. 63, is expected to arrive here on 
Saturday. Both were built by the Dickson Mfg. Co. of Scranton." (The Journal, July 29, 1886, p. 

3 ) 


No. 63: 

"A new passenger engine, No. 62, was received here on Monday for use on the Pennsylvania 
Division of the Delaware and Hudson railroad. Another, No. 63, is expected to arrive here on 
Saturday. Both were built by the Dickson Mfg. Co. of Scranton." (The Journal, July 29, 1886, p. 

3 ) 


No. 64: 

"D. & H. Locomotive No. 64 exploded at the round house on Sunday night, blowing out the front 
end of the boiler. Fortunately no one was hurt." (The Journal, May 3, 1888, p. 3) 


No. 66: 

"A new culm-burning locomotive, the No. 66, was received at the D. & H. shops here last night. 
Engine No. 24, which has been remodeled into a culm-burner at the Dickson Mfg. Co.'s works at 
Scranton, arrived on Saturday." {The Journal, February 3, 1887, p. 3) 


No. 69: 

—made by the Dickson Manufacturing Company, 1887 

"A new passenger engine, which is intended to run between this city and Wilkes-Barre, arrived at 
the D. & H. shops here on Monday night. It is No. 69, and was built by the Dickson Mfg. Co., 
Scranton." {The Journal, March 24, 1887, p. 3) 


No. 74: 

—culm burner, made by the Dickson Manufacturing Company, 1888; to be used on the 
Carbondale to Nineveh run 
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"The Dickson Company has just turned out two handsome culm burners for the D. & H. Co.— 
Nos. 74 and 75. The former engine will be used between Carbondale and Nineveh, and the latter 
between Wilkes-Barre and Carbondale. They are said to be much superior to any of the engines 
now in us q.—S cranton Times" (The Journal, February 9, 1888, p. 3) 


No. 75: 

—culm burner, made by the Dickson Manufacturing Company, 1888; to be used on the 
Carbondale to Wilkes-Barre run 

"The Dickson Company has just turned out two handsome culm burners for the D. & H. Co.— 
Nos. 74 and 75. The former engine will be used between Carbondale and Nineveh, and the latter 
between Wilkes-Barre and Carbondale. They are said to be much superior to any of the engines 
now in us q.—S cranton Times" (The Journal, February 9, 1888, p. 3) 
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D&HNo. 85 

This photograph was made available by John V. Bubemiak for the present work on November 
20, 2015. This engine was built at Schenectady in 1899, rebuilt at Colonie in December 1924, 
and scrapped in November 1945. 

Which turntable /roundhouse is shown in this photograph? 
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No. 91: 


Photograph on No. 91 in the collection of the Carbondale Historical Society. 



D&H No. 91 
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No. 134: 


Photograph of No. 134 in the Clift collection, Keens, PA., copy made available to the 
Carbondale Historical Society on October 23, 2014 by Ha nk Loftus, White Mills, PA. 



D&H No. 134 
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No. 152: 


—switcher engine, ALCo, 2-8-0, 1907 

Photograph, dated “Aug 6, 1942,” in the collection of the Carbondale D&H Transportation 
Museum. The names of the men shown in this photograph are very familiar Carbondale names, 
which suggest that this photograph may have been taken in the Carbondale yard. Our thanks to 
John V. Bubemiak for his assistance on July 17, 2016 with background information on this 
engine. 
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D&H ALCo Switcher No. 152 


Standing: Moran, Dockerty, Mitchell, Durham, Foxe, Brownell, Gill, Hunt, Bennett, Gerrity, 
Rosier, Zelinski, Lewis. Kneeling: Healey, Brennan, Kohut, Boylan, Nelson. On the engine: 
Engineer, Farrell, Fireman McDonald. 
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Here is a photograph of No. 152 from the Collection of Darren E. Hadley. 



Collection of Darren E. Hadley 


D&H ALCo Switcher No. 152 





From the photo given below and its caption, which were published in The Delaware and Hudson 
Railroad Bulletin, May 1, 1938, p. 76, we have learned of the existence of four D&H engines 
with animal names: Nos. 182, 183, 184, and 185. Here is that photo and its caption: 


Old Locomotive Identified as the “Antelope 


r 



The above photograph, originally published on Page 52 of the April issue under the 
caption "Who Can Identify This Old Locomotive and Crew?” has been identified by re¬ 
tired RECORDER W. J. COUGHTRY as No. 182, originally named the "Antelope,” built by 
the Dickson Manufacturing Company, and shipped from Scranton, Pa., August 22, 1882. 
The “Antelope” had 68-inch drivers, 19- by 24-inch cylinders, 30-inch Allen paper 
truck wheels, weight on drivers 66,500 pounds. I he tender carried 22,500 gallons of 
water and she was built to burn anthracite. The “Antelope” was later renumbered 380. 
Three other locomotives received at about the same time were: No. 183, the “Reindeer”; 
No. 184, the “Leopard”; and No. 185, the Panther.” 


No. 182: Antelope 

—engine built by the Dickson Manufacturing Company and shipped from Scranton on August 22, 
1882; the Antelope was built to bum anthracite; it had 68-inch drivers, 19- by 24-inch cylinders, 
and 30-inch Allen paper truck wheels; weight on drivers 66,500 pounds. The tender carried 
22,500 gallons of water. No. 182 was later renumbered to No. 380 


No. 183: Reindeer 


No. 184: Leopard 


No. 185: Panther 
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No. 215: 



D&HCCo. Engine No. 215, Camelback, Dickson Manufacturing Company, 1884; see photo on 
the bottom of page 447 of Shaughnessy. This engine, as shown here, was rebuilt in 1899 at Green 
Island and re-numbered to No. 215. Photo made available for use here on November 14, 2015 by 
John V. Bubemiak. 
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No. 237: 


—shown here in 1898. Photo made available by John V. Bubemiak on January 4, 2016 



_I 

“Taken March 13, 1898” 
(possibly March 15) 


D&HNo. 237 
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No. 298: 



D&H No. 298 

John V. Bubemiak, November 20, 2015: “No. 298 was made at Schenectady in 1900, and rebuilt 
to become No. 763; scrapped in August of 1946.” 
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No. 302: 


This photo of No. 302 was downloaded from Facebook, November 19, 2015 from Bob Cullen’s 
page. It is a J. J. Young photo. 



"Delaware & Hudson 4-8-4 #302 leads a southbound mixed train towards Carbondale on the 
Penn Division beneath Erie Lackawanna's Viaduct at Lanesboro, Pennsylvania in May of 1973. 
The big Northern is actually Reading T-l #2102, dressed as a D&H Class K-62, complete with 
the elephant-ear smoke deflectors. There were fifteen of these modem 4-8-4s manufactured by 
Alco in 1943 (#300-314) but survived barely a decade before being replaced by diesels. None 
survive. J. J. Young photo.” (caption from Bob Cullen’s site) 


Comment by William Chalik: “No. 302 is currently in Port Clinton, PA, but not in service in 2015. Last 
steamed in 1991.” 
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No. 312: 


D&HNo. 312 at Oneonta, December 1946. Post card in the collection of the Carbondale D&H 
Transportation Museum. 



D&HNo. 312 at Oneonta, December 1946 
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No. 500: 


"D&H No. 500, passing through Carbondale, November 9, 1951." No. 500 was built by ALCo in 
1903. Photo by Bob Collins. Post card in the collection of the Carbondale Historical Society. The 
closely spaced domes reveal this engine to be a former Camelback. 
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No. 501: 


D&H No. 501, shown here at Saratoga. Post card in the collection of the Carbondale Historical 
Society. 




D&H No. 501 
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No. 604: 


D&H No. 604 is featured on the cover and in the February 1, 1927 issue of The Delaware and 
Hudson Company Bulletin: “Nickel Now Adorns The '604,' " pp. 39, 45. 
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The Ddazuare and Hudson Company Bulletin 



LOCOMOTIVE N*. 604 


ZNjcliel Now Adorns The “604” 

In Service Between Albany and Montreal, This Locomotive, ihe Latest Addition to 
Our Nickel-Plated Fleet, Is Performing with Credit to Itself and the Seroice 


W ITH lh« return In servjco nf ihe tJ04/' 
ndC^ntly„ our fleet of nickel-pinter) loco 
motives was increased to three, Re¬ 
splendent in its new regalia of nickel an<l polished 
steel,, outstanding ngain&t a background of deep 
Hack* it is the equal of the “ 5fil r and the f ‘ flOC ” 
in appearouev and a dial3net credit to the work- 
mnnship of the mechanics in the Colonic shops 
'vheie it first received a i borough overhauling 
better known to those directly interested in such 
iivorkj as S3XFT repairs, ft is now running be¬ 
tween Albany and Montreal, on trains Xoa. !J and 
10 and opposite the 000/’ and acquitting itself 
irt a way to bring credit to our service. 

That tlic sM'bciuc of nickel-plating it not de¬ 
signed for show purposes, s?- lo be found in ihe 
fact that, as in tbp case of the other two locomo¬ 
tives, it has been made tu indmU the fittings 
inside the Cak only, us a rub-, by the engi¬ 
neer and fireman' The effect. i? hns been noted* 
is to encourage neatness and if :in engineer of 
the ilay when immaculate engines were not alone 
tljc rule but Were insisted upon by the men of 
his elaas, was to return be would find himself 
very much at ease in any one of the \neomotives 
comprising the nickeled fleet. Xof only do the 
crews assigned to these locomotives fake great 
pride in fheir neatness hut thpy are joined by 

T !P*7 


roundhouse and other employes in maintaining 
E lieiu models in this respect, 

Xo pipes intercept its graceful line* above the 
Footboard on Hie right aide, while on the left side 
only the injector pipe, now brightly polished, is 
to be seen; special planished steel jackets, with 
iciims finished with brass rivets, cover ihe boiler 
uud cylinders^ and footboards and nil tires have 
been trimmed with aluminum paint B-ung 
equipped with an engineer's steel cab of the very 
latest design, it differs in this one respect from 
the fS fit>tf,' T 

All motion work parts and all main and aid* 
rods are draw liled and polished, and the following 
parts ni eke I-plated: Boiler fittings inside cab, 
including throttle lever and reverse gear wheel; 
headlight and headlight shelf angle iron a; foot¬ 
board angle iron?K number plate rim and. num¬ 
erals; front rail cm smokebox; Hag and lamp 
post hrackety; port hole covers; boiler checks; 
btll; washout plug covers; air pump governor; 
injector steam pipe brackets; star washers and 
nuts on cylinder casings; guide oil cups, and 
covers over cylinder port plugs. 

In the boiler shop the boiler received a new 
ihroat and back Hue sheet, a set of small flues 

(C&ntinyed on Page-IS) 

f/firfy-naW 
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U^Cickel Now Adorns the “ 604 ” 

(Continued from Page 39) 


and a set of superheater flues, while the engine 
work included the application of new driving 
axles, two new main wheel centers; a complete 
set of new driving boxes, new tires, a complete 
set of new crank pins, new guides, new side and 


main rods equipped with solid main rod lioating 
bushings, new piston rods and heads, new cross¬ 
heads, new non-lifting injectors, while in the tank 
shop the tender trucks were given a genera] over¬ 
hauling and the tank painted and varnished. 



A PEEK INSIDE THE CAB 
OF THE “ 604 ” 


/, 1927 


forty-fivt 


71 






































































































































No. 606: 


—ALCo, 1914, class P, 4-6-2; rebuilt at Colonie and now “Resplendent in Nickel and Polished 
Steel”; used on the Montreal passenger run 

D&H No. 606 is featured on the cover and in the April 15, 1926 issue of The Delaware and 
Hudson Company Bulletin: "Reflects Mechanic's Touch," pp. 7, 12: 
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The Delaware and Hudson Company Bulletin 



Die Hard Oui it? Nickel and Pol Liked Sierl 


Reflects Mechanic’s Touch 

Locomotive 5\_’o + 606 on Montreal Passenger Run, Resplendent in Nickel and Pol¬ 
ished Steel R Pride of Colonk Mechanics Who Did the Trick 


W AS he dreaming? The old engine i 
rubbed Ins eyes and looked again. NTo, 
there it ivjia— a mammoth steam Ioluiuo 
live, neatly trimmed ami immacnlately groomed— 
h thing of life and beauty, panting fretfully as if 
impatient to he on its way, Backward, through 
the mist of sonic forty odd years, his thoughts 
sped and for ll brief moment he revelled in 
memories of bis ft re-hoy days. Again he saw the 
little w’oodburners, with tlieir top heavy stacks. . 
gaudily bedecked in brass ornaments and fittings 
and harnessed in numberless glittering copper 
pipes. 

Quickly, however, the past faded avvay, and he 
found bis gaze still Hsetl on this modern counter 
part of those earlier engines, the rays of a win¬ 
ter's noon-day sun dancing sprightly along nick¬ 
eled hand rails that girded it* lithe, stream-line 
form. How he yearned to climb once more up 
into the eah and notch the throttle and try her 
steam, just a hit. And the nir—oh, yea, he knew 
how to work it, although in the beginning of his 
career there had hcen no such thing, and so he’d 
helped the br aides in their tn*k of applying the 
arm-strong” brakes, hy throwing the little 
wood burning steeds into bsek motion. 

Yes, it was still there—th=s twentiet b century 
monster of the rftih—with n long train of big 
steel coaches in its wake, and so lie proceeded to 
a minute inspection. Within a nickel rim the 
number plate bore the nickeled figures 008, 
From the maker's plate he learned that I he loco¬ 
motive had been built in the Schenectady plant 
or lhe American Locomotive Company during the 
year 1914, and he saw* too, that it was a Class P 
i j ngine+ Type 4-fi-2. Why, he had seen that same 
engine many time* before,, of course, but not in 

f5, 102$ 


a line garb of bright nickel and highly polished 
steel and copper. 

All the boiler Jilting* inside the cab were of 
nickel, as was the throttle lever and the reverse 
gear wheel. Up front, he found the headlight 
and it^ shelf nickel trimmed and, as he com 
tinned his inspection, he noted the scheme to in- 
‘dude, nlso, the smnkcbox front rail, the flag and 
lamp post brackets, the port hole covers, lioilor 
checks, bell, washout plug covers, air pump gov¬ 
ernor, air cooling pipe brackets, injector steam 
pipe brackets, star washers nml nuts on cylinder 
casings, ntid the covers over the cylinder port 
plugs. 

Above the foot board* uti the right side rmt a 
pipe w T as to he seen breaking the conventional 
stream-line effect, and on the lefi side there was 
but oue-tlie injector pipe of polished copper that 
shone with the splendor of cut glass. The boiler 
and cylinder jackets were of special planished 
iron, with brass rivets holding the seams secure¬ 
ly. Foot-lmard angles and all of the tires ware 
trimmed with aluminum paint. And, lastly, he 
found the main and ■side rods, and all motion 
work parts, draw Hied and polished, Every fit¬ 
ting. every part, reflected the care and pride of 
a master mechanic. Xu detail had been slighted, 
no pains had been spared to make the work a 
masterpiece. 

As lie proceeded from one pari t«* another, he 
marvelled at the excellent workmanship and 
naturally questioned the. reason for It, In the 
crowd of a score or more who worn following 
suit in admiring the engine, lie found a man who 
explained Unit the work had been done somewhat 

f Concluded on Pit^e 12 > 
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Mechanic 'a Touchy 
t Continued from Pa^e 7) 

\n the nature of an experiment, “We Ameri¬ 
cans,’ 7 be said, “are constantly reminded that 
English and derm an mechanics, and possibly 
others, are more expert than are we; that in Our 
baste lo get work done quickly we SRerifiee pru- 
i ision, Railroading isi America is an intensive 
work: the public demand a quick and frequent 
service, and the tip* and down* of this demand 
have brought about a practice in the handling of 
bvwnmitives commonly characterised as ' rush ’em 
in and rush 'em ould 

“ To see whether or not we were lad tag fairly 
rated with our English and German neighbors 
across the sen, who value microntelleftl accurate- 
ness above the imperativeness of It me, it was de- 
cided to follow tbeir practices when giving this 
engine 82 FT repair* at the Colonie shops, A 
sort of check-up, or lest, you know. The result* 
were highly satisfactory f^r the engine has since 
l>cen subjected to all manner of tests and 1ms met 
each with credit £o the vvorkmn nship of the shop-'* 
mechanics. Ju*$ at present it i.s making an en¬ 
viable on-time record on onr Montreal Limited* 
better known a^ Trains X'osu 9 and 10. Truly* 
the charge that mechanical art has been lost has 
been disprovon and we arc satisfied that our men 
call claim u place alongside the best. 

hi the shop the boiler work included the 
building of a new firelios mud the installation of 
iu iv small lines i 11 li 3 new superheater flues, while 
the engine wmk loflsiMrd of fitting new driving 
boxes, applying now driving tires, crank pins and 
driving axle*, two new main wheel centers, com- 
plcle si-f a of m-w driving rods and guides, heavy 
design walor column I-rackets. Nathan force feed 
lubricator, imw style engine truck boxes, new 
vanadium trailer springs, precision reverse gear, 
new piston roils, heads and crossheads, Mean¬ 
while, the tank was lengthened out ninety inches, 
increasing il' cupjioTly from 8,000 to 11*000 gab 
bms given two new outside channels, and 
equipped with two new tender trucks complete 
with iii,4" by ! 2" journal* and forged steel wheels. 
Numerous other details such a- piping arid paint¬ 
ing were curried -ml with cmresponding cure and 
liceu rut cues.=i. 

“Throughout the work of repairs, the men took 
a genuine delight in the opportunity to give their 
*kilJ full fling, and found pride in the results 
that followed, Now that tin- engine has Ipfi the 
shop, they are eon&tanth interested to learn of 
its performance and feel that whether good or 
had it i3 more or less dependent upon their work¬ 
manship—they arc responsible, equally, with the 
engineer handling It. Their mechanteaJ ability 
3ms been proven, Tu onr ha Me we may not 
micrometer all parts, ns our critics like to accuse 
up, but even at that we build better than if we 
wore only sin m -bang or jack-knife mediaiiies." 
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D&H No. 606, with smoke lifters installed, also appears on the cover of the January 1, 1937 
issue of The Delaware and Hudson Railroad Bulletin: 



HUDSON RAILROAD 


THE— 




DELAWARE 


A 


BULLETIN 
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"Smoke Lifters / Delaware and Hudson passenger locomotives like the 606, pictured on the 
front cover of this issue, now carry a smoke-lifting device consisting of an inclined sheet of steel 
rising from the pilot beam to the smoke-box at the level of the running-boards, and two vertical 
plates curved in at the top which roughly parallel the sides of the smoke-box, being slightly 
closer at the rear. The currents of air swept up past the sides of the boiler through the passages 
thus provided deflect the steam and smoke from the stack so that they no longer sweep down 
around the cab to obstruct the vision of the crew. The device is peculiar to Delaware and Hudson 
locomotives in this country, though in general use in Europe. It is said to require about 100 
horsepower to overcome the air resistance created by the device when traveling at 100 miles per 
hour, which is not a matter of major importance in most cases since this speed is not commonly 
attained and the resistance decreases very rapidly at lesser rates of speed." (January 1, 1937 issue 
of The Delaware and Hudson Railroad Bulletin, p. 6) 


For more on smoke lifters/elephant ears, see herein pp. 101-102. 
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No. 607: 


—motive power for the Montreal Limited 

No. 607 is the cover photo on the January 1, 193 tissue of The Delaware and Hudson Railroad 
Bulletin. A photo of No. 607, having been recently overhauled, is given on pp. 8-9 in the same 
issue of The Delaware and Hudson Railroad Bulletin. 



11 





















Photo of No. 607: pp. 8-9 


Snappy Motive Power For “Montreal Limited” 



With her new smokestack and cab, illuminated number boxes on her straight-lined running boards, and her headlight set in the smokebox front. No. 
607 is readily distinguishable as a Delaware and Hudson locomotive. She looks brand new, but that’s the way they all look when they leave Colonie Shops 
where her overhauling was recently completed. 


The photo of Pacific No. 607 that is given below is reproduced here from page 33 of the 
February 2016 issue of the Bridge Line Historical Society Bulletin, where it has the following 
caption: "D&H Co. Pacific #607, probably fresh out of Colonie Shops. D&H photo, courtesy of 
Chris Shepherd.” 
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No. 609: 


—had elephant ears, made at Schenectady/ALCo, in 1914, Class P, 4-6-2; rebuilt at Colonie, 
1926. When rebuilt it was "resplendent in nickel and polished steel" and used on the Montreal 
Limited (Trains Nos. 9 and 10) 

Greg Flynn, Facebook, November 15, 2015: “The 609 was the first locomotive to have roller 
bearings applied to its driving axels. The story goes that Loree approached the Timken Company 
about the application, and they declined to design a set saying it wouldn’t work and wasn’t 
practical. Loree then approached the SKF Company, and they designed and supplied the bearings 
used on the 609, the first such installation in the world.” 
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The 650 Series Engines, the French Pacifies 

—designed for the run to Montreal 

In Tim Richmond's monthly column (The Mail Car) in the February 2016 issue of the Bridge 
Line Historical Society Bulletin, on p. 6, we read the following about the "French Pacifies": 

"The 650 series engines” from Warren Martin / The D&F1 650's were designed for the run to 
Montreal. They had big coal bins, so they could go from Whitehall, lay over, and get back 
without buying any coal in Canada. The 653, as built, had the most tractive effort of any 4-6-2 
ever built. It beat a lot of 2-8-0's. / Shaughnessy called the 650's 'prima donnas', but they were far 
from that.* One would take the run up one day, and another the next day, as the first one came 
back. That engine would then go into Colonie for flue/smokebox cleaning. The third engine 
would then make the run up. They did this day in/day out for many years. The only one that had 
time off was 653, when they changed the type valve gear and lowered the boiler pressure." 

* Shaughnessy’s use of the term prima donna is absolutely correct. He is using the term prima 
donna with its original meaning, and not with the pejorative secondary meaning that the term 
acquired over the years. 
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No. 651: 


—built by the D&H in 1930; used on The Laurentian (Trains 34 and 35, Montreal-New York 
Daylight Service) 

Here is the official portrait of No. 651 that is presented in the 1936 Inspection of Lines book, p. 
24: 



LOCOMOTIVE 651 


Built by The Delaware and Hudson Railroad Corporation in 1930. Type 4-6-2. Gauge of Track 4'8*4 
Cylinders. Diameter 22". Stroke 28". Driving Wheel Diameter 73". Boiler, Straight Top. Inside Diameter 
74J'2 Pressure 275 Pounds. Fire Box. Length lib 1 #", Width 108". Tubes. Superheater 142. Diameter 
3Jj ", Length 19'7". Ordinary 30, Diameter 2*4", Length I9'7". Wheel Base. Driving 13'0". Engine 
35'3 Vi". Engine and Tender 74'8J4 ". Weight, on Engine Truck 55500 Pounds. Drivers 191000 Pounds. 
Trailer 5 3500 Pounds. Total Engine 300000 Pounds, Engine and Tender 460500 Pounds. Fuel, Anthracite and 
Bituminous. Heating Surface: Tubes 2879. Fire Box 246, Arch l ubes 37. Total 3162 Square Feet. Super¬ 
heater 149*) Square Feet. Tractive Power 44000 Pounds. Fender Capacity, Water 11000 Gallons. Fuel 14 

I (MIS. 
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No. 651 is featured in the March 1, 1930 issue of The Delaware and Hudson Railroad Bulletin, 
on the front cover and on pages72-73: 
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The Delaware and Hudson Company Bulletin 


Latest Addition to Our 

Poppet Va Ives Distinguish Locomotive 65/, Newest Product of Our Colonic Shops , li 


T HE Success of Locomotive a descrip¬ 

tion of which appeared in The Bulletin of 
June 1, U)2i}, in performing the work re¬ 
quired of it lu handling one “side" of our fast 
Montreal-Nexv York day train. The Laurentian 
has led to the construction of a running mato* 
Number 051, which, to the casual observer is 
identical with tile original experimental type. 
There h however, one radical difference and that 
is in the valves which control the steam distri¬ 
bution to the locomotive cylinders. 

Locomotive designers during recent years have 
been striving to increase the operating efficiency 
of tlicir product in various ways. Compounding 
of steam pressures, long a standard practice in 
Europe where fuel is very expensive, was aban¬ 
doned in America with the coming of the super* 
heater as maintenance cosds of compound locomo¬ 
tives were felt to be out of proportion to the 
benefits derived from the more efficient use of the 
stoma which resulted from compounding. 

Modern operating efficiency, however, demands 
ini proved performance by motive power as well as 
every other part of tlie railroad organization. 
To this end boiler pressures are being increased, 
superheaters re-designed, and improvements made 
in t-lindtie valves and pipes to decrease resistance 


to the passage oi iha steam, as this reduces it* 
capacity for doing useful work. 

Prior to the introduction of the superheater 
and its accompanying high steam temperatures, 
the slide valve and Stephenson link valve gear, 
driven from eccentric cam?, located on the main 
axle between the engine frames, were in general 
use, I tic reusing size of locomotives necessitated 
the enlargement of valve gear mechanism parts 
to such an extent that this arrangement became 
too cumbersome for use. A Belgian engineer. 
W'al sc Invert, then devised the system of cranks 
and levers driven jointly by the movement of the 
main crank pin and the locomotive erossbead, 
wilier] is in general use today ns the Wal&chaert 
gear. 

In order to overcome ililliGuIttes experienced 
with the slide valve when working superheated 
steam, a new design consisting of a spool-shaped 
piston valve, was developed. While fairly satis¬ 
factory tliis type was far from being perfect as 
a steam distributing clement, maintenance cost 
being considerable due to wearing of the rings and 
valve chamber bushings which, if not attended to, 
resulted in steam leakage and loss of power. 

Just as throttle valve designers turned from 
the piston type of valve to the poppet so the de- 
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The Delaware and Hudson Company Bulletin 


assenger Motive Power 

is to he Assigned to Trains Nos\ 34 and 35 in Montreal-New York Daylight ^Service 


signers oi steam cl test- valves sought to make use 
of the some device. 

The Lciil^ Poppet \ alvu in combination with 
the Wulachaeft gear ^va tli which Delaware & llud^ 
son Locomotive ti-51 is equipped, consists of four 
poppet valves, ouir inlet mid one exhaust valve at 
each end of either cylinder, somewhat similar to 
those used in most internal combustion engines 
used in automobiles. Thy locomotive volvea arc, 
of course, much larger and tlieir construction 
differs from iho usual "mushroom*’ shape in 
order to make them strong enough to control the 
pressure of 275 pounds per square inch which 
the boiler of tins locomotive delivers. 

The valves h.il j operated by a c um shaft* jjunt 
In automobile engine. This shaft ia caused to 
rotate, or rather oscillate, by the movement of 
tlu‘ valve rod which connects the valve erosshemt 
to a lever arm *m the end oi ihc earn shaft. 
I With the piston or slide valve this valve nwl 
would have been attached dirsxt to the valve 
stem.) Otherwise I lie valve gear is identical 
with that of the usual type of locomotive. 

In addition to giving better steam d is trihut lull 
it is claimed that the poppet valves remain abso¬ 
lutely tight over long peril id- of service. m-vd no 


lubrication, and require vury little power for their 
operation. 

It is anticipated that the use of poppet viiivt; 
will result in more efficient operation. In order 
to check this point accurately Locomotives tf5l 
and 052 have been built along identical lines and 
results obtained when run on the btime trains 
day after day should test the merits of the twr 
types of valve gear quite conclusively. 


The customer stretched bis kgs and surveyed 
the remains of his glorious repast, 
l+ Ask the manager to come along,” lift said t*> 
the waiter. 

That worthy, suave and smiling, appeared 
“ You the manager? ” 

I have the pleasure, sir,” 

4h Well.” said the customer, “ live years ago 1 
dined here, was unable to pay my bill and you 
kicked me out.” 

“I'm very sorry, indeed, sir,” said the mana- 
ger, with an apologetic look; “but I’m sure you 
will understand that business is^er-—■” 

'MJh, don’t mention it. Might T trouble you* 
again? M 
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No. 652: 


—built by the D&H in 1929; used on The Laurentian (Trains 34 and 35, Montreal-New York 
Daylight Service) 

Here is the official portrait of No. 652 that is presented in the 1936 Inspection of Lines book, p. 
25: 



LOCOMOTIVE 652 


Built by The Delaware and Hudson Railroad Corporation in 1929. Type 4-6-2. Gauge of Track 4'8 Yz". 
Cylinders. Diameter 22". Stroke 28". Driving Wheel Diameter 73". Boiler. Straight Top, Inside Diameter 74 Yi ", 
Pressure 260 Pounds. Fire Box, Length 116*4", Width 108". lubes. Superheater 142, Diameter 3 V\", 
Length 1 9'7", Ordinary 30, Diameter 2^4", Length 19'7". Wheel Base, Driving 13'0", Engine 35'3}4 ", En¬ 
gine and Tender 74'8J4 ". Weight, on Engine Truck 45000 Pounds. Drivers 185300 Pounds, Trailer 53000 
Pounds. Total Engine 283300 Pounds. Engine and Tender 443800 Pounds. Fuel. Anthracite and Bituminous. 
Heating Surface: Tubes 2879. Fire Box 246, Arch Tubes 37. Total 3162 Square Feet. Superheater 1495 Square 
Feet. Tractive Power 41600 Pounds. Tender Capacity. Water 11000 Gallons, Fuel 14 Tons. 
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No. 652 is featured on the front cover of the June 1, 1929 issue of The Delaware and Hudson 
Company Bulletin; also on pages 168-169, 172: 




BULLETIN 


No. 652, made in 
D&H shops, blue- 
gray boiler jacket, 
competed in 
Spring of 1929. 
No. 652 was the 
first engine with 
"the Loree look” 
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The Delaware and Hudson Company Bulletin 



Locomotive 652 , Built at Our Colonie Shops, Combines Sturdiness and Simplicity 


T IIE "skyline’* of t3ic modern locomotive ol 
the conventional design has gradually cooio 
to resemble 111 at of a fair sized city due to 
the many odd shaped humps and bumps which 
rise above the Itaio of the boiler ehcll. The head¬ 
light has, ii3 many cases, been dropped down on 
to a shell extending out from the boiler front. 
In its place is located the conventional bell. Bells 
of this type have been used on locomotives prac¬ 
tically ever since the practice of sending ahead a 
horseman with a tin horn to warn of the mon¬ 
ster'& approach was done away with. With the 
invention of the new type of bet I ringers the sta¬ 
tionary bell with a vibrating 1 tongue has become 
a mere gong but the conventional patterns are 
still used in most eases. 

Where the bell has not been located ahead of 
the smokestack we might, perhaps see there a 
projection nearly the size of the smoke-stack 
itself, this being the so-called i; front end throt¬ 
tle Then, ns we go toward the rear of the loeo- 
ntotive, a man-hole cover over the super heater 
units, a sand box, the bell (if still in its original 
location), Iho electric generator, the steam dome, 
another saml box, a ifi pop f ’ dome f lor the safety 
valves and whistlel ami then the cab. Below 
this “sky lino ** t *o that they do not appear in 


tiie silhouette, but showing up as bumps and pro¬ 
jections, are such items as air and feedwater- 
pumps, reservoirs, reverse gears, and all the pip¬ 
ing necessary to connect them up. 

Critics of American design have for some time 
pointed to tile European practice of concealing 
such devices us producing n much better appear¬ 
ance, but the answer lias always been that ac¬ 
cessibility was of primary importance to facili¬ 
tate repairs* 

With the firm conviction Ihul. a locomotive 
properly built should not require extensive repairs 
between shoppings ** the Ihr2 11 has been designed 
and built along lines which will mark her as un¬ 
usual although in no sense a freak. 

Built to handle The Laureni fan, our New 
York-Montreal daylight express, she has low racy 
lines and an unusually clean-cut appearance. A 
graceful stack and a large dome casing which 
conceals the main steam dome as. well as the 
safety-valves and the mellow chime whistle lo¬ 
cated just in hack of the dome arc the only pro¬ 
jections above the straight line of the bailor 
jacket Even the cab is almost a continuation of 
the straight IE no of the top of the boiler due to 
the manner in which the cab turrets which ie lo- 
callcd just in front of the rah, is jacketed in. 
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“ The Laurentian ” 

n With Many NeTv Features, Resulting in Greater Efficiency of Operation 


The headlight is sunk. 5si a ret'citn-s hi the center 
of tlie. boiler front. This location necessitated the 
design of an absolutely new type oi headlight a* 
the wires could not be brought in at the rear or 
the reflector because of the high temperature of 
the smoke-box. For this reason they enter at the 
top and the socket holds the bulb at the exact 
focus of the parabolic reflector and no shadow is 
cast by the noeket or the conduit to which it i* 
secured The wiring for the classification lights 
is likewise run. in pipe instead of the u^itol flexi¬ 
ble cable, tiie idea being to make these wires 
trouble-proof as their location makes them much 
more attractive as grab-irons than the handrail 
which is provided for the purpose a few inches 
away. 

Because of the location of the headlight it i J 
ini possible to show illuminated number plates at 
the sides of the light at night. For tlii- reason 
electrically lighted mi ml ter boxes are located on 
each running hoard. These boxes consist of a 
nickel frame and a ground glass plate bearing the 
number “ b32 in large figures. 

The sand boxen: arc placed beneath each rum 
siting board just in back of the cylinders ; ' VfL> 
done on u the 445 >r ) * Just behind the sttiul boxes 
are, fon the right) a five-feed mechanical lubri¬ 


cator supplying valve, cylinder,, and air pump 
lubrication, and (on the left) a flange oiler winch 
drops oil oil the flanges of the front driving tirefl 
to reduce the wear which is caused when rounding 
curves. 

Between ihe frames Jwt back nj the main ax.le 
is flic cross-compound air pump from which the 
air for the brakes is piped to a large reservoir 
under the smoke-box at the front of the engine- 
This reservoir has been, concealed under a neat 
cover of jacket iron, so shaped as to cause an 
upward current of air which may ussi&t in clear¬ 
ing the migineuron’s vision of smoke and steam. 
Under this same cover is located the bell, an air 
Operated gong which give-^ an effect very similar 
to the latest type of pneumatic bell-ringer. 

The electric generator is located between the 
frames just back of tlie cylinders The exhaust 
steam from the stir pump is conducted into the 
exhaust cavity of one cylinder while that of tho 
generator enters the other cavity, thus prevent¬ 
ing condensation and also acting as a drifting 
valve when the throttle is shut off, This prevents 
llie pounding of the rods and sucking oi cinders 
and dirt into the cylinders from the smoke-box 
when running down-hill. 

(Turn to pawt- 172) 
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,'Vfo/rtfe Petitt 

(Crintinin.^1 from gtagC ig&j 

The cal> is flic nio*t unusual and surprising 
part of the entire locomotive. From the outside 
it appears -quite small but its appearance is rie- 
Cciving. ,Sin<v the boiler butt doe* jiot project 
into the cab, because csf the wide firebox* and the 
lack of complications in the way of stokers, lubri¬ 
cators, etc,, the entire space i* available for the 
use of the engine crew, Due to the long side 
sheets which have been extended down to the line 
of the bottom of the tender cistern, thus provide 
ing an enclosure to protect and conceal the in¬ 
spire tor?j h the cab appears to be very small. Tin* 
is not the case, however, and there h plenty of 
room. 

In addition to the usual throttle, reverse, ami 
brake mechanisms, steam and air pre.-<ure gauge*, 
there are indicators to show spited, cut-off* -etc. 
The two wings of the “ buttor-lly" type fire-door 
operate independently, run trolled by foot pedals. 
A series of toggle-switches above the engineer's 
seat control the lights, with the exception of the 
classification lamps which must be lighted from 
the front of the engine to avoid any elm nee of 
mistakes. The wiring from the cab to the gen 
erntor and headlight is entirely Concealer!. 

i lie windows at the front of the cab are much 
larger than usual due to the absence of doors in 
that location, 1 here is no need for the firejnmi 
to climb out ahead to fix the hell or start the 
pump or pound the sand pipes «o the doors are 
unnecessary. For emergency exits a foot hold 
and hand-mii on the side of the cab permits the 
passage: no the crew to the front of the engine it 
necessary. This is another departure from con¬ 
ventional design which may be far-reaching }n [is 
effect* 

Each of the front cab windows i a fitted with a 
deep sun visor and sltl electrically operated wiper 
to remove rain or suow\ The side windows of the 
cab are equipped witli wind deflector* for the 
protection of the crew, 

The neat appearance of the locomotive in due 
to a considerable extent to the long low lines of 
the tender which hold* coal enough to heat a 
good sized house during a cold winter, and water 
enough to last out person a tong time if used at 
the rate it used to be passed out in the Navy! 
The capacity of the tender, 11,000 gallons of water 
and fourteen tons of coal* has been found neces¬ 
sary for this run. Storage space for tools, cloth¬ 
ing, etc,* is provided in lockers built into the 
tender. 

Of course "the £j;> 2' lias an air operated whistle 
ami cylinder cocks* (three to each cylinder} 


metallic steam heat count*tions* train control, 
lype E JJ superheater and a power reverse gear, 
these features being standard on modern power. 

The locomotive is clashed as Pacific Type (4-6-2 
wheel arrangement) ami measure* *7 feet over 
the coupler?. 

Alt bough the grate area U eighty .seven square 
feet the fire-box i* less than ten feet long, al¬ 
though nine feet wide, ao that hand-firing is read¬ 
ily possible and Et is expected that she svi]I steam 
freely when adjusted to her run 



|psi.f?e VifW of the Cab 


With ;l boiler pressure of 260 pounds per square 
inch, £2 x 2S Inch cylinders and 73 inch driving 
wheels, a tractive effort of 41,600 pounds is de¬ 
veloped. The weight of engine and tender loaded 
is 441,000 poumb: and her factor i»f adhesion is 
4.4a which h approximately the same a* for the 

•GOO class. The tractive effort can be increase’ll 
if desired, the cylinders having been hushed with 
provision fur using larger pistons if this should 
prove desirable in the future, 

Following her inspection at Colonic on May 
14th, the locomotive was moved to Albany where 
it was placed on public exhibition. Many favor¬ 
able comments were made both by railroad people 
and others who availed themselves of ting op¬ 
portunity to inspect i his latest addition to onr 
passenger float. 
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No. 653: 

--built by the D&H in 1931, 4-6-2 

Here is the official debut portrait of No. 653 as shown in the 1936 Inspection of Lines, p. 26: 



LOCOMOTIVE 653 


Built by I he Delaware and Hudson Railroad Coiporation in 1931. Type 4-6-2. Gauge of Track 4'8'j ". 
Cylinders. Diameter 22". Stroke 32". Driving Wheel Diameter 73". Boiler. Straight Top. Inside Diameter 
74 9/16". Pressure 325 Pounds. Fire Box. Length I 16-1/16", Width 107%". Tubes. Superheater 
142. Diameter 3 1 ; ", Length 19'7", Ordinary 34. Diameter 2 , 4 ". Length 19'7". Wheel Base. Driving 1 3'0". 
Engine 35'3% ", Engine and l ender 74'8'j". Weight, on Engine Truck 50500 Pounds. Drivers 191000 
Pounds, I railcr 55000 Pounds. Total Engine 296500 Pounds. Engine and 'Lender 457000 Pounds. Fuel, 
Anthracite and Bituminous. Heating Surface: l ubes 2925. Lire Box 246. Arch Tubes 37. Total 3208 Square 
I eei Superheater 1495 Square Feet. t ractive Power 59500 Pounds. Tender Capacity. Water 11000 Gallons. 
I ud I I ons. Equipped with Rotary I ype Poppet Valves. 
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No. 653 is featured on the front cover of The Delaware and Hudson Railroad Bulletin, May 15, 
1931, and in an article therein titled: “Heads Our International Passenger Power / Uniflow 
Valves and Increased Steam Pressure Among Features of New Locomotive," The Delaware and 
Hudson Company Bulletin, pp. 152-153. 156. 
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"Heads Our International Passenger Power / Uniflow Valves and Increased Steam Pressure 
Among Features of New Locomotive," The Delaware and Hudson Company Bulletin, May 15, 
1931, pp. 152-153. 156. 
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A NEW queen now rules 
the Delaware and Hud¬ 
son's passenger fleet as 
it speeds along the route of the 
Montreal Limited, Deposing lo¬ 
comotive 651, as. the latter in its 
turn displaced number 6 52> pio¬ 
neer in this class of power, Jl the 
653 r " just completed at ou,r 
Colon in shops, now heads the 
list, 

[ n general appearance the 
newcomer resembles her sisters 
of the 65 0-class* The tenders 
with their capacity of 14 tons 
of coal and 11,000 gallons of 
water, are identical in design 
and built long and low. 

Streamlining has been continued 
as in the previous designs, the 
headlight, sandboxes, bell, 
whistle, safety valves, and all 
piping being concealed so that 
only the stack and dome-casing 
appear above the level of the 
boiler top. 

Two features particularly dis¬ 
tinguish the new engine: cyl¬ 
inder castings of a modified unifiow design and a 
boiler which, although of the usual stay boiled 
construction, carries a pressure of 325 pounds per 
square inch. 

For experimental purposes each of the three 
locomotives of this series has been equipped with 



Gracipinii u-E Control t and G&ukee 


Heads Our Intemati 

Uniftow Valves and Increased Steam P 


a different type of valve, each being actuated by a 
WaSscbacrt gear of the conventional type. Loco¬ 
motive 652, the first of the three to be built, has 
the customary piston valve. The second engine. 
Number 651, has an installation of the Dabeg 
Poppet "s alve, which is being used quite extensively 
in- Europe, 

"The 653" Eus a modification of the Uniffow 
system incorporated in the design of its cylinders 
and valves, A double piston valve operates to 
admit steam at the ends of the cylinders in tEie 
usual manner, A series of ports in the cylinder 
barrel when uncovered by the movement of the 
pistons and valves, controls [he exhaust of the 
steam in such a manner that the cylinders arc main¬ 
tained at a higher temperature than in the conven¬ 
tional locomotive, thus reducing ^ontlcnsation losses. 
The use of a Type E superheater, as on other loco¬ 
motives of this class, is expected to add to the 
effectiveness of the valve arrangement. 

Further increased efficiency results from the use 
of a Steam pressure of 325 pounds per square inch 
instead of the usual 200 to 2 50 pounds. This 
added con side tab ly to the problem of designing both 
a boiler and running gear capable of withstanding 
the stresses set up. The boiler, of the radial- 
stayed type, has a fire-box nine feet, eight Inches 
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al Passenger Power 

e Among Features of New Locomotive 


long and nine feet wide, cons! rut led of fire-box 
steel, Nickel steel is used for the roof- and bartel- 
sheets and dome-liner- As an additional safety 
measure a low-water alarm is provided. 

Upon entering the cylinders, the steam exerts 
a lota] pressure of over 60 tons on the piston $o 
that the latrer, together with ercssheads, rods, 
wheels, axles, frames, cte., must be built rugged 
enough to stand the strain. High tensile strength 
steel was used to the greatest possible extent but the 
size of parts had, nevertheless, to be increased to 
such a point that the weight on the engine truck 
and driving wheels presented another problem. 

Hoi low-bored driving axles and the use of alumi¬ 
num for the cab, main air reservoir and driver 
brake cylinders resulted- Special light-weight 
grates and running boards were also used in order 
to reduce the total poundage. 

Another unusual feature is the extension of the 
piston rods through the front cylinder heads in 
order to equalize the total pressure on the front 
and back of the piston. With ordinary boiler 
pressures this Inequality is overlooked. In the 
ease of ,J ibe $53 ,J it would amount to a matter 
of some two tons at full throttle, resulting in 
unsatisfactory operation. The rod extensions also 
carry the weight of the piston heads thus reducing 
packing ring wear to a minimum. Valve stems 


arc extended through the front 
head of the valve chambers in 
accordance with Delaware and 
Hudson standard practice. 

In the cab the various gauges- 
have been assembled in a neat 
aluminum case somewhat simi¬ 
tar to the automotive instrument 
board. Non-lift Eng Injectors of 
conventional design supply water 
to the boiler as needed. In the 
event that, for any reason, the 
water level falls below a certain 
height an alarm whistle in the¬ 
ca b gives an unmistakable warn¬ 
ing to the members of the crew, 
A Delawaie and Hudson stand¬ 
ard throttle valve is used. 

The deep-throated steam 
chime whistle is operated by the 
pressure of a finger on an air 
valve convenient to the engine- 
man, Similar valves operate 
sanders and also the pneumatic 
bell-ringer which is located be¬ 
low the pilot beam. 

Wiring for the headlight and 
classification lights is concealed. 
Another feature is the use of illuminated numerals 
on the side of [he locomotive, Electric lights be¬ 
hind the glass to which the nickel numbers are 
secured render identification of the unit a simple 
matter at all times. The nick el-plated frames 
around the number boxes, together with the highly 
(Cefidudc-d on p« at 156) 



Uni Row Cylinder* Arid Valuta 
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tJ^Cew Passenger Power 
(Continued from page 153) 

polished steel of the rods and valve-motion parts, 
stands out in striking contrast to the jet black 
finish of the sleek machine. 

A sixteen-feed mechanical lubricator supplies oil 
to the valves, cylinders, and air pump, while a 
pendulum type flange oiler is provided to reduce 
flange wear on the front pair of driving wheels. 

Two years' experience with previous locomotives 
of this and other classes continues to indicate the 
wisdom of locating the cross-compound air pump, 
power reverse gear and generator between the 
frames, thus helping to lower the center of gravity 
of the engine. 

The overall length of locomotive and tender is 
87 feet. With 24 x 32 inch cylinders, 73-inch 
drivers, and 325 pounds pressure, it is conserva¬ 
tively rated at 43,000 pounds tractive effort. 


Here is another photo of No. 653, at Colonie in 1937, that is in the archives of the Carbondale 
Historical Society. 



D&H No. 653 
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Photo of No. 653 in Alan G. Dustin collection at the Carbondale D&H Transportation Museum. 



On May 5, 2016, we learned from John V. Buberniak that No. 653 was in the Century of 
Progress Exposition in Chicago in 1934: 


Front of post 


card photograph 


of No. 653 that 


was offered for 


sale on E-Bay in 


May 2016 
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The Chicago World’s Fair, 1933-1934 



A Century of Progress International Exposition was a World's Fair held in Chicago, as The 
Chicago World's Fair, from May 27, 1933 to October 31, 1934, to celebrate the city's centennial. 
The theme of the fair was technological innovation. The fair's motto was "Science Finds, 
Industry Applies, Man Adapts"; its architectural symbol was the Sky Ride, a transporter bridge 
perpendicular to the shore on which one could ride from one side of the fair to the other. 
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Here is another look at No. 653, on the cover of the July 1, 1934 issue of The Delaware and 
Hudson Railroad Bulletin: 
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Locomotives Nos. 609, 653, and 1403 formed the focal point of the annual inspection trip of 
President Loree and the Board of Managers on June 8, 1934. Here is the two-page article about 
that trip that was published in the July 1, 1934 issue of The Delaware and Hudson Railroad 
Bulletin, pp. 104-105: "President and Board of Managers Make Annual Inspection Trip" 


President and Board of Managers 


L ocomotives 6 00 . 653. and moj formed 

(he foe a I point of the annual inspection trip 
of PRESIDENT LOREE and the Board of 
Managers of The Delaware and Hudson Company 
over the railroad lines as the party arrived at Colo- 
nie, June 8th, Each noteworthy in its own right, 
the three huge machines together bespoke better than 
words PRESIDENT LQREE'S faith in the 1 Iron 
Ho rsc" as the prime mover of the future as far as 
mass transportation is concerned. 


Modern Motive Power on Display at 


been expected so this equipment was replaced by 
cylinders fitted with Dabcg rotary cam type poppet 
valves. Separate valves control the admission and 
the exhaust of the steam for each end of each 
cylinder, thus allowing variation of the point of 
cut-off without changing a]| the other events in the 



Following its policy of trying out 
new ideas on separate locomotives, in 
order to avoid complications, and 
standardizing on only those of proven 
worth. The Delaware and Hudson has 
succeeded in developing motive power 
for both freight and passenger service 
that is second to none with regard to 
efficiency, perform a nee, and appearance. 

"The 609," described in detail in 
The Bulletin of April 1, 1934. is the 
first locomotive in the world to be 
equipped with self-aligning roller hearings in the 
main and side rods on the main crank pins, In 
addition, roller bearings have been applied in the 
driving boxes of the main axle, this idea having 
been originally found to be feasible as the result 
of an application made to Delaware and Hudson 
Locomotive 1071 In September, 1930- Frame 
renewals now being made on heavy passenger 
power provide for ihc application of roller bearings 
on the main driving axle in all cases. 

Locomoilve 1403, named L , F. Loree, is prob¬ 
ably the most distinguished motive power unit in 
the world. Aside from being (be only locomotive 
built in America in 1933, it is the world's first, 
fourcylindcr, non-articulated, triple-ex pans ion com¬ 
pound. in addition to which rotary cam type poppet 
valves are used to control the flow of steam, of 
500 pounds boiler pressure, through the cylinders. 
(A complete description is given in The Bulletin 
of May J. 1933.) Following its exhibition at 
the Chicago "Century of Progress” Exposition last 
last year, "the 1403" is in freight service on the 
Susquehanna Division. 

Replacing it at Chicago this year is Locomotive 
653, the third of a series of experimental passenger 
pullers built at our Colonie Shops. The Uniflow 
cylinder and valve arrangement originally applied 
to this locomotive proved less economical than had 


cycle as must be done when the usual piston valve 
is used as On the Ordinary locomotives. 

In order to insure clear vision for the crews of 
locomotives operating at low back pressures, vari¬ 
ous experiments have been carried on during (he 
past year in an effort to lift the smoke and steam 
from the stack and keep it from swirling down 
around the boiler and cab. The most effective 
arrangement is that applied to "the 653," consist¬ 
ing of large rectangular plates fastened to the outside 
of the tunning boards at each side of the smokebox. 
A "slope sheet” rising on an angle from the pilot 
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agers Make Annual Inspection Trip 


sn Display at Colonie Locomotive Shop 


to the bottom of the smokebox, together with trap 
doors which let down over the steps front the 
breast beam to the running boards, causes an upward 
current of air which rushes between the rectangular 
plates and the sides of the smokebox, carrying the 
smoke well above the locomotive and train as wel'L 



Road tests have demonstrated the ability of Loco¬ 
motive 65-3 to pull both heavy and Sight trains 
with marked economy. Concealment of the bell, 
air-com pressor, reservoir and piping,, as on other 
Delaware and Hudson power, gives "the 65V a 
very clean, business-like appearance which elicited 
favorable comment from members of the inspection 
party. 

On the second day of the trip the party inspected 
the mines and furnaces of the Chateau gay Ore and 
Iron Company at Standish and Lyon Mountain. 

At Siandish the blast furnace, in which the ore 



is convened into metallic iron by burning out the 
impurities. was ''tapped" in the presence of the 
visitors, who watched the white-hot stream of 
molten metal flow into the ladle, whence it was 
poured into Lhe pig-casting machine. This is art 
endless conveyor of cast iron moulds, mounted ort 
wheels and traveling on an inclined track. A stream 
of hot water sprays on the hot metal which is thus 
solidified by the time it reaches the discharge end of 
the machine, The "pigs," blocks of 
iron weighing 65 pounds each, ate 
discharged directly into railroad ora 
for transportation to market or to the 
storage yard. 

Since the Chalcaugay ore. as mined, 
contains 2E per cent iron, free from 
phosphorus and sulphur and, therefore, 
in great demand for the production of 
the finest grades of iron and steel. it 
is necessary to prepare the ore for the 
blast furnace. This is done at Lyon 
Mountain where, after milling and 
concentrating, a product containing 60 per cent pure 
iron is obtained. 

As St comes from (he mine, the ore is in lumps 
up to eight inches through. Crushers, vibrating 
sifters and conveyors prepare it to pass through inch 
square openings. It is then freed of moisture in a 
dryer stack 125 feet high. It then passes through 
eketro-magneric separators which discard all ma¬ 
terial containing less than 6 per cent iron. 

The rock which has been separated from the oee 
during the above process is called ore tailings and 
is very valuable for concrete construction and bal¬ 
lasting railroad tracks. 

The inspection party spent considerable lime 
going through the modem ore reduction and sinter¬ 
ing ptanl at Lyon Mounlain, where samples of the 
various produces and the different kinds of tools 
and machinery used in the mining and preparation 
of the ore for market were on display, 

A more detailed account of the iron mining and 
refining operations will appear in a later issue of 
The Bulletin. 

Among those making the trip with President 
I.OREE were the following: I- Fbsbrouek Cbaboon, 
William A. Anderson, F. E. Williamson, President 
of the New York Central Railroad, F. D. Under¬ 
wood. former President of the Erie Railroad, M. W. 
Clement, Vice-President of the Pennsylvania Rail¬ 
road, A. J, Singer, Ira Perkins, and the staffs of the 
President und Vice-President. 
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Smoke Deflectors: 


“Smoke deflectors were installed on eight Pacifies [1934-1935] giving them a distinctive 
appearance that was the hallmark of D&H locomotives for the remaining years of steam.” 
(Shaughnessy, p. 315) 

In 1931, No. 653 was christened. No. 653 was re-christened three years later with "elephant ear" 
smoke lifters and a sloping plate running up from the pilot, which created an updraft of air when 
the engine was in motion, lifting the smoke higher than the force of the exhaust itself could push 
it, to keep it from obscuring the engineer's vision. No. 653 was the first engine to have these 
smoke lifters. Smoke lifters (elephant ears and the front sloping plate) were also installed on No. 
606 and others. 

Steven Brown, Delaware and Hudson Railroad group, on Facebook, on November 13, 2015, 
posted this photograph, with the caption given below: 



“Delaware & Hudson locomotive number 301 (Alco, K-62 Northern, 4-8-4) photographed in 
1948 near Richmondville. Locomotive 301 in the lead followed by a 4-6-6-4 Challenger drag a 
92-car train up Richmondville Hill.” 
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That photograph (preceding page) elicited the following comments on Facebook: 

1. Gerard O’Donnell: “The ‘elephant ears’ were used with a specially designed pilot profile to 
create a scoop effect to lift the smoke upwards at speed. Some designs used an actual wind scoop 
device attached to the pilot, while most used a gently sloping pilot sheet such as the one in the 
picture. As advances were made in obtaining finer valve timing (cutoff) control to gain 
efficiency, the back pressure and velocity of the exhaust up the stack was lowered, and some 
roads employed these ‘smoke lifters’ to aid in keeping exhaust up away from the cab.” 

2. Michael Eggleston: “Gerard, they were designed to life the smoke up and away from the view 
of the head crew while the train was moving at speed. They were first used on the D&H 4-6-2 
Pacifies during the reign of D&H President L. F. Loree who saw the practical use of them on 
British steam locomotives. Loree was still president when the K-62s were ordered and the 
practice was continued by Joseph Nuelle who succeeded Loree.” 

3. Silas Robert Powell: “D&H No. 653, which was christened in 1931, was re-christened three 
years later with ‘elephant ear’ smoke lifters and a sloping plate running up from the pilot, which 
created an updraft of air when the engine was in motion, lifting the smoke higher than the force 
of the exhaust itself could push it, to keep it from obscuring the engineer’s vision. No. 653 was 
the first D&H engine to have these smoke lifters. Locomotives 653, 609, and 1403 formed the 
focal point of the annual inspection trip of President Loree and the Board of Managers on June 8, 
1934.” 

4. Greg Flynn: “Those three engines all represented significant points of Loree’s experimental 
period on the D&H.” 
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No. 713: 


Photograph of No. 713 in the collection of the Carbondale D&H Transportation Museum. 



D&HNo. 713 
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No. 888: 


This photograph of D&H 888 was offered for sale on E-Bay on April 7, 2016. Thanks to John V. 
Bubemiak for bringing this item to our attention. 
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Two detail views of No. 888: 
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Two detail views of No. 888: 
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No. 1032: 


D&H No. 1032, built by ALCo in 1908 and scrapped in May 1947. On July 7, 1990, Joseph 
Muia, Carbondale, said that this photograph was taken at Oneonta, NY. Post card in the 
collection of the Carbondale Historical Society. 



D&H No. 1032 
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No. 1214: 


Photograph of No. 1214 in Carbondale in 1951, made available for the present work by John V. 
Bubemiak on November 23, 2015. The Carbondale D&H Seventh Avenue station is seen at the 
far right in this photograph. 



Locomotive No. 1214, a 2-8-0, photo dated 1951, engine shown here in Carbondale. Built by 
AlCo/Schenectady Works, in 1918. ALCo note: ALCo closed in 1969; most of the buildings 
have been torn down and the site, as of 2016, is to be developed into River's Casino and Harbor. 
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No. 1216: 


D&H Engine 1216. Photograph in the collection of the Carbondale Historical Society 



D&H Engine 1216 
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No. 1400: 


—the Horatio Allen: designed by John E. Muhlfeld; christened December 4, 1924; ran for only 
171,838 miles 

The Horatio Allen is the cover photo of the January 1, 1925 issue of The Delaware and Hudson 
Company Bulletin. 
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Articles about the Horatio Allen are the primary content of the January 1, 1925 issue of The 
Delaware and Hudson Company Bulletin, as follows: 


The Delaware and Hudson Company Bulletin 

The “Horatio Allen 9 No . 1400 

Zftfea) Giant of the Rails is Christened in Honor of the Man Who 
Became the First Locomotive Engineer in This Country 


H oratio allen, the man 

who was Sit the throttle of 
the il Stourbridge Lion/' the 
first locomotive to turn a wheel on 
this continent* on its initial trtp 
at lloncsdnlc, Pm, on August S, 

IS29, and therefore became the 
first locomotive eng neer an this 
country, lived again in the 
thoughts of loO prominent. rail- 
road men from various neighbor¬ 
ing lines find from our official 
family who were present at our 
C* Ionic shops on Thursday, De¬ 
cember 4* when a now Delaware 
find Hudson locomotive, the No. 

140 0 f was christened with iris 
name* Alien, ns un readers frill 
recall, when but twenty-sis years 
old* was -sent to England by the 
Management of our Company, to 
purchase four locomotives* The 
“ Stourbridge Lion " was one of these* It was 
highly fitting, therefore, that the Management* 
nearly a century later, should do honor io him 
after a custom prevail ng during the years of his 
active railroad career, by imposing his name upon 
the eab of this new giant of the rails. Deeper 
interest than otherwise anight have centered in 
this event was made possjble by the presence, as 
aponso", of Jits. IJarlestou Corbett Lewis I Mrs, 
Russell D, Lewis), a granddaughter of Allen's. 

Throughout the more formal exercises of the 
day, Allen was an outstanding figure. The son 
of a professor of mathematics at Union college* 
Schenectady* N. Y,* am] an engineer bv profession, 
he was < ne of the fir&t Americans to form a, defi¬ 
nite conviction that the railroad was to supply 
the transportation means of the future. It was 
while engaged as an engineer on the gravity road 
between CarV ntlale and Iloneidalc that he was 
dc’egVed with his. foreign mission. 

Th* fie who came to join frith the Management 
in doing him honor, combined to make an auspi¬ 
cious gathering. Invitations had been extended 
not only to the presidents and superintendents 
of motive power of other rail systems, men of 
high rank in the supply business, representatives 
of leading railway publications and daily nevra* 
papers, and our own officials, but to a number 
of pensioned engineers and firemen who had seen 
unusually long Service in the employ of the Com* 
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party* Among the latter who at¬ 
tended were John H. Stuaxaiian 
of Cherry Valley; GEOROE II. 
MEYERS of Saratoga Springs - t 
Marten Gully and Mra, Gully of 
Whitehall, and John T. Hines of 
Green Island, former locomotive 
engineers; and C* P. W Bkanot 
of Schenectady, a retired locomo¬ 
tive fireman, A special train was 
operated between Albany and 
Cobnie for the accomodation of 
the guests. 

Shortly after tlie arrival of the 
party at Colonic and without 
great ceremony, Mrs* Lewis 
christened the tf Horatio Allen, 3 ' 
in a manner according to a pre- 
vat ling oust* m. Then followed 
a casual inspection of the loco¬ 
motive during which many ques¬ 
tions pertaining to its construe-* 
tion and operation were answered by those famil¬ 
iar with its design. Such replies as were 
made could be based on facts for the loco¬ 
motive already had made a creditable showing 
in .trial trips ever the Susquehanna division be¬ 
tween Oneonta and MechamcviHe under the sup¬ 
ervision of G* S, EDMONDS, superintendent of 
motive power. 

At I p. Hi.* tile guests assembled in an impro¬ 
vised dining hall at the shops where they were 
served with a tasty luncheon of bou-iElion, broiled 
chicken, creamed potati es, new squash* Waldorf 
salad, rolls, apple pie and toffee prepared under 
Hie direction of J, T. Hayden, district passenger 
agent, who was ably assisted by a corps of dining 
ear chefs and waiters The move formal program 
of the day then followed* 

Colonel J. T. Lohee, vice-president and gen- 
eta 1 manager, as toastmaster, fold Ms guests that 
tlie ceremonies had in view two purposess First* 
to celebrate (he placing in service of a type of 
steam locomotive heretofore unused* and, second, 
to do honor to the first engineer, so far as the 
operation of a steam locomotive in this country 
was concerned* Horatio Allen, Then, with tlie 
statement that it has always been the belief of 
the President of The Delaware and Hudson. Com¬ 
pany that steam locomotives could be designed 
ami improved to perform their functions, he 
introduced President L. F. Loree, who a-aid: 

/mh* 
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President Loree Voices Faith in Future of Unit 

System of Transportation 


T liiy tjccaaion draws attention to two marked 
contrasts in the element of time. While 
the business of steam transportation is 
one of hazard, it is also one that appeals espe¬ 
cially to men of active tempera meat and physical 
vigor. It is a pleasure to have here with ns 
today men who have been on the payrolls of this 
Company for more than fifty years before retir¬ 
ing from active service to continue their relations 
aa pensioners. On tlie other hand, we are facet! 
with the startling youth of the industry itself 
when we realize that Horatio Allen came to this 
servico in adult life with a training and an edu¬ 
cation that marked him among his fellows, and 
that today our ceremonies have been graced by 
Horatio Allen's granddaughter, A span of three 
generations embraces the entire history of steam 
transportation 

u When, more than a century past, The Dela¬ 
ware and Hudson Company secured its charter, 
a, contest was arising between the rope haulage 
system of transportation and the independent 
unit system of transportation, and since that 
time the advantage has fluctuated, now with one 
and now with the other, 

* ( When the Company built its railroad from 
Carbondale over the Moosic mountain a to Hones* 
, dale, it. used the rope haulage system on its 
twelve inclined planes. Over the so-called levels 
between the planes it moved its ears by the unit 
system; namely, horses, and, on descending 
grades of from forty- four to seventy-two and ft 
half feet per mile, by gravity, 

“At that time the steam locomotive was just 
being developed. On the recommendation of the 
chief engineer, John B. Jervis, the Company, with 
great courage, decided to test out that system 
of unit haulage. Horatio Allen, one of its engi¬ 
neers, was commissioned to go to England and 
contract for four locomotives. All of these were 
subsequently delivered mi the Company's wharves 
at Kingston on the Hudson- —one from Hie works 
of Robert Stephenson & Company, Newcastle, ft 
company still in the business of manufacturing 
locomotives; tlie other throe from the works of 
Foster* Rantrick & Company, of Stourbridge. 
One of these latter, tho f Stourbridge Lion,' was 
act up at Ifonesdalo on the Sth of August, 1S29, 
nearly two months before the celebrated R&mhill 
contest, and was operated by Horatio Alien, to 
whose name, character and professional ability we 
today do honor, 

"Tin- Liverpool and Manchester Railway early 
in 1S29 employed Janie* Walker of Limehousc, 
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u distinguished engineer, and J. Lb Rastrick of 
Stourbridge, a locomotive builder to report on the 
respective merits of the locomotive engine and 
fixed engine. Their report was generally, al¬ 
though not very decidedly, in favor of tlie rope 
haulage system, It was with a view to meeting 
the wishes of George Stephenson* their chief 
engineer, and to give the locomotive one more 
chance, so to speak, that the. Company resolved 
to invite a competition for ft prize of toOO. The 
conditions were advertised in April, 1$29, and 
the trial taking place in October, 18£9, It was, 
as is well known, won by the " Rocket/ the nine¬ 
teenth locomotive built by the firm of Robert 
Stephenson & Company. The name 1 Rocket/ 
by the way, grew" out of a lawyer's sarcastic re¬ 
mark that 'People would as soon mount one of 
Colonel Congreve's rockets as one of these rail¬ 
way coaches/ George Stephenson was not the 
man to dodge anyone’s attack. 

ft The success of the * Rocket * was due to the 
combination of the tubular boiler suggested by 
Henry Booth, and an improved and suitably pro¬ 
portioned blast pipe, first used by Richard Tre¬ 
vithick in his original locomotive which had its 
first trial on Christmas Eve, ISO!. The success 
of the * Rocket * at Rain hill led to the rapid intro¬ 
duction of the unit system of haulage in all 
parts of the world', and it remains today tlie 
outstanding instrument of transportation. 

fi This is not tho place to recount the service 
of steam railways to mankind. It ia enough to 
suggest that they were the indispensable con¬ 
dition of the abolition of slavery and equally 
the means by which famines have been it bolt shed- 
They made of ft primitive agriculture a world 
commerce, they broadened in every way the com¬ 
fort and security of life- They have made the 
civilized lands the mother countries of the world. 

' f On -July £7, ISSN, electricity was applied in 
the movement of street cars at Cleveland, Ohio, 
and enuiC! rapidly into use. This is, in essence* 
a rope haulage system. There is the great cen¬ 
tra! power station; tlie^dynamo, standing for 
the winding drum; and the trolley wire provid¬ 
ing the circuit fur the electric current, attaching 
to which the vehicle is drawn along. This system 
was m superior that it drove tho individual unit 
system—the hoYse-drawn car—out of service and 
completely supplanted it in city and suburban 
transit. 

M About LS9S. with the application of the in¬ 
ternal i-ninbust inn engine to road vehicles, there 
begun the development of the automobile* In 
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its turn tii In individual transportation unit* 
whether used as si pleasure car* as a motor (ms, 
or us a motor Snick. has rapidly driven the hliIc 
urban trolley lines and the city Hues of meager 
traffic out of service, they being no longer able 
to preserve their Jin mucin I solvency* 

il There is tlLe further possibility that even 
tomorrow a rlieap. durable amt fool-proof dwtric 
■storage battery may be invented; enabling the 
use of Its power by an independent unit in trans¬ 
portation, com pi cling the discomfiture of the rope- 
bail I ngc trolley car. 

" Jiile ill is contest may be ttpected to con¬ 
tinue long in the future, perhaps usurping and 
tilabiliziug itself in restricted fields, the dunii- 
nnnee in its larger aspect will depend largely 
upon the ability, gen in*, couragi- and tenacity uf 
tiro exponents of one or the Either method of 
transportation* For myself, 1 have an abiding 
frith Ihnt for the main purposes of the railroad— 
the Iran spurt at i cm over hmg distance# of heavy’ 
articles—the unit system of transportation will 
be the dominant one. 

1 he engine which bus today been christened 
the 1 Horatio Allen,’ in honor of the man who ran 
the first locomotive on iho Western hemisphere, 
is a step in the dired ion of insuring 4 ]l is- posi¬ 
tion, r lhe familiar self-contained type td mnlti- 
tltblar killer for steam 1oeoniotjvi‘s, in eomhimt- 
tion with Hie superheater. has be^n rHaiued. 
In stead of the usual water leg firebox with it a 
undesirable flat afreets and stay bolls, and the 
sluggish circulation of water, tile firebox of ihe 
‘ Horatio Allen ’ has been built up of self-support- 
ing cylimlrival structures. These nrc in i he form 
of drums and tubes 'Imposed hormmtally and din- 
- posed vertically, requiring no stays, which are 
directly exposed to sin- furnace heal nml which 
md ouly r ’split up" the Iniller water into small 
streams but also provide f«r iEs rapid circulation, 
thereby enabling quick absorption of heat and 
release of the steam bubbles! 

W hen water is burst into steam it expands 
to 1700 times its original volume, ft is this 
high expansive force and Iho inverted ratio uf 
its pressure to the space it occupies that we 
utilise in the locomotive engine. In working 
steam expansively the extent of the application 
depends mainly on the destiny and pressure of 
fho steam drawn from the boiler. 

Liquid water, not under pressure, may Jk 1, 
raised from melting to boiling point with no more 
than ISO units of heat, called "sensible beat. 5 
f!ut its peculiarity is that it cannot Imj made to 
hurst into steam until flit! more additional heat 
units have l*eeii added. Tins, in called 1 latent heat 
of cvaporolioh/ and its production multiplies the 
cost almost five atid a half tinier. 

-Ibis i* the great cost in producing steam, 
whether of high pressure or of no pressure at all. 
It require mniparafively little additional heat 
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tc> put steam under pressure. Thus* it lake* 
about 1,150 heat unit* to raise water inlo steam 
at no pressure. But to raise it to pounds 
pressure—which is now the general locomotive 
practice—refpiireH only about forty-nine additional 
heat units. To further raise it to 3oti pounds* 
and ilnt^ secure Heventy-five per cent more pqwtr, 
require* less than seven and a half additional 
beat units. It is this new pressure of 350 pounds 
tlrnl will be carried by the 'Horatio Allenf‘and 
it is the economy of producing Additional power 
by laiaing the pressure of the steam that this 
1 c amir of i vo w i 11 rea 1 ize. 

Jo make this possible, the preasure-contnin- 
iug parts of the boiler, superbeater, cylinders, 
piping and other connections have been corre¬ 
spondingly strengthened. In fret, a higher factor 
°f *wfcty lm-s been used than is ordinarily pro¬ 
vided, 

k ’ Tn order lo limit lo the lowest terms the 
problems involved, we have taken the most popu¬ 
lar of our Consolidation locomotives. We have 
made no material changes other than those indi- 
CEtled. except that the steam Es used twice, i, c., 
ii iy eypanded in a high pressure cylinder on the 
right side, then exhausted into a. receiver, and 
expanded a second time in ihc low pressure 
cylinder on the left aide, before if is exhausted 
into the fctark. By this means the steam is mor# 
fully utilized before it leaves tho cylinders. 

in the coil at nut ion of this Locomotive a smalt 
auxiliary engine, known as a 4 booster/ has been 
attached to (he fonder. T his device enables great 
concentration of power in starting the train and 
in moving it over comparatively short stretches 
of heavy grade, It k hoped that the s Horatio 
Allen' will develop one-third marc haulage ca¬ 
pacity, with one-third less consumption of fuel and 
water* than the corrc&|Hmdmg Consolidation 
lueomn-tivc. If these results arc realized they 
mark a. substantial advance in the efficiency of the 
unit system of transportation, TTolwithstanding 
l be greater heat in the boiler, the precautions 
taken hi lagging its head will, we Mi eve, reduce 
lhe temperature i** whhli the engine craw is 
exposed. 

'■ Iti the conditions of employment educe the 
loginning of railroading, while the fireman has 
cot been without benefit, there has, l think, 
inured to him a lesser proportion than to bis 
rtssociatea. It is not (be least of the merits of 
Hi is design that for the an mo result his labor 
naf coal handling will Ivq lessened by more than, 
one- third. 

“The ' Horatio Allen 5 is today what the loco- 
motive was when Zernh Colburn described it in 
the middle of the la*! century— a combination of 
ihree distinct arrangements. The source of power 
liiw in the boiler and firebox; the cylinders, 
valves, pistons and the connections are the means 
by which 1 Ikr- power is applied to produce motion 
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within the machine; and the wheels, by means 
of their adhesion to the rails, enable the exertion 
of the tractive force, securing the locomotion of 
the machinery which impels them, and from their 
surplus power above what is necessary to move 
the locomotive alone, to haul also the great load 
behind it upon the rails. 

“ The ‘ Horatio Allen * epitomizes the relations 
of the three elements of that industrial organi¬ 
zation which distinguishes our civilization from 
all that have preceded it. There have been many 
definitions of truth. The one that seems to me 
most adequate is that ‘ truth is things seen in 
relation.’ Complex as are the relations of manage¬ 
ment, capital and labor in the wide expanse of 
industrial organization, I am confident that if 
we look steadily and clearly we can mark them 
out and define them. If we can see them, wo 
shall see the truth and the truth shall make us 
free. 

“ This locomotive is a creation of management. 
The conception of the plan is basic, fundamental; 
and it is the organization, energy and direction 
of management that have given it effect. 

“ This locomotive is a depository of capital. 
It is a characteristic of wealth that its owners 


arc in possession of real opportunities of con¬ 
sumption for speedy enjoyment, or of reservation 
for future enjoyment, or of employment for pur¬ 
poses of production. It is wealth that is reserved 
and applied to production under the direction 
of management that is generally called Capital, 
and this reservation demands on the part of the 
owner great sacrifice and force of character. 

“ But the ‘ Horatio Allen,’ fine an example as 
it is of the art, striking as it is in its combina¬ 
tion of management and capital, is a dead thing 
except in the hands of labor. He who looks with 
discerning eye to the contribution of labor, will 
lix his attention not on the output of physical 
energy, which in comparison with the power of 
this giant machine is but a feeble emanation, but 
rather on qualities far more ennobling—the com¬ 
plete discipline, the cheerful devotion to duty, 
the service carried on under every adverse cir¬ 
cumstance, whether in wind and storms of rain 
and snow, or in fog, in the blackness of night 
or the beauty of the day; the high intelligence 
brought to the safeguarding, as well as the 
handling, of the movements entrusted to the 
charge of the locomotive’s crew.” 
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Designer of the “ Horatio Allen” Tells of 

its Many Possibilities 


I T was a pleasure to Colonel Loree and his 
guests as well, that lie was able to introduce 
the engineer who designed the f ‘ Horatio Allen," 
.T* EL Mulilfeld* Delving for the moment into 
historical data, Mr, Michlfcld said in beginning: 

" The Delaware and Hudson Canal Company 
was the first to commercially recognize steam 
locomotive power on the American Continent and 
to actually put a steam locomotive on American 
Soil. The ‘Stourbridge Lion/ which had been 
ordered by Horatio Allen from the Poster Las- 
trick and Company’s works of Stourbridge* 
England, readied the wharf of the Wed Point 
Foundry Works, foot of Beach street, New York 
City, on board the vessel * John Jay/ on May 
17, 1^231, and after a short stay in New York was 
shipped up the North river to Ron (lout, N, Y ., 
and thence by the Delaware and ITudson canal 
to llonesdiile, Pa., and immediately set up by 
Allou_ It was mounted on four wheels. In 
general appearance it looked like a gigantic grass¬ 
hopper and weighed seven instead of three tons 
as had been agreed upon when ordered. 

r J he track of the Ilonesdale coal road con¬ 
sisted of six by twelve-inch stringers of hemlock, 
to which were spiked bars of one-half by three and 
a quarter-inch rolled iron, the stringers being sup¬ 
ported on timber caps spaced about ten feet from 
center to center. The trestles were slender and 
the curves sharp. 

f The 'Stourbridge Lion' was standing on the 
track ' smoking and hissing/ apparently anxioti* 
to distinguish itself, Allen was begged not to 
trust bis life to the chance of the comparatively 
weak track and trestles holding up so monstrous 
a mass of wood, iron and steam, But Allen was 
lusty, courageous and ambitions* and, determined 
to see what the * Lion ' would do, alone on the 
engine, without any tonnage, he pulled the 
throttle valve wide open and let her go * lickctv 
split’ around *Uae curve, over the swaying trestle 
and out of sight of the cheering hut apprehensive 
crowd. 

" Shortly after the trial of the ^Stourbridge 
Lion/ Allen was engaged as chief engineer of the 
South Carolina road for which locomotives de- 
signed by him were built by the West Point 
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foundry, lie put Ids ‘8<>uth Carolina/ the first 
double-end and the first eight wheel type Locomo¬ 
tive in the world into use on that road in 1S3L 
When running at night, Allen would plat'd an 
open platform car ahead of the locomotive* this 
car being loaded with sand on which pine knots 
were burned to light the road ahead. 

"Such were thy experiences of Horatio Allen 
and of other of Ids colleagues—-Ross Win ana, 
Peter Cooper, George W< Johnson, James Mil- 
ho!hind, Ph ineas Davis, Stacey Costell, Exekial 
Child, William T. .lames, and a long successive 
line of designers, engineers and builders, who had 
to do with Hie lirst use of steam motive power 
on the American railroads.” 

He then reviewed considerable data which re¬ 
flected the deep and continued interest displayed 
a nr! also the progressive action taken by Pjikse- 
uent Jxhike in improving the steam Loco motive 
and stemn road conditions in general. Unis he 
lend up to a general review of how the steam 
loco motives have been nerving the country during 
the past fifteen years mid, in explanation said: 

" Omparing 1022 will) iyt)7, while there was 
an increase of only 24 per cent in the total num¬ 
ber of locomotives. Hie re was nri average increase 
of 44 per cent in their hauling capacity, due tn 
average greater size arid improved design and 
equipment. Furthermore, in combination with 
recti Heal ion of grades, larger cars and like far- 
I or a. ibis 44 per rent increase in motive power 
moved an average uf 70 per cent more revenue 
Ions per freight train, and about 4.7 per cent more 
total freight ton miles, this being accomplished 
with a decrease of about 13 5 per cent in freight 
train mileage. 

" It may be asked, why. with all these improve¬ 
ments in roadway, equipment and operation., did 
the operating ratio increase from 07.5 to 79.5 
per cent, or about IS per cent? The answer 
is, plainly through the revenue freight rate not 
having been increased to offset the greater cost 
of labor, material* and supplies, the principal 
item, after wages, being locomotive fuel. 

" With regard to Hie locomotive find item, those 
lasts went up about KJtl per cent during the 
same period, or from approximately 200 to 51S 
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miltii in duJJnrg, tliu latter represent iiig 127.£lJi H :{4b 
hum of fuel consumed in ]flgt?. hi the Xew Knii 
land district Hip cost for l hi* fuel* lii 15tii:Z. aver- 
snjji-r! H»rS for tho entire United WiuU?s, 

^.1 r S14 per ton, Likewise. in |ft2E it requited. in 
the 1. -niled St hi l*s, hh average of X ESTi pound* nl 
fuel per ] .(Hlft gross Ion miles, Mini in Xew Eng 
laud, where I hr E r osl is the highest, this imru'i^l 
ISO pounds. 

<l As it now stands, I lie locomotive fuel hill 
about equal Ithe 1 money that is |m id in 
Wages h> engineers. firemen, shopmen. mill engine 
house nirn engaged in tins operation mid upkeep 
of the locomnt ivr equipment, Therefore, ii 
freight rales are to It* lowered, (lie locomotive 
find hill, whs eh iioie reprosenls eon aider a bl y ov r ei' 
one-half hi I lion dollars per annum and about lii 
per Wot of the total steam mil way operating 
expense is one of tin- large items that must he 
reduced* as any decrease in rates will have to he 
accomplished largely through an inru'jom in the 
revenue freight train loud and u reduction m the 
fuel consumption per I,POO gross ton mile*. 

Locum olive* today must Ipe- designed. equipped 
and operated not only ronsintently, hut ccoiMmiie- 
nlIy. Wp must provide nd equale starting power 
to readily gel t ho I rains om of the yard nr sid¬ 
ing without jerking; sufficient accelerating 
power bring them quickly ii]i to running speeds, 
plenty of ansinitied boiler and engine horsepower 
to keep them moving mid reserve power to tie- 
got)ati" the ruling pulls. Likewise, the means 
for reducing spi-t'd mid stopping is just nft im¬ 
portant. 

lea 


" it ia for these meson* ilial I fai* r a design 
of locomotive such as the ‘Horatio MJfii/ with 
plenty of * pep * and reserva boiler and engine 
capacity that Can be utilized for either starting, 
a eoe tern ting, or road running. .An engineer al¬ 
ways likes to have Homet liing c up hi* sleeve " that 
wilt make him fE*d comfortable, wIieui it t-mues 
to hud rail or weather, a hard start ur pull, or 
a long continuous run. so Hint he ran handle fus 
train under nil of these conditions. and know 
lhai the dispatcher can depend ii|h.<h him to do 
so The lircnuui also liken to know that the 
boiler hits smile reserve capacity so (Juil when 
any little thing goes * fluey r alKmi the water 
level, pumping, quality of fuel, fuel heel, draft or 
firing, it isn't going tn knock llm holler out of 
si earn. 

“The factor of Upkeep i* also u big mm, Loco- 
motives today must Continue to move—not over 
a single division, but eonthlUOU&h over any num¬ 
ber of divisions. The 4 one-hund rad-mile nm ’ and 
then a ek-nniJig. real and repair period, is rapidly 
passing. It does not work hi with llie Trunspor- 
i at ion Aet and 11ll; public demand foi," quicker 
I ratlin movement mid lower passenger and freight 
rates. Tlimfort, the working, running and wear¬ 
ing pnrU smi&t hi' designed with il higher factor 
of safety and made as simple, integral and sturdy 
a* practicable so that 11 icy will not require con- 
slant fit ten (i cui. adjustment or repair*}. Further¬ 
more. till isf the parts, especially those- in contact 
with steam and water, should be made more 
accessible fni' inspection. testing and mahttotianco. 

“AnOllier llung Mini I have always fell most 
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essential i> to make tlit" rah 11 lJ tender fii _ s‘:i iij^ l 1 - 
iiieiit an comfortable i-t-*-, piact i cable fur the rngi- 
ne^r iiiid fitvimim by locating mid arranging lbe 
equipment they tmiHl ctmthniHMy handle in mn* 
venienl positions With i Eie- large steam locumi?- 
live l hi* has become cjujtt j houic job. 

11 1'line j s nothing unusual in the * Hotair' 
Allfii/ It tins been designed to determine wIiaI 
can he accompli sited hi (he heller production and 
uti]jsuition of fuel heal and by mean* uF liiffher 
steam pressure and the greater use of Us ox- 
pftnsive properties, in ^miibinaticn with the de¬ 
velopment of maximum hiuiiiug p< vev in the 
most simplified form of n stimuli locomo¬ 

tive, consisting oF I wo cylinders mid four pairs 
of driving wheel*- 

" To illustrate: A^ume that lo cull vert ;i 
certain anumril of water into steam at 200 pounds 
pressure, l.lfW.2 pounds of coat must he uwl- 
to inerease the 200 pounds pressure to 3o0 
pounds, mily 7 4 pounds more ce*h 1 must be used 
mul this increase of less than l> r 2 per cent in 
fiiet gives nit tiun'eaH 1 of loO pounds, ur “."i per 
cent, in power. Then instead of u«ing the steam 
of 3->G pounds pressure direct from the boiler, 
in lioth I lie right and left cylinders and exhaust* 
mg il out of tbe *1 nek. it la first used in the 
right mid again in I lie left cylinder, and hy this, 
double- expansion process the lient that lias 1 h?cti 
put into the strain is more, effectively utilised 
before it is exhausted h» I he atmosphere. 

‘ H By this combination it is mien luted that the 
saving iFI fuel Consumption per unit of work done 
by the lucomnt Eve when working in compound 

“ -p 
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gear, ns cum pa red with the ordinary single ex¬ 
pansion fyUnder locomotive, will be^ 

“ 1—The gain from increasing the steam 
pressure from 200 to 350 pounds will ^pre¬ 
sent about la per cent less fuel consumed 
jM?r drawbar horsepower hour. 

Ai -—The gain through the double expan¬ 
sion of the steam will represent about IT 
pi j r cent less fuel consumed per drawbar 
horsepower hour. 

" 3—The gain from generating 7a per cent, 
instead of 40 per cent, of the steam at the 
bleb Ox end of the boiler, in direct contact 
with water tubes aucl the radiant heat action 
uit the same, in combination with improved 
circulation of the water and the more effect¬ 
ive combustion and heat uti libation —as com¬ 
pared with tire ordinary radial stayed or 
lielpnire tyjjo of H rebox with or without 
combustion chamber, syphons, or like equip- 
uamt—will represent about 12 per cent less 
fuel consumed per drawbar horsepower hour. 

4i Tiie total calculated saving, when working 
compound, therefore approximates 30 per cent 
of ihe fuel consumed by the ordinary single ex¬ 
pansion steam locomotive per drawbar horsepower 
hour, 

41 The present day steam locomotive retains the 
himlrtmental features of the locosmdives of almost 
a century ago, i, c., the water-leg firebox, nuilti- 
tubular type of boiler, single expansion cylinders, 
use of the exhaust steam for forced draft, and the 
general arrangement of cylinders, frames, valve 

(Cdntinutd on Pipe 1 3) 
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The * * M&raiio Alien, ‘' Nq. MOO 

(Conlinucd from Page IE) 

*. •_! . 

motion Lind running gear. The principal changes 
hnve been to increase the stee and add numerous 
special appliances aitd accessories of considerable 
weight to promote capacity, efficiency and 
economy. 

“ The late war and the increased cost, for coal 
and oil mining and distribution brought about 
the necessity for greater conservation and 
economy in the use of fuel* Likewise, the Trans¬ 
portation Act of 1920 emphasizes the importance 
of efficient and economical management, and rea- 
^onuble expenditures for maintenance of way, 
structure's and equipment* Public opinion also 
is continually demanding improved transpor¬ 
tation service and lower rates, with particular 
reference to freight shipments. 

" Next to wages, fuel, is one of the railways' 
largest expenses; My contention has always been 
that a railroad should make every possible effort 
to reduce its fuel costs, ami, in fact, its Trans¬ 
portation expenses as a whole, which represent 
immediate consumption, in order to provide the 

maximum am.it of money for maintenance of 

way, at met urea and equipment, to keep the prop¬ 
erly In lirst class operating condition. 

Therefore, in order to assist in accomplish¬ 
ing these results through the use of 3 o 0 pounds 
of steam pressure, a substantially different type 
of locomotive boiler lias been designed, the par¬ 
ticular idea Mug to eliminate the usual stayed 
type of flat sheet firebox side and crown sheets 
and water legs, in combination with their slug¬ 
gish circulation, and substitute self-supporting 
cylindrical containers, in line with stationary 
and murine practice. This Inis been accomplished 
in a very satisfactory manner, and a particular 
feature uf Hie boiler design is the firebox, which 
contains almost 1,200 square feet of heating sur¬ 
face as compared with from 400 to 430 square 
feet in the largest combined fireboxes and com¬ 
bustion chamber* of the usual locomotive boilers,. 
In the latter, I he firebox healing surface gener¬ 
ally represents from o to 10 per cent of the 
total evaporation surface, whereas in t he * Hora- 
tio Allen ? it re presents about $7 per cent uf the 
total. This enables taking greater advantage of 
the radiant heat of combustion for evaporation 
purposes and, as firebox boating surface ordi¬ 
narily has about five times more steam-making 
capacity than that of the firebox lubes or lines, 
it provides for the produrt ion of about 73. in¬ 
stead of 40, per cent of the total strain at the 
firebox end of the Mi ho—whore it ran he most 
effectively* and economically gene rated. 

u Through the use of 3o0 pounds steam pres¬ 
sure, in combination with a reasonable degree of 
super heal, the steam t-mi he effectively utilized 
in tt double-expansion engine system, To itliis- 

K 
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train more specifically; in order to produce the 
tractive power that can be obtained in the 
( Horatio Allen,* exclusive of the tender truck 
booster, it would require, with 200 pounds pres¬ 
sure. the admission of direct pressure steam four 
times in one revolution of the driving wheels to 
two 25-inch diameter, single expansion cylinders, 
whereas in the " Itoratio Allen* live steam is 
admitted only two times in on 5 revolution, to 
one 23J>4-mch diameter high pressure cylinder, 
and after its expansion in that cylinder and re¬ 
fine t ion to about ninety pounds back pressure, 
it is exhausted into a receiver and then admitted 
to a single 41-inch diameter low pressure cylinder, 
and further expanded to from five to seven 
pounds back pressure; at which pressure it is ex¬ 
hausted to tlie atmosphere. By this means the 
great loss in the single expansion steam loco¬ 
motive—on account of 1 lie high cylinder back 
pressure and the extraordinary amount of super- 
beat tlmt is exhausted to the atmosphere—is 
subs I anti ally reduced. 

“The other principal novel features are; the 
physical combination of tho cylinders and front 
frames; removal of dry, branch and receiver 
pipes and superheat or header front inside to out¬ 
side llie Milcr and smokebox; more accessible 
location of intercepting valve outside of cylinder 
saddle^ application of an interlocking duplex 
type of low and high pressure outside typo of main 
throttle valve; installation of an automatic cen¬ 
trifugal type of saturated steam separator; all 
imperforate lire brick baffle wall for the full 
length ami width of Elio firebox; a secondary 
superheater for the steam used by the auxiliaries, 
and a tender truck booster, 

'* The construction of the 1 Itoratio Alien * 
idimild give some very valuable information as 
in what enu be accomplished in steam railway serv¬ 
ice through the use of a boiler design which more 
nearly approximates what is new being generally 
used in modern central power stations and marine 
mKlallalinns, in my opinion, if we can eliminate 
from tlie present day general design of steam 
bkComotives a lot of in accessible and complicated 
running gear, machinery and accessory equipment 
that is now he tag applied to- the axle loading 
it* increase capacity and promote efficiency—and 
which correspondingly increases the indirect 
steam losses, cylinder back pressure, and internal 
friction—and obtain more direct power and 
eeuiioiny through n greater utilization of the 
heat in gleam of higher pressure, generated in 
a boiler which will dispense with the existing 
iype of Jirubox and combustion chamber with 
its com bust ton and spark losses, scale and sedi¬ 
ment. collecting sheets, limited firebox beating 
surface, sluggish circulation, stayed radial and 
flat sheets* and numerous other parts subject to 
leakage, breakage and failure, we will have made 
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substantial advance toward* eflkicncy and hi 
power per unit of engine weight. 

w Jiimftt iJ, IIill, who, in lOOfl, was one of the 
first railroad executives to adopt the American’ 
j/.t-d design of Mullet locomotive* an id that the 
improvement* 51 li:ui brought about in Mies strain 
locomotive would set hack the eWlnficalkm oi 
the railways at least fifty years. The electrical 
engineers were then [irwHcthig that within five 
year*. or hy IWJ(h no more steam locomotives 
would lie purchased on account of the so-called 
‘tractive effort, speed and length of run limita¬ 
tions ’ of the steam loco motive. However, huuo 



Ml*. Lewi*. who Chfiiten^J TJi* ' Hortlio Allen.’" 
nnd POefiiclenl L. F. Lorte 

lulu, about 34,0U{I steam locu motives have lieeu 
ordered) hy the rail mads of the United Slate# u* 
compared to a total of fltont 0.3,000 steam and 4 5 11 
elect rfo locomotives now in use on all the Class 
[ carriers. Furthermore, these OiXODO steam loen- 
motives havi- increased in sitfe from an average 
id 27,000 pounds tractive power in 1010, to 
39,000 pounds ut present, with a maximum in 
the Virginian Mallets of nibQOO pounds j>ei loco¬ 
motive. The electric locomotives in (he United 
Staten will ' now average uhotll 1 ,!U>CJ nomiilai 
horsepower and lidf pounds of weight per nominal 
horsepower, as compart'd with the ‘ Horatio Allen/ 
which at- n speed c j f around thirty in ilea per hour 
will produce a limit 2_;100 drawbar horsepower 
with an average of loss than MO pound* of engine 
weight |H j r drftivbar horsepower, 

“As to the R|iee(! limitations of the steam 
locomotives, we all know Hi nil there * isn’t any 
such thing." as the speed of the locomotive, if 
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and when limited, is due to track, bridge, and 
train condition* mid requirements. 

^ It should also he romenihend that, strain 
Tocomotive operation can largely lie controlled 
liy two rnen fri the cab of a self-contained mobile 
plant, whereas Electric opcrnliuii—ns frequently 
dein cjji!- itrated in lIh j Greater New York district—- 
is dependent u|>on the co-ordinal ion and eu-opera- 
lion of a comparatively large and acatiered 
amount of power plant, roadway anti hulling stock 
supervision, operation, labor, machinery and 
equipment 

“ It itas [jften been shieI that the average ’■team 
locomotive ciigiiK-mau does not want L big engines ' 
and (liat lie prefers the old ‘lea pot," That has 
not been my experience mi any railroad, cither 
in the United States or Canada, ns ihc average 
railroad engineer and 15reman take ju*t a* much, 
if not more, pride in being assigned la a new 
and modern piece of machinery, as any saiintiary 
power plant or steamship engineer, irveti with 
the usual ‘baby troubles 1 and f grief’ tint I have 
to be gnac through in the adoption of a new 
type of locomotive. To show the general interest 
ntfently manifested in the ‘Horatio All end I 
quote a letter dated Cleveland, Ohio, November 
17, lil24, from Assistant Editor Jolm F. Welch 
nf the Brotherhood of Locomotive Kngi 11 coring 
Journal: 

“‘The new hi git pressure locomotive which ymi 
designed for the IX & H. ? is rather interesting and 
I am sure the readers of our pub I i eat inn would 
enjoy, as well as he benefit ml hy an article on 
this subject” 

“ The rCEil fact t*. that with few except iona, 
railway employes like tr 1 su-c tlioiv roads nod 
equipment * keep 111 the head-end and not nt the 
tail-end of the process ion, 1 Railroad men in 
general are nt ihe most *1 oiling mid scanned 
quality, as well as armor-clad and poppor-litied. 
This is demonstrated dally hy Ihe manner in 
which the Nat ion’s rail transportation, which 
in eludes the movement of all the access i tics, 
conveniences and coin furls of life, is being 
conducted. 

”11 is also demonstrated by the manner in 
which Mn, Eumom>s, superintendent of tii olive 
power, mid his associates* have taken a difficult 
task in a new and radical piece of machinery 
such 11 s the ‘Horatio Alien 1 and so success fully 
put is ini a com minion. 

“ Before concluding my remarks, I wish to re¬ 
call full tribute to .j. EE. Maiming, former super 
intend Put of medJve flower fnr The Delaware and 
Hudson Company, mid (« Consulting Engineers 
Frank J, Cole and C, 4. Mellin of the American 
Locomotive Company* who were of great assist- 
alien lu working out the details of the Mieratio 
Allen/ and all of whom f very much regret have 
since passed mi lo flieir great reward/* 
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Builders of the “Horatio Allen” Defend the Steam 
Locomotive as Against its Electric Rival 


N introducing the next speaker, Colonel 
Louise said: 

“ I think very often as we look over advertise¬ 
ments in the magazines and books and read the 
names of large or small corporations, we fail to 
realize the elements of that corporation. We 
fail to visualize the great number of human 
beings, men and women, whose co-ordinated efforts 
are really the heart and soul of the corporation. 
Much has been said today of the designing of 
the ‘lloratio Allen * .and of the men who in the 
future will operate it and I think there are others 
to whom we l should give a thought and that is 
the great number of men engaged in the construc¬ 
tion, the men who as loyally and as courageously 
as any of the others have devoted themselves 
inspiringly to that work.” 

It was with pleasure that he then introduced 
J. G. Blunt, representative of the American Loco- 
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motive Company, the builders of the ‘Horatio 
Allen.’ He was present in place of Mr. Ennis, 
pr csident of his company, who was detained at 
home by illness, and read the notes Mr. Ennis 
had prepared, which were, in part, as follows: 

“As we look at this new unit of motive power, 
those of us familiar with the development of the 
locomotive, will without doubt admit that in all 
its fundamentals, it is very similar to the original 
‘ Stourbridge Lion/ introduced by Mr. Allen. 
True—it is much larger, more powerful, but the 
motive fluid is the same, generated and applied 
in much the same manner. We wonder for a 
moment, just what progress we have really made 
in a century’s time. 

“Advocates of electric power for railroad trans¬ 
portation, as well as stationary power plant 
engineers, point with pride to some of the records 
of their achievements, and for some time have 
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scorn fully tnhl of the iituflfcieiicy and waste! ul- 
(hjkh oF the steam locomotive. Notwithstanding 
siTI these tritlviaTiiM, l he steam locomotive coli- 
1 isii iil-s to Tut ei] (he railroad traffic of Use country, 
is constantly doing it more economically, and for 
iunity years to cmuc wjJI continue to do wo. It 
is lviii: that the thermal efficiency of (he steam 
Icrf-oiunlive U not high, but it is steadily improv¬ 
ing,, and nn cum of experience duren say <3tat (lie 
limit Inin been reached, or ill at at 3 possibilities 
of improvement have been exhausted.! 

The Hiram locomotive has always been handi¬ 
capped Isv ooTidilions existing outside of the mu- 
chine itself. Even the ‘Stourbridge Lion T was 
I no heavy for the rails. Today we find ourselves 
limited ns (o weight—we are confined within 
certain iliiii elisions of height* width and length, 
nnmi of which are ample—and all because we 
lutvi! a moving power plant, that mint ke- avail- 
aide mulcr all conditions of weather,, and that 
in iihL move over any pari of the railrund system 
on wind i il operates. 

“ The stilt Eon ary power plant is seldom limited 
hy material conditions ns to size. Usually there 
is a in pie nan a for it and the boiler with its lire’ 
b<-x ean he made just as large as Us designer 
desires. It is kept in a building especially de¬ 
signed for it, where it will he snog and warm, 
and it is never enlled upon to go out on a cold 
stormy night and make a. division, 

^■fdonnu locomotives, handicapped as they nre, 
in service today, show SOHO to 3300 horsepower 
within a cross sectional area of kid square feet. 
This means a boiler mid firebox above the wheels* 
with in the height eh' fifteen and a half feet, and 
md over ten and a half feet wide s that will pi'O’ 
dintro and maintain this horsepower. 

‘‘The ‘ Stourbridge Lion f hud a small firebox 
and grate, yet in proportion to work done it was 
much huger than in the locomotive before you. 

“ Where eke than in the steam locomotive do 
we find three thousand indicated horsepower 
produced from only seventy square feet of grate 
iilea f And yet with these necessarily high rales 
of combust ion, the coal rates are not abnormally 
high. At lower rates, (lie steam locomotive will 
Compare very favorably with modern stationary 
plants. Xmr, condensing locomotives are pro¬ 
ducing un limTicalcd horsepower for one hour on 
tw» pounds of coal. Even at the drawbar they 
give a Jiorfu'pnwcr fur two and one half pounds. 
Where else do we fluid such records along with 
such severe conditions. Locomotive designers 
are ecufronted as. never before with limitations 
that absolutely prevent economies otherwise pos- 
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sihlc, but even so are not discouraged, but con¬ 
fident dial (here is yel opportunity for r elinc- 
JMciit and further progress. 

“ Put it is not necessary that we defend the 
locomotive today. Its record stands and it has 
been a faithful servant. 

u Wc arc here for two purposes* The first is 
to honor that able engineer, Horatio Allen, who 
foresaw the future of rail mo live power of the 
vomit ry for a century ahead, and whose judg- 
nunit was respected by The Delaware and Hudson 
Company to the extent that they placed it iti 
his 1 mnds to select and supervise t Ho in stall a- 
lion of the first steam locomotive for its railroad. 

** Hut wc arc here also lo congratulate you* 
.Mr, Loree, and your associates, not only on this 
excellent piece of machinery that stands before 
you, but on the foresight and pr< greasivenesa 
tliat made this possible. This is not the first 
contribution nf much value that you have made 



THE, "STOURBRIDGE LION" 


toward economics tu railroad operation, and you 
have always shown a keen desire to advance the 
art of railroading. 

“The new 1 Horatio Allen* is. u daring piece 
nf engineering It utilizes n higher steam pres¬ 
sure than ever used before vn locomotives in this 
country, 'Hie boiler des : gn is therefore novel, 
and Hie test results of this locomotive will con¬ 
tribute data, heretofore unavailable, that will 
widen our knowledge considerably. The locomo¬ 
tive, itself, is a step forward. We are proud to 
be associated with you in [he development of 
this work. We claim no credit, except mg that 
due to an honest elfort to give good workmanship 
and material. 

(< For whatever this locomotive accomplishes— 
for its advanced design, you acid your associates 
are responsible, and to you the credit belongs.” 

■January 
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<f The Locomotive is the Heart of Transportation •/* 
Declares I. C. C. Inspector Pack .* 


A tJ. PACK, chief inspector, Bureau of Loco- 
motive Inspection of the Interstate Com¬ 
merce Commission, was tlie last speaker. 
Thc christening of the 1 Horatio Alien 7 he com¬ 
mended as n worthy tribute to the one who did 
so much in the interest of fransporLntitm and 
of civilization. 

“The b cu motive,’" he said* 14 is the heart of 
transportation, therefore, the heart and soul, so 
to speak, of our present railroad system; wit li¬ 
mit Locomotives in good condition tho rail roads 
cannot. properly hi net ion, 

“About one hundred years ago the stage 
couch* horse-drawn wagon, canal boat, and sailing 
ship were the only means of trailaportatmil which 
was of necessity slow ami cumbersome. Cities 
a ml coin muni Ues in those days were dependent 
upon the immediate surrounding country for food 
and file necessary miufarta of life. Today every 
village and every hamlet draws the things neces¬ 
sary in bringing comfort and happiness from the 
entire world. This lias been made possible by 
the evolution of L:*nasportation methods from the 
nN-drawu cart and the stage coach to the com¬ 
plete, complex and remarkable railroad systems, 

“The evolution of transportation methods and 
of tho remark able railroad systems has been 
wonderfully rapid and perhaps no single indi¬ 
vidual 1ms contributed to the development of the 
hu-mneliw and of the railroads than did flo ratio 
Alien. History records the fact that he went In 
England to study the locomotive and how biter 
he operated the f Slaurbridge Lion/ the first 
locomotive ever put in use on the Am erica a 
continent. His description, of the memorable 
run seems to re licet his courage and ability* 
which I do not believe can Ik: hotter described 
I ban by using his own languages 

“•The line of road was straight about Ob 
feet, being parallel wilh the canal, then crossing 
the Luck ei waxen creek, by it curve nearly a quar¬ 
ter of a eirele long, of a radius of 750 feet, nn 
trestle work about thirty feet above the creek 
and from the curve extending in a line nearly 
straight into the woods of Fcnnsytvania. The 
road having been built of timber in long lengths, 
and not we]I'aeasoiled, ei-me of the mils w&ic not 
exactly in their true position. Under these cir¬ 
cumstances the feelings of the lookers on became 
general that either tlie road would break down 
under the weight of the locomotive* or if the 
curve ahead was reached, that the locomotive 
would not keep flic track, and would dash into 
tlie creek with a fall of some thirty feet. When 
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the si emu was of high pressure, and all was 
ready, I took my position on the platform of the 
locomotive alone and with my hand oil the 
throttle-Valve Said: If there is any danger in 
this ride, it is not necessary that Uie life and 
limb of more than one should be subjected tv 
danger, and felt that the time would come when 
I should look back with great interest to the 
ride then before me. The locomotive having no 
train behind it, answered at once to the move¬ 
ment of the valvej soon the straight line was 
run over, tlie curve was reached and passed be¬ 
fore (here was time to think as to its being 
passed safely, and soni I was out of sight in the 
three miles ride alone in the woods of Pennsyl¬ 
vania.’ 

“ Through the genlusncss of men. things 
miraculous have been accompli shed as if directed 
by the hand of Providence. Almost with n Hie 
memory rf the present generation the number 
of locomotives have increased from nothing in 
the Continental United States of America to over 
70.CC0, and the railroad trackage has increased 
from m thrng to over 2G5,0011 miles of main line 
upon which arc employed more than 2,000,000 
men and women. 

“From the ‘Stourbridge Lion/ with its cyl¬ 
inders of seven and si half inches in diameter and 
its tractive effort of a few hundred pounds, loro- 
motivrs developed until today wo have before 
us this mighty machine, now being christened 
in the name of * Horatio Allen' and in horn r of 
his memory, carrying 3.iff pounds steam pressure, 
using it expansively and the second time before 
it is finally released sue] Inst, and which develops 
70,COO pounds tractive effort working compound, 
and 00,000 pounds working simple 

L ' Who knows but what future generations will 
continue Hus great progress until our methods 
and practices may seem as antiquated and ns far 
out of date as we now view the railroad and Inco- 
motive constrnetion as in the days of the 4 Stour¬ 
bridge Lion.' 

4 ‘ Every man who performs service on the rail¬ 
roads m contributing something to their develop¬ 
ment mid to the advancement of civilization^ 
therefore, we should perform our tusks, what¬ 
ever inav be our lot, to the uttir st of our ability 
Hud with a single eye to the purposes to be 
accomplished. 

14 The world will not stand still; progress cam 
not stop; it must advance or ret regress. As long 
ns man continues to be fl restless being and is 
ambitious to serve a more useful purpose in life, 

teven feert 
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radical changes will be developed that will change 
their entire line of thought and action as they 
have in the generations gone by. It is through 
the exchange of ideas and experiences that has 
developed and will continue to develop the best 
there is in the human brain. It is through asso¬ 
ciation with the people in the different walks of 
life and in the different climes that we learn of 
their ambitions and desires and arrive at a better 
understanding of their aims and objects. 

“ Such occasions as we are today privileged to 
enjoy are of value only when they serve to imbue 
men and women with the desire to accomplish 
bigger things and render greater service. The 
christening of this locomotive and dedicating it 
to the service of mankind will be recorded in 
history and future generations will profit by our 
experiences. Therefore, let us expect that the 
fondest hopes of its designers and builders may 
be fully realized that our children and children’s 
children may continue to advance.” 
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Here are two photographs of the Horatio Allen that are in the Alan G. Dustin Collection of the 
Carbondale D&H Transportation Museum. 

D&H No. 1400 Horatio Allen 



D&H No. 1400 Horatio Allen 
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D&HNo. 1400 Horatio Allen 
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During the 1927 annual inspection tour by the Board of Managers of the property of the 
Delaware and Hudson Company, which began on June 2, 1927,the managers had a first-hand 
look at D&H engines No. 556, No. 1112, No. 1400, and No. 1401. Here is the account of their 
tour, as published in The Delaware and Hudson Company Bulletin of July 15, 1927, pp. 219-221, 
225: 
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tM>anagers Mai 

rip Includes , Among Other Things, An 
nie and an Entertainment by TThe 

A PART from lin-ir -omewhnt rout hie inspec¬ 
tion of the property of the Company* the 
members of tlie Board of Managers of The 
1 Je(awure and Hialso i i t ompariv. w ho mad e 11 tcti‘ 
annual tour of the roari beginning Thursday,, 
June 2, had, and no doubt enjoyed* the opportu 
uiiy i>i seeing at first hand some of the unusual 
accomplishments of our mechanical department 
employes and the privilege of being entertained 
by others at a musical red tab The directors' 
party, headed by Pbesipent L. I’. Low Fit:, ind tided 
CouxBr.ivJf Vanderbilt. R. C. Dkuyn, John 1\ 
Pu att and J. W. Mbttler. Members of the stall 
of Cor. on Hi, J r T. Lgreie* vice-president and gen¬ 
eral manager, accompanied the party sts did cli- 
yUjqii officials on tlieir respective divisions. 

At C-donie there wlih displayed for ifisitfttion 
locomotives N os. 55(3 and M12 rebuilt at the 
local shops, together with the John U, Jervis, oi 
No. HOI* a near model of the Horatio Allen, No. 
1401). The No. 5513, passenger type 44-0, t'ln-^ 
D-3-R, hud just been completed, having received 
* IrtsS S3XTT repairs. It embodies many new 
features,, first among which to attract the eye, 
perhaps, is its jacket of Delhi stainless steel 
which, with nickel-plated fittings and polished 
motion woi'ikr make it a "thing” of beauty. It* 
equipment include-^ a new design engine truck 
with outside journal boxes, now Aleo lateral mo¬ 
tion device and power reverse gear, hyInstil! steel 
frames, etcetera. Roller pressure hog been set at 
21J pounds; its cylinders are 22 r ' by 20"; drivul'.-, 
03"; tractive effort, 34,1)00 pounds; weight on 
drivers. HJO.OQO pounds; weight oil trucks. 48,000 
pounds: weight of engine, 20S.0QQ pounds; and 
weight of engine and tender, 343,00U pounds. 

koto motive No. 1112* freight type 2-8-0* Class 
K-5-A, has a boiler pressure of 275 pounds, and 
is also equipped with Aleo engine truck with out¬ 
side journal boxes, lateral motion device and 
power reverse gear and other special applications. 
Tis boiler is new throughout and has copper 
throat, due ami dooi‘ sheets, The tender, sup¬ 
ported by a steel under frame and new ijVj" by 
12" trucks has a water capacity of 12,000 gal- 
Ions. Other specifications are as follows: 

Cylinders, 24 Vi" by 52"; drivers* 1)3"; tractive 
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\e Annual Tour 

Inspection of Locomotives Rebuilt at Colo- 
Delaware and Hudson Glee Club 

effort. 7! ,000 pounds; weight oil drivers* 272,000 
pounds; weight of truck, 29,500 pounds; weigh! 
of engine* 301,500 pounds; and weight of engine 
anti tender, 474,500 pounds. 

Locomotive No. 1401, freight type 2-3-0, Class 
K-7, was Ij Ej Lit in the American Locomotive 
• Work-. Schenectady, (luring February last, and 
its 6|>ct i0ciitions are as follows: Boiler pressure, 
400 pounds; cylinders, 224:1" and 38 %*' by 30"; 
drivers, 57"; tractive effort—compound, 70.300 
pounds; com pound. itSj booster, ? 8,300 pounds; 
simple, 8-1,300 pounds; simple*, with booster, 102,- 
300 pounds; weight ojl drivers, 295,000 pounds; 
Weight on trucks, 41,500 pounds; weight oi en¬ 
gine. 330.500 pounds; and weight of engine ami 
tender* rt0t),500 pounds Hs auxiliary locomotive 
has a pressure of 400 pounds; cylinders, 9 by 12"; 
J rivers, 36"; tractive effort,. 18,000 pounds; and 
a gear ratio of to ], 

On Hie sonm evening* the members t-f the Board 
were entertained in the recreation room at the 
Green Inland ear shop by The Delaware acid Hud¬ 
son Glee Club. The program opened with (he 
singing of “ John Reel * r mid *' The Bells of Ki. 
Mary's “ by Edwa&i> Dimjqn and the club. Other 
numbers were as follows- * The Moon Drops 
Low/’ by H. T. LaPkrche; £; The Rouge Bos¬ 
quet” and “ Corn be Id Melodies/ 1 by the dub; 
selections by The Delaware and Hudson quar¬ 
tette; “Twilight fo J Dreamin'/' by the club; 
” Song of the Vagabonds/* by John Crowley 
and the dub, selections by \V. F, SueejiaN; and, 
in ecuiclu-sion* <r A Little Close Harmony” and 
“Coin' Home/ 1 by the club, 

PRESIDENT Loree personally introduced " The 
Rouge Bosquet/’ explaining that following The 
Delaware and Hudson Athletic Association’s an¬ 
nual show in 1924, during which the cast sang 
“ Friends of Yesterday/' as a veiled tribute to¬ 
ll ie memory of the late Lowell Kenney, statis¬ 
tician for operations, hr had commissioned H. Q. 
Osgood* editor of The Courier, of New 

York City, to compose a musical number for The 
Delaware and Hudson Glee Club and this Mr,. 
Osgood had done, using Joyce Kilmer's poem, 
” The Rouge Bosquet." Mr. Osgood died sud¬ 
denly shoi 1 ly after completing the work. As a 
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Locejiiuiivsj iht- Board of Manaser* in&pecltd at Colon i*. No*. IT12 and I 


tribute lo the glee club and in memory of Mk, 
Kb&ctey, whom he dianu:tcrLined us <# «nus of the 
most popular and promising young officials on 
the railroad,” and .Mr. Osgood, lie rec] nested ih;ii 
the audience rise and renin in standing during tin.: 
singing of the ineimiriul, tin: words of which sue 
as follows: 

In a wood they call the Rouge Bosquet 
There is a tiew-made grave* today, 
liullt i)y never n spade nor pick 
Yet cover’d with earth ten metres tlilth. 

There lie many fighting men, lie dead. 

Read 3n their youthful prime 
Never to laugh nor love again. 

Nor taste the summer time 

For death easne Ilyins thro’ the air 

And stayed his JlEsht at the dug-out stair; 

Touched hi hi prey and left them there. 

Clay to clay. 

He hint their bodien stealthily 
in the soil they Bought to free, 

He ht-l their bodies stealthily 
Ancl fled away, 

N'fiw over xhe grave, abrupt and clear. 

Three volleys ring: 

Perl laps their brave young spirits hear 
The bugle Bug, 

"Go to sleep, Gi> ut si Cup, 

Slumber well where the ^be-lt screamed and 
fell; 

I.et your rifles rest on the floor 
Wui will not need them any more. 

Ranger's past. Now at last 
Go to sleep." 


There Is oil earth no worthier grave 
To hold the bodies nf the brave, 

Than tills place of pain and pride 

Where they nobly fought and nobly died. 

Never fear but in the sskles 
Saints and angels stand, 

Smi|inf? with their holy eye-* 
t.'pon this hew-come band, 

Saint Michaels sword darts through tin* air 
To touch the aureole on his hair 
As he sees them stand saluting there, 

Mis slat wart :?osi* r 

And Patrick, Bright, Colmnkll, 

Rejoice that In warriors still, 

Thai in the veins of warriors 
The Gael's blood runs. 

And up to Heaven's doorway jInals 
From Rouge Bosquet 
A cloud of silver bugle nntes 
That softly say, 

Fa ]“e w el k: Farewel I! 

Comrade.-? mu?, born anew, peace to you! 

For your souls shall be where (be heroes are, 
Your mem'ry shine like the morning star, 

Brave and dear, Shield us here, 

Fa rewell [ 

Oh brave and dear, 

Fart wel I, farewell: 


flue incident of the trip, in particular, should 
bo related here in sonic detail because of its im- 
!isLial linnmu interest: Alionth the «toi-v bus 
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Caption on the two photos given immediately below: 


Locomotives the Board of Managers inspected at Colonie. Nos. 1112 and 556 were rebuilt at the 
local shops; the third (center) is the John B. Jervis, No. 1400 

Page 220 (left side of 2-page photo): 
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uilt at the local shops ; the third (center) is the John B. Jervis, No. 1400 
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“ Each year, for the 
past twenty years,’’ 
says t lie Age, the 
Pullman Company has 
loaned the services of 
Joseph W. Price, one 
of its star porters, to 
the president a n d 
board of managers of 
The Delaware and 
Hudson Company on 
their annual trip of 
inspection. And for 
twenty years in June 
of each year, when the 
request came for his 
services, * Joe,’ a s 
everyone calls him, 
has laid aside his 
Pullman uniform, 
kissed his , family 
goodbye, and for seve¬ 
ral days became the 
temporary employe of 
another corporation, 
but a corporation 
equally as affluent. 


York Age that we 
quoting therefrom. 



"JOE" PRICE 


so well told in the New 
lake the liberty of 

w 


“ Indeed, The Delaware and Hudson Company, 
with its vast network of railways, its hotels and 
its rich coal mines, could easily measure financial 
arms* with the nationally known Pullman Com¬ 
pany, if corporations were given to the habit of 
battling each other. But since this is ordinarily 
not the way they do business, one can only 
theorize on the subject. However, the men who 
comprise the board of directors, or managers, of 
a company, are good indexes of that company's 
affluence. The men who compose the board of 
managers of The Delaware and Hudson Company 
are no exception to this rule. 

{t The annual inspection trips of the president 
and board of managers of The Delaware and Hud¬ 
son Company has been a feature with the cor¬ 
poration ever since 1S41. Besides the executives, 
the party is always composed of one or more per¬ 
sons of prominence. On the inspection trip made 
in the year mentioned, Washington Irving was 
a guest. The corporation was then known as The 
Delaware and Hudson Canal Company, its trans¬ 
portation business being done by water. Today 
it is one of the richest railway and coal-produc¬ 
ing companies in the United States. 

“ In 1907, Leonor F. Loree, the present incum¬ 
bent, was elected to the presidency of the Com¬ 
pany. Tn June of that year, he made his first 

(Concluded on Page 225) 


Jo, 1<)2 " 
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Page 221 (right side of 2-page photo) 















c TUCanagtn Make Annual Tour 

(Continued from Page 221) 

inspection trip. The late ‘ Bob ’ Madison, who had 
charge of the employes on the trip, selected ‘Joe* 
Price as one of the crew for the tour with the 
new president. * Joe * has made the trip each suc¬ 
cessive year since. He is the only one of the em¬ 
ployes alive today who was on that first tour. 
And he and- President Loree are the only two who 
have made the trip regularly each year. 

“So on Sunday afternoon, June 5, when the 
party, which had left New York on Thursday, 
June 2, was on its return trip home, Mr. Loree 
sent for Price. 

“ Price was rather surprised at the summons, 
for he was in charge of the private Pullman, and 
as the party was at luncheon, he couldn’t think 
what the President wished of him. However, 
he presented himself in the dining room of the 
President’s car. 

“ On his entrance, Mr. Loree tapped the table 
lightly with a silver knife which employed as a 
gavel. 

’* * Gentlemen,’ said he. ‘this is Joseph Price, 
who has been making the annual trips with us 
for the past twenty years, and his services have 
always been of the highest type. He is one of 
the Pullman Company's high grade porters. The 
only bad feature is that he goes on the retired 
list soon.' 

“Addressing ‘ Joe/ he said, ‘ Price, on behalf 
of the board of managers of our Company, I pre¬ 
sent you with this gift as a slight token of our 
esteem and appreciation of services rendered on 
our inspection trips.’ 

I he gift was a Ball gold watch, on which was 
engraved the following: ‘To J. W. Price: In 
appreciation of Services Upon 20 Annual Inspec¬ 
tion Trips. Delaware and Hudson Company— 
President and Board of Managers.” Then fol- 
1< wed the names of executives. They are: L. F. 
Loree, Cornelius Vanderbilt, It. C. Pruyn, W. II. 
Williams, H. D. DeForest, C. S. Weston, P. H. 
Stewart, E. H. Outerbridge, E. R. Harriman, J. 
T. Pratt and J. W. Mcttler. June 2nd to 5th, 
1027." 
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On the same evening, June 2, the members of the Board were entertained in the recreation room 
at the Green Island car shop by the Delaware and Hudson Glee Club. 
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On page 221 in the report given above of the 1927 annual inspection tour (p. 130 herein) there 
are two paragraphs that merit special notice because they contain especially interesting 
information about the D&H annual inspection tours that is not widely known: 

1. Pullman Company lends its star porter to the D&H annually for the D&H inspection tour: 

“Every year, since 1907, the Pullman Company has loaned the services of Joseph W. Price, one 
of its star porters, to the president and board of managers of The Delaware and Hudson Company 
on their annual trip of inspection. On the return trip to New York City from Albany on June 5, 
President Loree, in the dining room of the President's Car, presented Price "with this gift as a 
slight token of our esteem and appreciation of services rendered on our inspection trips."The gift 
was a Ball gold watch on which was engraved the following: 'To J. W. Price: In appreciation of 
services Upon 20 Annual Inspection Trips. Delaware and Hudson Company—President and 
Board of Managers.' Then followed the names of the executives. They are: L. F. Loree, 
Cornelius Vanderbilt, R. C. Pruyn, W. H. Williams, H. D. DeForest, C. S. Weston, P. H. Stewart, 
E. H. Outerbridge, E. R. Harriman, J. T. Pratt and J. W. Mettler. June 2 nd to 5 th , 1927.' " (p. 225) 


2. D&H annual inspection tours always have one or more persons of prominence on the tour: 

“The annual inspection trips of the president and board of managers of The Delaware and 
Hudson Company has been a feature with the corporation since 1841. Besides the executives, the 
party is always composed of one or more persons of prominence. On the inspection trip made in 
the year mentioned, Washington Irving was a guest. The corporation was then known as The 
Delaware and Hudson Canal Company..." 
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No. 1401: 


—the John B. Jervis; christened in 1927; ran for only 83,021 miles 

Here is the official portrait of No. 1401 that is presented in Motive Power, Passenger, Freight 
and Work Equipment, 1926-1936, p. 31: 



JOHN B. JERVIS 


Built by American Locomotive Company in 1 927. Type 2-8-0. Gauge of Track Cylinders, 

Diameter High Pressure Z2 l 4 v t Low Pressure 38 y t ". Stroke 30". Driving Wheel Diameter 57". Boiler, Water 
Tube Type, Diameter Pressure 400 Pounds. Lire Box, Length 152", Width 77%". Tubes, Super¬ 

heater 52. Diameter 5 }/j ", Length 15'0'L Regular 101, Diameter 2", Length 15'G". Wheel Base, Driving 
1 S'O". Engine 29 r 0" r Engine and 'lender 74'] 1 Yz**. Weight in Working Order: Leading Truck 41500 Pounds, 
Driving 295000 Pounds, Engine 33 6500 Pounds, Engine and Tender 553 400 Pounds. Fuel. Bituminous. Heat¬ 
ing Surface: lubes 788, Flues I t ! 6* Fire Box 1150, Arch lubes 67, Total 3121 Square Feet, Superheater 
700 Square Poet. Tractive Power: Simple at 400 Pounds Boiler Pressure 85 800 Pounds. Com pound at 400 
Pounds Boiler Pressure 71600 Pounds. lender Booster at 400 Pounds Boilet Pressure 16200 Pounds. Tender 
Capacity, Water 12000 Gallons, Fuel 16 Tons, 
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Here is a photograph of the John B. Jervis that we downloaded from Facebook on October 13, 2014: 



D&HNo. 1401 John B. Jervis 
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No. 1402: 


James Archbald 

— Alco, 2-8-0, April 1930; ran for only 54,108 miles 

The James Archbald is the cover photo on the May 15, 1930 issue of The Delaware and Hudson 
Railroad Bulletin: 
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There is also a substantial article on the James Archbald in the May 15, 1930 issue of The 
Delaware and Hudson Railroad Bulletin, pp. 151-153, 157-158, titled “Efficiency on Wheels.” 
Here is that article: 


The Delaware and Hudson Railroad Bulletin 

* 

Efficiency On Wheels 

Locomotive 1402 * With 500 Pounds Steam Pressure and Special AUo\? Steel Parts 
Reducing Weight, Develops Tremendous Power With Lore Fuel Consumption 


I N' introducing Delaware and Hudson Locomo¬ 
tive No* 1402, named James Arc/tfjafJj to oili: 
readeta it may be of interest to sUmmarisse 
rapidly the development of this class of power and 
the underlying motive therefor, 

A little more than five years have slipped by 
since the lioratia Allen, otherwise known as 
Delaware and Hudson Locomotive No. 1400* carry¬ 
ing a boiler pressure of 350 pounds per square 
inch,, became the outstanding pioneer example of 
the steam locomotive designer's skill of that time* 
The Butlctiy. of January 1st, 1925, describes in 
detail the ceremony attendant upon 13ie christen¬ 
ing of the new* locomotive. 

During the score of years immediately preced¬ 
ing this event changes had been taking place in 
the design of so-called “conventional" types of 
locomotives in an heroic effort by the designers 
and builders to stem the rising tide in favor of 
electrification of main-line tracks. Proponents of 
the newer method, of propulsion were stressing the 


7 per cent maximum over-all efficiency with which 
the locomotive engine transformed tlie Available 
energy in a lump of coal into useful Work at the 
rear drawbar of the tender j meanwhile emphasiz¬ 
ing the SO to 90 per cent efficiency of the electric 
locomotive. Without going into a lengthy dis¬ 
cussion of cost of power house equipment, trans¬ 
mission losses and interdependence of operation 
in emergencies, suffice it to say that the Delaware 
and Hudson management has always felt that, aa 
Piiesiuext Lobee said at the Agents 1 Meeting last 
fall, "—the whole future, from our point of view, 
is with the steam railroad.” 

Let us return for a moment to the 7 per cent 
efficiency of the locomotive. When it is considered 
that el maximum theoretical efficiency of about 
15 per cent is all that is possible, it will readily 
be seen that, if we increase flic neitml efficiency 
but 1 per cent that will represent an improvement 
of one eighth of what is ffteoreficattj/ attainable 
hut which is never reached in actual operation* 
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By resorting to the use of super heaters, feed- 
water heaters* power-driven stokers and other de¬ 
vices it bus been possible to build locomotives of 
enormous si&c, the overall efficiency of which has 
been reported to be ns high as 8 per tent. 

An easier way of achieving the same result is 
to increase the steam pressure and take advantage 
of the possibilities of using the same steam ex- 
panstVelv in more than one stage or cylinder. In 
Europe compounding lias been practiced for many 
years. The multiple expansion of the steam from 
a small cylinder to a larger one* through an in¬ 
termediate receiving chamber is much more 
efficient than exhausting directly out of the smoke¬ 
stack after the initial expansion. 

With the general adoption of the superheater 
about twenty-five years ago American railroads 
generally discarded the compound principle In 
order to rid themselves of the then excessive cost 
of maintaining locomotives of this type. Today* 
after over a score of years of development* de¬ 
signers and builders agree that the compound type 
with a higher pressure boiler offers the surest 
solution of the problem of producing greater 
efficiency of operation. 

Since bo tier pressures in excess of 230 pounds 
per square inch are rare in America, the three 
Delaware and Hudson locomotives 1400* 1401* and 
1402, named in order Horatio AfJen, Job ?t /?. -/cr. 


tug., and Julies Arch 1mW, are noteworthy because 
of their pressures of 350, 400. and 300 pounds, 
That the first two have been in successful opera¬ 
tion for five and three years, respectively, should 
remove them from the experimental class. They 
are accomplishments. 

The James Are/t&nta/ is very appropriately 
named after the man to whom was entrusted the 
task of first improving the Delaware and Hudson 
Canal and the Gravity Hail road ao as to increase 
its capacity. Starting as a contractor in the 
Construction of the Erie Canal, Mr. Archbald later 
rose to the presidency qj" a western railroad. 

In appearance ff the 1402 s * m art improvement 
over her predecessors, the jacket extending from 
the cab to the front of the smokebox in an un¬ 
broken line. The smokestack and bell are thus 
completely hidden from view’ from the sides and 
rear, Following the precedent established on 
locomotives dbl and 632, the headlight is placed 
in a recess in the smokebax front. Sixty-three 
inch driving wheels of high tensile ^steel should 
permit faster operation than is permissible with 
the earlicT engines of this class equipped with 
fiftj-seven inch drivers, and still allow the piston 
speed to be held down to a desired maximum. 
Although the engine is of the Consolidation type 
(2-8'0]i and not intended for high speeds, the 
counter-balancing of the driving wheels is calcu¬ 
lated for 7 > miles per hour r 



Although Lit Tractive Erfaxi (with Boottei) it 102, $00 tb?, the I 
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The ruggedness of the machine is strikingly 
apparent upon an inspection of the cast nickel 
steel guides and the crossroads which carry 
JBecker wrist pin a. Outside bearings are used on 
the engine truck. All driving axles and crank 
pins are of nickel ateel, while the piston hands 
and solid piston rods are of high tensile stecL 
Weight limitations, which prevent increasing 
bearing sizes* necessitate tlie use of a higher grade 
of material than is generally used in locomotive 
construction. 

Illuminated number plates are mounted below 
the running boards above the cylinders. The 
pneumatic quick-acting bell-ringer actuates the 
clapper only, the bell remaining stationary ex¬ 
cept In emergencies when hand operation takes 
place in the usual manner. Air operation also 
controls the steam whistle, although it may he 
manually operated if desired. 

Because of the pressure of 500 pounds per 
square inch against which it is necessary to force 
water into the boiler, and because of the high 
temperature of the steam used for its operation, 
the first lion el metal inspirator cast in this 
country Is used on the new locomotive. This in¬ 
spirator, of £,500 gallons per hour capacity, acts 
as an auxiliary to the Dabeg mechanically driven 
feed-water pump, which is directly connected to 
the left crosshead. 


A new design of Weatinghouse cross-compound 
air compressor is used. This has a high pressure 
steam cylinder of only seven and one-half indies 
diameter as compared with eight and out-half 
inches in the regular design of 150 cubic feet per 
minute capacity. The decrease is possible because 
of the high pressure of the steam even after pass¬ 
ing through a five-sixteenth inch choke between, 
the governor and the pump. Exhaust steam from 
the compressor is carried to the condensing reser¬ 
voir of the feed-water pump instead of exhausting 
it up the stack as is usually done. 

A 6-feed force-feed lubricator delivers oil Into 
both the top stud bottom of the cylinders as well 
as in the valve chambers. It also feeds oil to the 
main driving boxes. The remainder of the driv¬ 
ing boxes arc grease lubricated. The guide oil 
if cups ” are in reality reservoirs cast into the 
guide bars, A hydrostatic lubricator in the eab 
supplies lubrication to tlic intercepting valve r 
steam end of air pump, booster and drifting valve. 
There is also a fiange-oiler of the pendulum type 
for lubricating the flanges of the driving tires to 
prevent wear on curves. 

The moat vitally important part of the locomo¬ 
tive h the boiler which must safely hold steam 
under a pressure of 50ti pounds per square inch, 
It is built almost entirely of nickel steel and has 
a water-tube fire-box simitar to the 1-dOO and 140L 
(Continued on page 157 J 



e Weight bur 356,000 lba. r 300.0OO Being on Lhe Driven 
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(j^c/encjj On Wheels 
[Continued from j>ase 153) 

Thig consists of a series of Longitudinal nickel 
steel drums at the top and lottom. connected ly 
rows of vertical tubes through which the water 
circulates at a very rapid rate, being transformed 
into steam as It reaches the upper row of drums. 
Additional heating surface is hi rn is bed by the 
flues as in any Locomotive, 

While a steam pressure of S00 pounds seeui9 
high to moat railroaders, it should be noted that 
there are in operation in Europe locomotives 
carrying 800 to 900 pounds in dual-pressure boil’ 


instrument board* Tic temperature and pressure 
of the steam at various stages of its passage from 
the boiler to tie stack, the feedwater temperature 
and pressure, the cut-ofT and speed-recorder, and 
the various air pressures are all available from 
the instruments. The extension handles from tbo 
cab-turret valves arc brought hack to on auxiliary 
board which is marked to show the purpose of 
each valve. All Steam pipes, which must be extra 
heavy to witlistand the high pressure Steam, are 
heavily lagged to avoid danger of burning the 
crew. Extension handles on the gauge cocks make 
them readily accessible. The ustja.1 throttle, 



In the C*b—A B<rwLtdcring si Ciujti and Valvt HidJtfc* 


era. There is also now being constructed a loco¬ 
motive which will carry 3,300 pounds pressure in 
its boiler, 

Among the special provisions made for main¬ 
taining the boiler arc two How-off valves vvEiich 
exhaust through mufflers before the steam reaches 
the atmosphere* thus lessening the noise and dis¬ 
turbance in the roundhouse when it is necessary 
to fi blow down the steam in connection with 
inspection or repair work. 

In the cab is found a bewildering array of 
gauges and valve handles. There is an even 
dozen of gauges, without counting the two water 
gauges, most of which are located on a central 


Alco reverse lever, brake, gander, and miscellane¬ 
ous valves complete the cab equipment. A 
“ butterfly type air-operated fire-door is also 
provided. 

The tractive power of the James Archbaid will 
be exactly the same as that of the other two 
locomotivesj S4.3GQ pounds as a simple engine* 
that is, using high pressure steam in loth cylin¬ 
ders. In starting a train this may be further 
increased by “ cutting in” the auxiliary locomo¬ 
tive, more commonly called the tender booster, 
which adds 1S,Q0Q pounds, thus making a total of 
102,300. This tremendous pull is exceeded by few 
road engines other than some of the giant Mai- 
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lets. Once the train is under way the booster is 
shut oil and the steam is used expansively first in 
tlie small Ti-i^la pressure cylinder f 20^x3 2 inches} 
and tlitm In the large low pressure side {3F>t&x3£ 
inches)* The tractive force then drops to 70 t 300 
pounds or less, depending on wliat is required to 
keep lhe train in motion at t.]ie desired speed. 

The fire-box which is 132x77*$ inches contains 
a grate area of 82 square feet, east steel grate 
bars of the pin-bole type being used, Tlie ash pan 
dampers arc arranged to open automatically with 
the opening of the throttle, closing when steam is 
not being “worked.* A similar arrangement is 
now in successful operation on locomotive 1114, 


Safety of operation and cost of maintenance 
must always he weighed against capacity an3 
operating expense. Experience with the 1400 and 
HOI proves that locomotives of this design are 
safe and that the cost of maintenance is not out 
of proportion to their performance on the road* 
Operating expense of the 1402 should he even 
lower than for its predecessors if the greater 
economics of the higher toiler pressure are real¬ 
ized, The earlier engines have demonstrated that 
they possess ample capacity for doing the work for 
which they are designed. They have plenty of 
reserve power, ample starting, accelerating, and 
hauling capacity. Tims jSTo. 1402 represents ibt 



Meehan L-c-ftl Driven FVcd WalctPOinp *,n.d Low Pictaure Cylinder 


To assist the fi reman in his work a steam-driven 
coal pusher is provided to “ shovel ahead ” the 
eo&l In the tender so that it will always be handy. 
Only 17^ tons of coal and 14,000 gallons of 
water arc carried, as compared with 20 tons and 
£ft»Q0ft gallons provided for No. 1401, As the two 
are to be used in the same service and on the 
same division, between Oneonta and Meehan Seville, 
tliis decrease gives an idea of the anticipated 
economy expected from the new locomotive. 

Hue to this decrease in load the tender Is pro¬ 
vided with only a four-wheeled Economy truck at 
tlie forward end while a six-wheeled “auxiliary 
locomotive F| booster supports the rear end. A 
cast steel under fra me is used on tlie tender. The 
total loaded weight cf engine and tender is H33 r - 
500 pounds of which 300,000 are on the drivers. 


next logical step in tlie development of this tyjm 
of power. It Is an outstanding example of pntieirf 
application of funds mental engineering prineipW 
iu the solution of a problem. 


<f Before you tan be forgiven for your sins/' 
eatil the kindly Tittle priest to the dying man* 
“ you must forgive all your enemies.” 

11 1 haven't an enemy in the world/' replied thv 
old Spaniard, 

H WhafcT" asked the amazed priest, who knewr 
something of the life of the dying man,—“ iw> 
enemies V 9 

“Not an enemy in the world,” replied the 
dying man, u I killed the last one day before 
yesterday.’ '—Clipped* 
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Here is the official company portrait of the James Archbald that is presented in Motive Power, 
Passenger, Freight and Work Equipment, 1926-36 Delaware and Hudson, p.32 



JAMES ARCHBALD 


Built by American Locomotive Company in 1930. Type 2-8-0. Gauge of Track 4'8 Vi”' Cylinders, 
Diameter High Pressure 20 Yi", Low Pressure 35^2 ", Stroke 32". Driving Wheel Diameter 63". Boiler, Water 
Tube Type. Diameter 68-1/16", Pressure 500 Pounds. Fire Box, Length 151-15/16", Width 77-%". Tubes, 
Superheater 52, Diameter 5 Vi", Length 15'0". Regular 155, Diameter 2", Length 15'0". Wheel Base. Driv¬ 
ing 18'0", Engine 29'0", Engine and 'Lender S0 ,] /z ". Weight in Working Order: Leading Truck 56000 
Pounds, Driving 300000 Pounds. Engine 356000 Pounds. Engine and Tender 582600 Pounds. Fuel, Bitu¬ 
minous. Heating Surface: Tubes 1209. Flues 1116. Fire Box 1048. Arch Tubes 66, Total 3439 Square Feet. 
Superheater 1037 Square F'cet. Tractive Power: Simple at 500 Pounds Boiler Pressure 85800 Pounds, Com¬ 
pound at 500 Pounds Boiler Pressure 71600 Pounds. Tender Booster at 250 Pounds Boiler Pressure 18000 
Pounds. Tender Capacity. Water 14000 Gallons. Fuel 17% Ions. 


142 





Here is a photograph of the James Archbald (No. 1402) that is in the Alan G. Dustin collection of 
the Carbondale D&H Transportation Museum. The note attached to this photograph there reads 
as follows: "D&H #1402, the 'James Archbald' third locomotive in a series of high pressure 
experimentals. Built: April 1, 1930. Withdrawn from service: 1935. Scrapped, June, 1942" 



D&H No. 1402 James Archbald 
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No. 1403: 


—the L. F. Loree : the first and only 4-cylinder, triple expansion, 500-pound-pressure, poppet- 
valved, non-articulated compound steam locomotive in the world; 4-8-0 made by ALCo, 
delivered in 1933, the only locomotive built in America in 1933 

The L. F. Loree is the cover photo on the May 1, 1933 issue of The Delaware and Hudson 
Railroad Bulletin: 
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There is also a substantial article on the L. F. Loree, titled “First in the World!," in the May 1 
1933 issue of The Delaware and Hudson Railroad Bulletin, pp.69-73, 78. Here s that article: 



First in the World! 

Delaware and Hudson Locomotive 
No, 1403, Four-cylinder, Triple - 
expansion. Non-articulated Com¬ 
pound, with Poppet Valves, has 
Hauling Capacity of a Mallet* 


P OSSESSED of the "brute strength" of a 
MalUt, yet with a modest appetite for coat 
and water, Delaware and Hudson locomotive 
No. 1403 stands forth as “something **vw under 
the sun." Named L. F. Loree, in honor of the 
man whose faith in the future of steam railroads 
has never been shaken and whose interest in loco- 
motive development has made its construction pos¬ 
sible- the M03 is the first and only four-cylinder. 
Triple -expansion, non-articulated compound steam 
locomotive in the world. 

To the railroader that description is quite dear 
but, for the sake of the other readers of The 
Bulletin, this means that; 


and thence through the throttle valve and a speci¬ 
ally designed steam pipe* to the high pressure 
cylinder, located below the cab on rhe right side. 
This pipe is corrugated to allow for expansion and 
contraction with the changes in temperature to 
which it is exposed. After having, expanded and 
pushed the piston through the length of the cylin¬ 
der, the steam then passes to the intermediate pres 
sure cylinder which is below the cab on the Ief 
side. Again the same steam that moved the high' 
pressure piston now propels the intermediate piston 
as the steam expands a second time while doing 
more work. By this time the pressure has been so 
much reduced that the quantity of steam which was 
needed to drive the twenty-inch high-pressure piston 
fills the two 33-inch low-pressure cylinders. Fol¬ 
lowing this third expansion, from which the "triple 
expansion" designation is derived, the steam is 
exhausted up the smoke stack ac a pressure of 3 to 
5 pounds above that of the atmosphere, as compared 
with 7 to 1 0 for older types of power. 


J. The locomotive has four cylinders instead 
of the usual two. The use of this number of 
cylinders is not. of itself, a new feature as our 
1500-and 1600-class Mallets all have four cylin¬ 
ders. On those classes, as on other locomotives 
of similar design, the rigid wheel base is divided 
into two sections connected by a flexible joint, each 
pair of cylinders operating in connection with a 
separate set of three Or four pairs of driving wheels. 
In other words, two separate engines connected by 
a joint, hence called "articulated.’" 

The 1403 has four cylinders, one of which is 
located at ,each corner of the machine, the pairs on 
either side being connected through individual pis- 
tons, crossheads and driving rods, to a single main 
crank-pin. Alloy steels are used throughout the 
entire locomotive to provide additional strength 
without increased weight. 

2 . Steam at 500 pounds per square inch pres¬ 
sure passes from the boiler through a superheater 


3. Following the practice of the Delaware and 
Hudson designers of earlier experimental freight 
power the consolidation type of wheel arrangement 
would have been followed, in order to have the 
greatest possible proportion of the weight on the 
driving wheels, but for the fact that the two large 
low-pressure cylinders at the front were too heavy 
to be carried on a single lead truck axle. Conse¬ 
quently, a 4-8-0 arrangement was utilized. Thus 
the 1403, although as powerful as a Mallet with 
Id drivers, has only eight. 

Before steam can be used efficiently it is essential 
that it be generated economically. It is for this 
reason that the boiler pressure has been progressively 
increased in the Delaware and Hudson’s experimental 
locomotives. The Horatio Alien carries 350 pounds 
as compared with the usual 225 to 250, while in 
the 1401 this was increased to 400 pounds and the 
1402 and 1403 cany 500 pounds pressure. This 
is generated in a boiler having a water tube firebox. 
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High Pressure Cylinder Under Cab* Injector 
just ahead of cylinder 


vertical cubes, the top and bottom ends of which 
enter steel drums r forming the sides of the firebox. 

In the construction of the 1403 these drums are 
seamless forgings which are machined eccentric so 
that one portion of the wall is left thicker than the 
rest. In this thick portion ate drilled the holes 
through which the tubes enter the drums, extra 
material thus being provided to increase the strength 
of the "bridges" between the adjacent holes. Fol¬ 
lowing standard Delaware and Hudson practice the 
firebox is of the wide type, extending out over the 
rear drivers, The grate area, less than 80 square 
feet in a locomotive of this power, is an indication 
of the degree of efficiency at which the machine 
is expected so operate. 

Ar the present time the thermal efficiency of an 
ordinary locomotive is about 5 ]4 to <> per cent, 
that is, only that proportion of the energy present 
in the coal that is fed into the firebox is transformed 
into power at the drawbar for pulling a train. 
Theoretically it is possible to increase this figure to 
17 or 13 per cent, To approach more nearly this 
degree of efficiency is the goal of the Delaware and 
Hudson management, and the reason for its con¬ 
tinued experimentation along these lines. 

In 1924. at the dedication of the Horatio /Ufen, 
No. 1400, President Loree expressed the hope that 
that locomotive would "develop one-third more 
haulage capacity 1 , with one-third less consumption 
of fuel and water, than the corresponding Consoli¬ 
dation locomotive.” This hope was realized and 
the 1403 is expected to continue this improvement 
along these lines. 

One of the major features of the locomotive is 


the valve mechanism. From, the experience had 
with poppet valves on locomotives 925 and 651, 
it was decided to apply the same type of valve to 
the 1403. The poppet valves on both locomotives 
previously equipped were actuated by WaUchaert 
motion and oscillating camshafts, while in the de¬ 
sign of the 1403 a rotary cam gear is employed. 
This arrangement lends itself most efficiently to the 
triple expansion requirements, in the correlating 
of the movements of the valves of the four cyl¬ 
inders. 

The rotary drive is obtained by means of cranks 
secured to the main pins which to all appearances 
are the familiar eccentric cranks of the Walschaert 
gear, but as applied to the 1403 the free end of 
each crank is set exactly in line with the center of 
the main axle, thereby producing the rotary motion 
necessary for the valve cam shaft operation. The 
valves of the high-pressure and intermediate pressure 
cylinders are actuated from the right main crank 
pin, while the left main crank pin controls the 
movements of the valves for the two low-pressure 
cylinders. In this manner all the valves are pri¬ 
marily actuated by the rotation of a single shaft, 
the main axle, and each movement of the valves in 
the high pressure cylinder is attended by a definite 
predetermined movement of the valves in the other 
cylinders, thereby securing proper correlation of the 
work in the different cylinders. 

Some idea of the capacity of the poppet valves 
may be had when their dimensions are known. 



il/ain Driving Wheel, Showing Non-eccentric 
Crank and Valve Gear Drive Shaft. is 

J^eOerse Gear and Portion of High Pressure Steam 
Pipe Covered wuh Insulation and Jacketed. 
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For the high pressure cylinder both intake and 
exhaust valves arc 9 inches in diameter with a 
maximum lift of one inch. The intake valve lift 
may be reduced to one-half inch but the minimum 
for the exhaust valve is three-quarters of an inch. 
Similarly, the intake valve of the intermediate 
pressure cylinder is 9 inches in diameter with an 
inch maximum and a half-inch minimum lift. 
The exhaust valve, which is 9 ]/2 inches in diameter, 
has lift limits of 1-1/16 and % inches. For the 
low pressure cylinders 9 Vi -inch intake and 9-inch 
exhaust valves are provided, the former having lift 
limits of 1-1/16 and % inches, and the latter 1- 
inch and Y inch. 

The power reverse gear is of special design and 
provides cutoff in forward motion —full gear, 
66%, 58%, 50%, 43% and 36% as well as a 
drifting position, and in backward motion—full 
gear, 66% and 36%. 

The main driving wheels are of box section 
design, which, in addition to being lighter in weight, 
are less likely to develop cracks than those of the old 
type. As the Delaware and Hudson was the first 
road to apply roller bearings to the main driving 
axle of a locomotive, it is significant that this type 
has been adopted for use on the 1403. 

Another innovation is the design of the lead 
truck, journal boxes and side frames of which are 
cast integral to effect a considerable saving in weight. 
Lubrication of the wheel bearings is done through 
handholes in the pedestal legs at the front and rear 



One of the two Low Pressure Cylinders. Special 
Guide Bar Mountings are used to Allow for Expan¬ 
sion and Contraction. Air Compressor concealed 
by jacket, as is smokestack. 



Intermediate Pressure Cylinder. Note 
simplicity of value gear 


of the truck, it being unnecessary to remove any 
bolts or keys to get at the bearings. The journals 
arc lYi by 1 3 inches and the oil cellars come up as 
high as the center of the axle at the rear while the 
front edge has a protruding lip to insure the reten¬ 
tion of waste and oil in their proper places. Addi¬ 
tional features of the truck are its 56-inch springs 
and the lateral resistance device, both of which 
should improve the riding qualities of the locomo¬ 
tive. 

In conformity with the Delaware and Hudson 
practice of concealing the piping and various aux¬ 
iliary units beneath the jacket of the boiler, even 
the air compressor of the 1403 is hidden, although 
mounted on the right side of the smoke box. 
Radiating fins applied to the air pipe to the main 
reservoir facilitate the cooling of the compressed air 
to such an extent that only half as much pipe is 
used here as would normally be required. 

Mounted below the left running board is the 
Dabeg mechanical feed water heater pump, driven 
from the crosshead, which supplies the boiler. 
A specially designed injector, which will operate 
against any pressure of steam from 100 to 500 
pounds, is mounted below the cab on the right side 
as an auxiliary water supply. 

Lubrication is supplied by a 26-feed mechanical 
lubricator, supplemented by a hydrostatic lubrica¬ 
tor which supplies the water- and air-pumps and 
other auxiliaries. 

To fully appreciate the hugeness of the 1403, 
the excellent proportions of which fail to give a 
real impression of its size, it is necessary to enter 
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the cab. In proportion to the rest of the locomo¬ 
tive it seems so small rhat it is quite surprising to 
enter a ''room’’ about seven feet square, and. with 
the exception of the comfortable seats of the crew, 
practically devoid of the usual paraphernalia that 
clutters up the “standing room." Even the pedals 
that control the operation of the fire-door are set 
into the floor conveniently near the fireman's 
station. 

Beyond the addition of a pyrometer and a 1000 
lb. steam gauge or two for determining the con¬ 
dition of the steam at various points in its 
travels through the machine, the controls are similar 
to those on the usual locomotive. Pneumatic ope¬ 
ration of sanders, cylinder-cocks, bell-ringer, whistle, 
etc., is in accordance with standard practice. Only 
the fact that the boiler butt does not extend back 
into the cab at all and the three ventilators in the 
cab roof and two more in the rear are reminders of 
the care that has been taken to assure comfort for 
the crew despite the high temperatures within the 
machine. 

The capacity of the long, low tender, designed 
to avoid side sway at high speeds, is a further 
indication of the expected efficiency of the locomo¬ 
tive. It carries 14,000 gallons of water and 17.5 
tons of coal, which, while in themselves goodly 
amounts, are but two-thirds of what would be pro¬ 
vided for the conventional locomotive operating 
in the same service. The tender acts not only as a 
carrier of coal and water but as a second locomotive, 
its capacity bei^ng as great as that of the motive 
power of half a century ago. The rear truck is 
a Bethlehem Auxiliary Locomotive in which a pair 
of cylinders, using 500-pound steam direct from 
the boiler, drives, through gears and rods, the three 
axles of the truck. At starting or at speeds under 


10 miles per hour this arrangement adds 18.000 
pounds to the 75,000 tractive effort of the loco¬ 
motive when operated as a compound. By intro¬ 
ducing high pressure steam into all of the four 
cylinders of the locomotive its tractive effort may 
be increased to 90,000 pounds. This, with the 
additional power of the booster, gives a total force 
of 108.000 pounds, which is only equaled by the 
heavy Mallets. 

The total loaded weight of the locomotive and 
tender is 669.000 pounds. Of this the locomo¬ 
tive. with 69,000 pounds on the engine truck and 
313,000 on the 63-inch diameter driving wheels. 

m 

totals 382.000, while the tender, full of coal and 
water, weighs 287,000. The efficiency of the 
1403 is once more apparent when it is considered 
that many less powerful locomotives of the con- 
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vent ions a] design weigh, without Cinders, as much 
25 400.000 pounds, of which only about 275,000 
is available for holding the driving wheels down on 
the rails for the purpose of transmitting power. 

For ready reference a tabulation of some of the 
principal data descriptive of the locomotive follows: 


Type 

4-8-0 

Wt. on Engine Truck, lbs 

69,000 

We. on Drivers 

513.000 

Wt,. Total 

332,000 

Wt, Tender, light 

] 25,300 

Wt. Tender. 2/5 loaded 

226.400 

Wt. Eng. 2nd Tender 

608,400 

Steam Pressure, lbs. 

500 

Steam Pressure. Aux, Loco, 

500 

f'rjctjvo Power. Simple, lbs. 

90,000 

Tractive Power. Compound 

75,000 


Tractive Power, Auk. Loco. 


IS.000 

Water Tubes 

260-2^-0. D. 



6-3" O. D. 

Flues 


! 55—2" 



52— 5 Vi " 

Firebox. Length, in. 


140 

Firebox, Width, in. 


77V 4 

Brief; Arch 


Yes 

Combustion Chamber 


None 

Heating Surface, Flues £5 Tubes, 

sq. fi, 2325 

Heating Surface, Arch Tubes 


61 

Heating Surface, Firebox 


965 

Evap, Heat, Surf.. Total 


335 J 

Combined Hm. Surf, 


4427 

Heat. Surf, Superheater 


1076 

Grate Area, sq. ft. 


75.3 

Fuel 

Bituminous Coal 

Frame Centers, inches 


39 

Cylinder Centers 


93 

Cylinder Dimensions, inches: 



High Pressure 


20x32 

Intermediate 


27J4 x 32 

Low (2) 


33 x 32 

Auxiliary Locomotive {2) 


&Vkx\0 

Length of Main Rods. F, id B,, 

in. 132 

Driving Wheel Base 


IS ft. 10 in. 

Engine Wheel Base 


33 ft. 9 in. 

Length Overall 


95 ft. 5 En. 

Height above rail 


15 ft. 7V 2 in. 


(.Contiuifrti on jRjjjc /S) 
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First in the World I 


{Continuedon f/agt 73) 

Whw| Dianificrs, in. 

Engine Truck ^ 

Drive rs 6 3 

7’ender, front truck 33 

Aux. Locomotive 36 

Journal Sizes, in. 

Engine Truck lYi X 13 

Drivers, except Main 11x1 + 

Drivers. Main {Roller Bearings) 13x1 + 

Tender, &Yi x 12 

Ratios; 


W't. on Drivers/Tractive Power, Simple 3,48 
Wt< on Drivers/Tractive Power Com- 


pound 4,17 

Total Evap, Heat, Surf,/Cylinder 

Volume 576.76 

Firebox Heal, Surf./Total E v a p , 

Heat. Surf, 30.62 

Total Firebox Heat. Surf ,/Grate Area 7,39 

Grate Area/Cylinder Volume 13,06 

Total Evap. Hear Surf./Grate Area 44,21 

Combined Heat, Surf./Grate Area 5 8.40 

Rated Tractive Power/Evap. Heal. 

Surf., Simple 26.86 

Rated Tractive Power/Evap. Heat, 

Surf., Compound 22,38 


Note: Cylinder volume used in compulations is 

that of the single high pressure cylinder. 


Monkey Business 

LTHOUGH not introduced as such, a little 
item primed in The Carnation may, per¬ 
haps, be construed as supporting Darwin a 
theory concerning the descent of man from the 
monkeys. At any rate, here it is; 

A certain professor, who spent almost his entire 
life studying the animals, told an interviewer once 
that monkeys would gatherround a fire in the jungle 
and, by every means within their power, show that 
they truly enjoyed it. But never, by any chance, 
would one of them put a stick of wood on the 
blaze. 

How true this is of a lot of people we know J 
They are glad to enjoy all the benefits that they can 
gather from someone else's work, but extremely 
careful to see that they, by no chance, exert them- 
selves, They are great believers in cooperation and 
get a lot out of it as Song as the other fellow does it. 

Machines and Men 

(CoiiflniKif/rtffl prfgr 74 } 

The machine must be paid, or paid lor, There 
must be a return on the investment which often 
runs into hundreds of thousands of dollars, 

We have had machines in industry for more than 
a century, gradually replacing men all the time. 
Yet, until very recently, they have all been absorbed 
elsewhere, So they will be again, as soon as the 
normal course of events can be resumed, at which 
time it is probable that every available locomotive 
will be needtd- 




Tt/pe of Auxiliary Locomotive used on ihe "L, F, LGKEE 


78 


150 

















Here is the official portrait of the L. F. Loree that is published in Motive Power, Passenger, 
Freight and Work Equipment, 1926-1936 Delaware and Hudson. Board of Directors Inspection 
of Lines :: June 4 th to June 7 th , 1936, p. 33: 



I.. F. I.OREE 


Built by American Locomotive Company in 19 3 3. Type 4-8-0. Gauge of Track 4'8 Vi". Cylinders, 
Diameter High Pressure 20", Intermediate Pressure 27^Low Pressure 33". Stroke 32". Driving Wheel 

Diameter 63". Boiler, Water 'Tube Type. Diameter 68-1/16". Pressure 500 Pounds. Fire Box. Length 

139-15/16", Width 77^". Tubes. Superheater 52. Diameter 5 1 ". Length I 5'0", Regular 155. Diameter 2", 
Length 15'0". Wheel Base, Driving 18'10". Engine 33'9", Engine and Tender 83'8 J 4 ". Weight in Working 
Order: Leading Truck 69000 Pounds, Driving 313000 Pounds. Engine 382000 Pounds. Engine and Tender 
608400 Pounds. Fuel, Bituminous. Heating Surface: l ubes 1209. Flues 1116, Fire Box 965, Arch Tubes 
61, Total 3351 Square Feet, Superheater 1076 Square Feel. Tractive Power: Simple at 500 Pounds Boiler 
Pressure 91500 Pounds. Triple at 500 Pounds Boiler Pressure 76200 Pounds. Tender Booster at 500 Pounds 

Boiler Pressure 18000 Pounds. Tender Capacity, Water 14000 Gallons, Fuel \?Yi Tons. Equipped with 

Rotary Type Poppet Valves. Roller Bearings on Main Axle Boxes, Roller Bearings on Side and Main Rod Bearings 
of Main Crank Pin. 


L. F. Loree, the man, always an advocate of bigger and better motive power, is interesting in a 
dozen ways. Not surprisingly, he was a Scot. He served as the eighth president of the D&H 
(April 10, 1907—March 31, 1938) for 31 tumultuous years. Here is a photograph of Loree as a 
young man: 



Leonor Fresnel Loree 
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Here is a photograph by Underwood & Underwood Studios, N.Y, of L. F. Loree. This 
photograph is in the Alan G. Dustin Collection of the Carbondale D&H Transportation Museum. 



Leonor Fresnel Loree 
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Summary Biographical Portrait of 


Leonor Fresnel Loree 

With 21 years of service with the Pennsylvania Railroad under his belt, and having served as 
president of the Baltimore and Ohio Railroad Company for over three years and a term as 
president of the Rock Island Company, and with three degrees from Rutgers College to his name 
(BS, 1877; MS, 1880; Civil Engineering degree, 1896), Leonor Fresnel Loree, at age 48, became 
the eighth president of the D&H on April 10, 1907. He was a strong advocate of upgrading and 
improving every aspect of the D&H transportation system. The modernization of D&H motive 
power was his passion. In 1910 he ordered six 0-8-8-0 Mallet compounds from ALCo; in 1911- 
1912, he ordered seven more. In 1914, he purchased ten Pacifies from ALCo for the Montreal 
passenger service. In 1916, No. 1200 (E-6, 2-8-0, 63,950 pounds of tractive effort) was made by 
ALCo for the D&H. The following year, 1917, Loree ordered 20 E-6a engines from AlCo. In 
that same year, Loree was awarded a Doctor of Law degree from Rutgers. From the early 20s to 
the mid-30s, under his direction, more than 100 D&H locomotives were rebuilt by the D&H: 
chrome plating was added to boiler jackets, smoke deflectors were added to the 10 Pacifies, all 
locomotives got a coat of black enamel; roller bearings were added to driver journals. And then 
came the four magnificent “experimentals”: in 1924, the Horatio Allen, No. 1400; in 1927, the 
John B. Jervis, No. 1401; in 1930, the James Archbald, No. 1402; and in 1933, the L. F. Loree, 
No. 1403. In the same year that No. 1403 made its debut, Loree was awarded a Doctor of 
Engineering from Rensselaer Polytechnic Institute. What an extraordinary man! L. F. Loree, a 
principal founder of The Newcomen Society of North America, a learned society promoting 
engineering, technology, and free enterprise. L. F. Loree, the P. T. Bamum of railroading in 
America in the early twentieth century, a giant of a man, whose vision guided the D&H through 
thirty-one tumultuous years, ending on May 16, 1938, when Joseph H. Nuelle became the ninth 
president of the D&H. On September 6, 1940, L. F. Loree died at West Orange, NJ. 
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No. 1502: 


D&H No 1502 on the Turntable in the Carbondale Roundhouse, July 1940. Photo in the 
collection of the Carbondale Historical Society. 



D&H No 1502 on the Turntable in the Carbondale Roundhouse, July 1940. 
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No. 1507: 



"DELAWARE & HUDSON 1507 (Class J, 4-6-6-4 Challenger) sparkles in Carbondale, Pa. after 
an easy run down from the Colonie Shops and major overhaul, September 15, 1951." Photo by 
Bob Collins. Post card in the collection of the Carbondale D&H Transportation Museum. 
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No. 1512: 


D&H Locomotive No. 1512, photograph by Gordon R. Roth, 97 Prince Street, Rochester 5, N. 
Y., anonymous donation to the Carbondale Historical Society in August 2015. 



D&H No. 1512 
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No. 1519: 


"D&H class J 4-6-6-4 Challenger at Whitehall, NY, August 17, 1952." Photo by Bob Collins. 
"These 1500's were turned in Carbondale for the run south as they were too large to continue 
north." Post card in the collection of the Carbondale Historical Society. 



D&H No. 1519 
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No. 1524: 



The last D&H engine on its way from Carbondale to Philadelphia for scrap, October 26, 1953. 
Photograph by the Carbondale photographer Cramer, in the collection of the Carbondale D&H 
Transportation Museum. In this photo, there are eleven men standing beside No. 1524. They are, 
from left: M. J. McDonough, Pennsylvania Division Superintendent; Edward Foley, general 
yardmaster; K. F. Spiegel, director of car service; Robert Rhodes, yardmaster; Thomas Murphy, 
yardmaster; Arnold Quinney, assistant trainmaster; Stanley Farrell, road foreman of engines; 
John Gilmartin, assistant foreman of engines; Ezra Swartz, chief dispatcher; John Mannion, 
assistant trainmaster, and Frederick Mitchel, yardmaster. 
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No. 1525: 


On April 13, 2015, Greg Flynn posted the flyer, shown below, on the Delaware and Hudson Rail Road 
Facebook page with the following text: “This notice, from 1943, features D&H J-class 4-6-6-4 Challenger 
1525, Alco c/n 70011, one of 15 built for the D&H in 1942. Compared to other classes of steam on the 
D&H, the Challengers would have very short careers. The 1525 would go to Luria Bros, for scrap in 
1953, swept aside by the newly arrived tide of RS-3's from ALCO.” 



PAC 


& HUDSO 


Fifteen more modern high-powered 
articulated freight locomotivee have 
been recently delivered to the Delaware 
A Hudson — making a fleet of 35 of 
these high-speed, heavy-tonnage loco¬ 
motives which AIX^O has delivered to 
this road since July, 1940. 



Locomotive Charac ter it tics 


Weight on Drivers 

406.900 lb. 

Weight of Engine 

597.000 lb. 

Cylinders (Four) 

20'/t s 32 in*. 

Diameter of Drivers 

69 in*. 

Boiler Pressure 

285 1b. 

Tractive Power 

94.4001b. 

Tender Capacity—Water 

22,500 gal*. 

Tender Capacity—Fuel 

26 ton. 


AMERICAN LOCOMOTIVE 

Manufacturers of Mobile Power 
Steam. Diesel end Electric Locomotives. Merino Diesels. 
Tanks. Gun Carriages and other Ordnance 
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No. 1539: 



Challenger 1539 Richmondville, July 30, 1948. Posted by Steven Brown on Facebook on 
February 11, 2016. 
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No. 1608: 



"D&H 1608 on Turntable in D&H Roundhouse in Carbondale," photograph in the collection of 
the Carbondale D&H Transportation Museum. 
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George H. Dimock, D&H engineer. 


George D. Dimock was a 
car builder for the Gravity 
Railroad. 


George D. 
Dimock 
married Sarah 
Swackhamer. 


G EORGE H. DIMOCK has been in the 
employ of the Delaware & Hudson 
Canal Company since a youth of fifteen 
years, and for the past eleven years has held 
the responsible^ position of engineer. A native 
of Pennsylvania, his home has been in Carbon- 
dale since 1865 , and during all these years he 
has shown himself to be an honest, industrious 
and energetic man, fully worthy of the respect 
of his fellowmen. He is an active member of the 
Brotherhood of Locomotive Engineers, in which 
he carries a $ 3,000 life and accident insurance. 

Fraternally he is connected with the Junior Or¬ 
der of American Mechanics and at one time af¬ 
filiated with the Ancient Order of Odd Fellows, 
but is now demitted. 

The father of our subject, George D. Dimock, 
was born in Wavne County, Pa., and in 1865 re¬ 
moved to Carbondale, where he now makes his 
home in Canaan Street. Throughout his entire 
active life, a period of more than fifty years, he 
has been in the employ of the Delaware & Hud¬ 
son Canal Company, and during much of this 
► time has worked as a car builder for the Gravity 
road. Though now seventy-six years of age, he 
is still quite hale and strong. FI is father died 
when forty years of age, but his mother, Mrs. 
Betsy Dimock, is still living, at the advanced 
age of ninety-six. Our subject has in his pos¬ 
session a picture, with her as the head, repre¬ 
senting five generations. 

—►By his marriage to Sarah Swackhamer, a na¬ 
tive of New Jersey, George D. Dimock had four 
sons and two daughters, namely: Benjamin, 
who is employed as car repairer for the Delaware 
& Hudson Company; William W., foreman on 
the Gravity road; Louisa, wife of Warren Ellis, 
of Carbondale; George FI.; Emma, Mrs. John 
Copeland, of this city; and John W., who is en¬ 
gaged in the gents’ furnishing business here. 
George H. was born in Wayne County, Pa., 
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George H. Dimock 
worked as a 
brakeman on the 
Gravity Railroad. 


April 18 , 1850 , and in boyhood attended school 
a short time, but his mind was too active for the 
dull routine of text book work, and as soon as 
possible he entered the great world of activity. 

►In October, 1865 , he began to work on the Del¬ 
aware & Hudson Railroad and for four years 
was employed as brakeman on the Gravity road, 
after which he was fireman on the steam road 
for six years. He was then promoted to his 
present position of engineer. 

In 1869 Mr. Dimock married Sarah Blanch¬ 
ard, who died in 1873 , leaving two children: 
Charles E., who married Anna Norris and has 
three children, Bessie, Eleanor and Gladys; and 
Sarah E. ; who married Horace Frear and has 
one son, Carroll. In July, 1875 , Mr. Dimock 
married Johanna Hunter, who was born in Ayr, 
Scotland, in October, 1853 . She was brought to 
this country at the age of eleven years by her 

parents and grew to womanhood here, receiving 
an excellent education. She is a lady of broad 
information and kind heart, interested in charita¬ 
ble work and active in the Woman’s Relief 
Corps. Five children were born of this union, 
of whom the eldest died in infancy, and the 
third, Albert, died at the age of four years and 
eight months. The others are William H., Mari¬ 
on E. and Margaret H., all of whom are in Car- 
bondale. The family attend the Presbyterian 
Church and are interested in all religious enter¬ 
prises. 
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The interest which Mrs. Dimock has shown in 
the Relief Corps and in all army matters is 
not unusual, when the fact of her father’s pa¬ 
triotism is taken into consideration. Though not 
a native of this country, he was ever loyal to 
its welfare and aided in preserving its identity 
as a Union. In October, 1862, he enlisted in 
the service and was assigned to General Banks’ 
division. From that time onward he saw much 
hard service, both upon the battle field and in 
long* and forced marches. In the most perilous 
positions, however, his courage never failed him. 
Fie was a true soldier, strong to fight beneath 
the folds of the old flag. At last, ere yet victory 
had perched upon the banners of the Union, he 
gave his life- for the sake of the cause he loved 
so well, dying at Salisbury, N. C, where he was 
held prisoner by the Confederates, January 29, 
1865. He was one of the truest soldiers that 
the One Hundred and Sixty-second New York 
Infantry gave to the service, and his name de¬ 
serves to be placed among those of our martyr 
patriots. 


(Portrait and Biographical Record of Lackawanna County Pennsylvania, 1897, pp. 236-237) 


Diesels 

The D&H’s first diesel was No. 3001, a DE-S 3000-class road-switcher, which was purchased by 
the D&H in May 1944 from ALCo. That fact we learned from the article titled “Better Late Than 
Never” by Richard Sanders Allen that was published in Trains Magazine in January 1959, and 
reprinted in the August 2016 issue of the Bridge Line Historical Society Bulletin, pp. 5-13. 
Therein, we read: 

“. . . the first train [on the Sanford Lake extension of the Champlain & Sanford Railroad 
Company] went into Sanford Lake and out with a load of ilmenite on June 19, 1944. / Since 
steam operation was considered dangerous in the tinder-dry woods, the first and subsequent runs 
were assigned to the D&H’s first diesel No. 3001, a DE-S 3000-class road-switcher which had 
been purchased from Alco a month earlier. Thus the Sanford Lake extension became the D&H’s 
first step toward total dieselization. Those on the platform at North Creek that day little dreamed 
that it would be a scant six years before the Adirondack Branch’s last steam engine would be 
pulling out on the Saratoga run as the first leg of a journey to the scrap heap.” (p. 10) 
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No. 1216: 


Delaware & Hudson No. 1216. "One of two acquisitions by the Delaware & Hudson, Baldwin 
Sharknose No. 1216 has its official portrait taken at the railroad's Colonie, N.Y. shops. The two 
units, the other No. 1205, are welcome additions of traditional diesel motive power to the D&H 
roster. October 21, 1974. Delaware & Hudson Photo by Richard J. Allen" Post card in the 
collection of the Carbondale Historical Society. 



Delaware & Hudson No. 1216 
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Here is a photo of No. 1216 that Chris O’Brien posted on the Delaware and Hudson Railroad 
Facebook page on September 10, 2015, with the following caption: 

“Marv Davis, former Road Foreman of Engines D&H and B C O’Brien (Bemie was also a 
Foreman of Engines at D&H). I believe this was the ‘President’s special train from the 70’s. I 
could be mistaken.” 
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Chris O’Brien posted on Facebook on September 10, 2015 the photo given below of Bemie 
O’Brien and Marv Davis: 



Bernie O ’Brien and Marv Davis 
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No. 4041: 


"D&H Diesel No.4041, February 16, 1951, first diesel in Carbondale Roundhouse." Photo in the 
collection of the Carbondale Flistorical Society. 



D&H Diesel No. 4041 
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No. 5004: 


Jeremy Plant posted this photo of No. 5004 on the Delaware and Hudson Railroad Facebook 
page on July 9, 2015, with the following caption: 

“Before the 5004 lost its high short hood and the 300s were renumbered they lead a local from 
Whitehall into Mechanicville at Coons Crossing sometime in 1970.” 



D&H No. 5004 
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No. 5005: 


"Delaware & Hudson number 5005 at roundhouse in Binghamton, New York March 1966 
Photo in the collection of the Carbondale D&H Transportation Museum. 



D&H No. 5005 
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Unidentified Engines and Related Matters 



John V. Bubemiak, November 20, 2015: “Delaware & Hudson locomotive, I can tell by 
distinctive D&H lines, not sure of location." 
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2. Two photographs of a steam locomotive that were in the former Hotel Lackawanna, Belmont 
Street, Carbondale, PA.; both photos now in the collection of the Carbondale D&H 
Transportation Museum. 
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3. Steven Brown posted these three D&H J-Class photos on Facebook on August 18, 2015. 
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4. Draftsmen at Dickson Manufacturing Company 

Many of the D&H engines were made at the Dickson Manufacturing Company in Scranton. Here 
is a photo of the draftsmen at the company that was taken about 1900 in front of the office 
building of the Cliff Works, Cliff Street, Scranton, Locomotive Plant of the Dickson 
Manufacturing Company. The chief draftsman, Pop Reese is on the far right. Photo in the 
collection of the Carbondale D&H Transportation Museum. 



5. Fuel for steam locomotives: Several possibilities: 

1. 70% buckwheat anthracite, 30% bituminous coal 

2. straight pea coal 

3. anthracite lump coal 

4. culm 
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1502 

Roundhouses and Turntables 

In 1929 there were a total of 26 engine houses/roundhouses (with a capacity from one to fifty- 
two locomotives) on the D&H, and twenty-nine turntables (thirteen operated electrically, three 
by compressed air, and thirteen by hand) in the daily operations of the D&H. Those statistics we 
have learned from The Delaware and Hudson Company BOARD of MANAGERS INSPECTION 
of LINES:: JUNE 7, 8, and 9, 1929. Here are the two exact references: 

1. "There is a total of twenty-six engine houses [roundhouses] on the line, ranging in capacity 
from one to fifty-two locomotive stalls." ( The Delaware and Hudson Company BOARD of 
MANAGERS INSPECTION of LINES: : JUNE 7, 8, and 9, 1929, p. 14) 

2. "There are in all twenty-nine turn tables used in daily operations, thirteen of which are 
operated electrically, three by compressed air, and thirteen by hand. (The Delaware and Hudson 
Company BOARD of MANAGERS INSPECTION of LINES: : JUNE 7, 8, and 9, 1929, p. 16) 

In the pages that follow we will take a close look at the roundhouses and turntables at 
Binghamton, Carbondale, Colonie, Green Island, Green Ridge, Honesdale, Mill Creek (a wye 
and not a turntable), Oneonta, and Wilkes-Barre. (For information about and photographs of the 
turntable at Lanesboro, see Volume XI in this series.) 

As we begin our look at roundhouses and turntables on the D&H, it is well to read the highly 
informative article by Howard Hontz titled “A brief history of The D&H’s tables and wyes” that 
was published in the February 2016 issue of the Bridge Line Historical Society Bulletin, pp. 10- 
11. Here is that article: 
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degrees if desired to reverse the 
direction completely. 

However because the con¬ 
struction was wood, capacity 
was limited until iron and later 
steel replaced stone and wood. 
Eventually, as engines replaced 
horses as the preferred motive 
power, turntables were built 
with a steel or iron bridge over 
a circular pit, with the bridge 
balanced on a central pivot. 

_ Turntables and wyes on the 
D&H 

Turntables were provided at 
most D&H terminals from 
Wilkes-Barre, Pa. and Bing- 

KrOIH the XOD hamton, NY to Rouses Point, 

* and at outlying terminals such 

by Howard Hontz as North Creek, NY. Howev¬ 

er, there was still a need to 
A brief history of turn engines at other outlying locations 

The D&H’s tables and wyes along the line. This was needed where 

pushers had to be turned to push a train in 
As far back as the beginning of rail- the opposite direction from which it origi- 
roading, there has always been a need to nated, and where no turntable existed, 
turn locomotives, cars or wagons, as they Engines arriving at engine terminals 
were first called, and even passenger cars. could be turned on the turntable, but at 
There were only two ways found to do these outlying locations like Ararat or 
this. Lanesboro, Pa. or at Grover’s, near Afton, 

One was a track constructed in the N.Y., a “Y” was needed, 
shape of a long “Y" (hence, the term wye), 

**which required a switch at the throat of the Operations on the Susquehanna Subdivision 
“Y”. The second way was a turntable, A tonnage train leaving Binghamton 
which was also known as a “wheelhouse”. faced a grade for 15 miles to climb to the 

Railroads needed a way to turn steam Belden Hill tunnel, which is at the top of 

engines for return trips, as most were not the grade. The train would have, say, a 

designed for running in reverse for extend- 1500-series Challenger class “J” on the 

ed periods of time. Also, they were often head end, and the same for a pusher, with 

were speed-restricted in reverse. However, a 5000-ton train. The pusher would push 

most diesel engines can be operated either to the tunnel, cut off, and follow the train 

way, with either the “front” or “rear” downgrade (north) to the wye at Grover’s, 

first, without restriction. Also, when At Grover’s, the pusher would pass the 
diesels operated as multiple units with the north switch of the wye, back into the 

end. units pointed in opposite directions, wye’s north leg past the switch at the wye 

there is no problem, as the units can be throat, and head out on the south leg. This 
operated from the leading unit. would head the engine south, where it 

would wait for a Binghamton-bound south- 
Early tumplates or turntables bound train. Once the southbound arrived 

The early tracks were called “wagon- and stopped south of the wye, the pusher 

ways” and the early “tumplates” were would come out, couple to the rear, push 

made of wood and installed level with the the train about 12 miles to the top of the 

track or wagonway. They were also built Belden grade, and follow the train to Bing- 

to a diameter to hold one wagon. The hamton. If it was needed for another 

wagon would be run onto the tumplate northbound out of Binghamton, the pusher 

from one track, and the tumplate, which would be turned on the turntable at the 

sat on a center pivot, could be rotated to Binghamton engine terminal. However, if 

another track or wagonway, or turned 180 it was needed for another southbound, it 



There was a turntable 
at Lanesboro. The 
Cascade Wye was just 
a short distance north 
of Lanesboro. See 
Volume XI in this 
series. 
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would have to back north to Grover’s again 
to wait for the next southbound. 

Cabooses used from and to Binghamton 
were built to be pushed on, and had strong 
underframes. 

Pushers were often needed for south¬ 
bound trains facing the Esperance, Howes 
Cave and Richmondville grades, for about 
44 miles from Schenectady. These pushers 
usually originated usually at Mohawk 
Yard, but the engines mostly came from 
Mechanicville. The pushers would shove 
from Mohawk to the top of Richmondville 
and then return to Mechanicville, making a 
reverse move, running backward, as there 
was no wye in that distance to turn the 
engine. Usually the pusher would make 
only one push due to the time and distance 
involved. Sometimes these trains would be 
double-headed, with two engines on the 
head end to avoid a pusher being required. 


From the Top from page W 
Still out there 

There are still some turntables am 
u yes in use in this country, and oihe. 
countries as well. There is still a forme 
D&H turntable in use at North Creek b 
the S&NCRR, However, most have beet 
retired „ due to not being needed because o 
the flexibility provided by dieset power . 


Operations on the Pennsylvania Sub 

As the Pennsylvania Subdivision origi¬ 
nated an abundance of coal, and many solid 
coal trains, in addition to the freight from 
the three connections at Wilkes-Barre and 
Hudson, most trains required pushers. In <4 
those years, the cabooses were placed 
behind the pusher due to the limited 
strength of the caboose frame, and to avoid 
damaging the caboose or worse. Pushers 
were used when needed out of Wilkes- 
Barre to assist both over the short grade (7 
miles) to Yatesville, and the long grade, 21 
miles, from Carbondale to Ararat. 

At Ararat there was a wye, so the train 
would stop after passing the switch to the 
wye and the pusher would make the move, 
either dropping the caboose by the train 
with the pusher in the siding, or by taking 
the pusher engine up the main behind the 
train, and the caboose in the siding, then 
picking the caboose up and placing it on 
the rear of the train. Then the train could 
make the air test and proceed. 

However, if the pusher was needed to 
push a southbound train coming south from 
Oneonta, it would instead follow the train 
down the Ararat grade to the wye at Cas¬ 
cade (Lanesboro), turn on the wye there, 
and await the arrival of the southbound. 
Now, a word of warning to the crew on the 
pusher at Cascade: there are rattle snakes 
around the tail of the Cascade wye, so 
watch yourself if you get off the engine for 
any reason. 


The size of the roundhouse in any given location reflected the 
motive power needs of that division, which reflected the traffic on 
that division. A contributing factor to be considered in determining 
the size of a roundhouse was the need for pusher locomotives. Given 
the grade over Ararat Summit on the Pennsylvania Division and the 
grade over Richmondville Hill on the Susquehanna Division, there 
was a great need for pusher locomotives in those two locations. 
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Binghamton Roundhouse and Turntable 

From the biographical portrait of Patrick J. Connors ("Conductor No. 1 Retires After 55 Years 
On Susquehanna Division," The Delaware and Hudson Railroad Bulletin, July 1, 1935, pp. 99- 
100) were learn several very interesting facts about the Binghamton yard and roundhouse in 
1880. Therein, we read: 

"Binghamton yard consisted of a very few tracks in the vicinity of Liberty Street in 1880 when 
Mr. Connors was hired as brakeman, at $40 per month, by Mike Fitzgerald, conductor of a work 
train. The roundhouse, with stalls for perhaps a dozen of the small engines then used, stood 
approximately where the yard office is today, the latter being housed in an old shack between the 
roundhouse and the tracks." (p. 99) 


From the biographical portrait of Bert J. Loomis ("Engineer's Biggest Thrill") that was published 
in the January 15, 1932 issue (pp. 19-20, 30) of The Delaware and Hudson Railroad Bulletin, we 
learn additional interesting facts about the Binghamton D&H yard and roundhouse when Bert 
Loomis began working for the D&H as a fireman in January 1891. At that time, Charles O. 
Vedder was Foreman and Patrick Shea, later Assistant Superintendent, was Yardmaster. In that 
biographical portrait we read: 

"The Delaware and Hudson layout at Binghamton was then considerably different from the 
present [1932] plan. The roundhouse was at Liberty Street—part of it is still used as the yard 
office. In addition to the twelve locomotive stalls there was a blacksmith shop, carpenter shop, 
oil room, supply shed for storing lumber and tools, and the foreman's office. The freight house 
was located about half way between Chenango Street and the roundhouse. / . . .When Mr. 
Loomis first came to Binghamton the train crews made up their own trains, averaging 22 cars 
each. All the lead engines were Moguls; Consolidation type engines 179, 180, and 181 were in 
pusher service. When a crew began to make up its train the conductor spotted all the light loads 
and did his best to include them in his train, provided, of course, a yardmaster wasn't looking. 
Those cars averaged about 40 tons each; when 80-ton cars appeared the crews were dismayed, 
although heavier motive power removed that source of concern to some extent...” 


Many additional facts about the D&H are presented in the biographical portrait of Bert J. 
Loomis, who was promoted to the rank of engineman in 1903. 

“After two years [in 1905] on the extra board he was assigned a regular engine, 'the 868.' He 
personally ran it out of the Dickson Locomotive Works at Scranton./. . . One fast freight run he 
made with the Wilkes-Barre-Oneonta 'Berry Train' [emphasis added] stands today as a speed 
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record on the Pennsylvania Division. One morning coming north he received orders to use the 
southward main from Ararat to Starucca. Passing Thompson the operator handed him an order to 
'hurry up'—there were southbound trains waiting for him. Six minutes later he cleared the 
southward main at Starucca—he had covered those 3.8 miles in that short time from a dead stop 
at Thompson. / Years ago the Susquehanna Division was made up of a series of sags and humps. 
If a train broke in two in such a territory the rear end was apt to crash into the front portion in a 
sag. For this reason, a 'bell cord' was run from a large reel in the caboose to a gong in the cab. 
When that gong rang the engineman knew that the train had parted. He immediately opened his 
throttle to 'run away' from the rear end. When he considered it safe to do so he stopped and 
waited for the head trainman to locate the stray section of his train." Biographical portrait of Bert 
J. Loomis: "Engineer's Biggest Thrill," The Delaware and Hudson Railroad Bulletin, January 15, 
1932, pp. 19-20, 30. 


We learn more about the Wilkes-Barre-Oneonta Berry Train, a fast freight that was run by Bert J. 
Loomis in 1905, in the biographical portrait of Seth V. Colvin ("They Had No Caboose") that 
was published in the October 1, 1932 issue (pp. 259-260) of The Delaware and Hudson Railroad 
Bulletin. 

From that portrait we learn that Colvin took charge, in 1906 of the Wilkes-Barre-Oneonta Berry 
Train and that he had that run until 1909. That train, “fast freight train 69,”Mr. Colvin reported, 
“left Wilkes-Barre for Oneonta at 6 P. M. with all the perishable freight delivered to our line by 
its three connections at Wilkes-Barre during the day. They usually had 30 cars leaving Wilkes- 
Barre; they picked up 20 more at Scranton and Carbondale, and then 'headed for Oneonta as fast 
as they could turn a wheel.' [emphasis added] Mr. Colvin held this run until 1909 when, 
following an injury in a derailment at Ararat, he was transferred to a tower at Miners Mills, Pa., 
where he continued until he was retired February 1, 1926." (p. 260). 


In 1911, a 10-stall roundhouse and a new terminal were opened in Binghamton. The turntable, 
which was powered by electricity, was 125 feet long. It was the only D&H turntable that could 
turn the D&H Challengers. Those at Carbondale, Oneonta, and Colonie were 2 'A feet too short 
for the Challengers. If a Challenger had to enter a roundhouse, the turntable was used as a bridge 
just to gain access to a roundhouse stall. To turn a Challenger at Carbondale, Oneonta, or 
Colonie a wye track was used. 

On June 2, 2016, Raymond Storey posted on the Delaware and Hudson Railroad Facebook page 
the following photograph of the turntable and roundhouse at Binghamton: 
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"End of the journey, storf of another , . This turntable, a mighty 
merry-go-round for giant engines, is at the Delaware & Hudson yards 

in Binghamton. 
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Comments on that photo on the Facebook page: 

Geoff Ross: “First photo I have seen of a J95 on a turntable! Very few turntables were large 
enough for the big 4 6 6 4’s. Some D&H trivia via Official List #65 my friend Matt Forsyth 
allowed me to copy. As of 1/1/1950 the turntable at Binghamton was the longest at 125 ft. The 
TT’s at Colonie, Oneonta and Carbondale were 105 ft. These were theoretically capable of 
turning a J95. The other TT’s on the line were too small!!!” 

Greg Flynn: “The Bevier Street table would actually fit two 628’s, but the steps and pilots hung 
over the ends a bit. Tha nks for posting this. Steam photos of the D&H between Nineveh and 
Binghamton are rare, as are photos of the Binghamton shop. That shot is looking railroad north, 
straight through Bevier Street yard and the start of the mainline. I spent most of my teenage years 
in and around that building before and after it burnt down.” 


A program of extensions and improvements was instituted in the D&H yard at Binghamton in 
1925 and completed in 1932. About those extensions and improvements, we read the following 
in The Delaware and Hudson Company INSPECTION of LINES:: JUNE 7, 8, 9, 1929, p. 22: 

The volume of traffic through Binghamton yard has been steadily increas¬ 
ing. In 1925 a program of extensions and improvements was instituted which it 
is expected will be completed during the year 1932. In the main yard six tracks 
have been extended and three new tracks constructed, increasing the capacity by 
one hundred and fifty cars. Other tracks have been rearranged; close clearances, 
curvature and sharp angle frogs have been eliminated. New tracks have been 
provided for the accommodation of the wreck train and for the assembling of 
cripple cars. A concrete teamway, paralleling the team track, and an unloading 
platform, so constructed that freight can be unloaded from either end or side of 
a car, have been built. An obsolete yard office and ice house have been aban¬ 
doned and replaced by modern structures. 

A new freight car repair yard, capacity 1 3 I cars, and a passenger car re¬ 
pair yard, capacity 28 cars, have been provided together with a lorry track, de¬ 
pressed wheel track and numerous other facilities for car repair work. 

The total expenditure to date on the Binghamton yard improvements 
amounts to $240,000. 


In 1931, the street-side of the Binghamton roundhouse was “brightened up and beautified” by the 
D&H. The following account ("Binghamton Roundhouse Dresses Up") of that initiative was 
published in the December 1, 1931 issue of The Delaware and Hudson Company Bulletin, p. 
356: 
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Binghamton Roundhouse Dresses Up 


Whitened cobblestones which 



prevent erosion of bank on 
street side of engine house 
give a Well-kept appearance . 


T HE unique solution of two 
perplexing problems, which 
formerly confronted the 
roundhouse force at Binghamton, 
worked out by the employees in 
their spare time during the past 
summer, is shown in the two ac¬ 
companying illustrations. 


LJ 

i 




As in most locomotive plants, it was difficult to 
brighten up and beautify a roundhouse site which 
is periodically showered with fine bituminous coal 
cinders from locomotive smokestacks. More diffi¬ 
cult of solution, however, was the problem of 
anchoring the cinder bank on the Broad Avenue 
side of the plant, which was washed out by every 
heavy rain. 

Two birds were figuratively killed with one stone 
when someone happily hit upon the plan of cover¬ 


ing the entire bank with whitewashed cobblestones. 
The stones, averaging approximately four inches in 
diameter, were hauled to the plant, where they were 
closely fitted together by the employees in their 
spare moments during the summer. They were 
then painted, giving the roundhouse a bright wh.ie 
setting. 

Proper drainage was further insured by forming 
gutters of cobblestones leading to manholes and 
street sewers. 


356 


There are two photographs of the interior of the Binghamton Roundhouse in the April 2015 issue 
of the Bridge Line Historical Society Bulletin. Here is the photograph + caption on page 5 of that 
BLHS Bulletin: 
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"The inside of the roundhouse in Binghamton shows its dilapidated condition in 1988. Photo by 
Stan Trzoniec." 
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Here is the photograph + caption on page 9 of that BLHS Bulletin 



"Another photo ... of the inside of the roundhouse in Binghamton in 1988 shows the reason it 
didn't just collapse: the massive concrete beams. Photo by Stan Trzoniec." 
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Given below is a remarkable photograph, with caption, that was posted on the Delaware and 
Hudson Facebook page on November 22, 2015; photo by Richard J. Allen, Sr. 



“D&H engine terminal at Binghamton, N.Y. from the cab of an Alco C-628. Photo taken in Sept. 
1964 by Richard J. Allen, Sr.” 


Shown on the following page is a photograph of the caboose track in the Bevier Street yard in 
1971 that was posted on the Delaware and Hudson Facebook page on December 23, 2015 by 
“Dale V. Rockwell The Fallen Flags”. 
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“Caboose track Bevier Street Yard in 1971. In Binghamton, New York. Dale V Rockwell The 
Fallen Flags” 
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The following Binghamton-based discussion of Yard Limits, Humpers / Flat Jobs took place on 
the Delaware and Hudson Railroad Facebook page on May 17, 2015. We record it here, for the 
record. 

Bradley Peterson, Jr.: “D&H never used yard limits in the NORAC or GCOR years. SU was 
for Susquehanna, P for Pennsylvania, SC for Saratoga/Champlain subdivision locals. Until See 
Pee changed things and went to computer symbols, yard jobs just went in numerical order in the 
yard (Saratoga had Yard 1 - Yard 5. Binghamton had Yard 1 - Yard 9. Ft Ed was just ‘yard 
job’) when I started in ’99. Now they’re all locals...no designated yard switchers to they can run 
the crews everywhere and get away with no penalties for taking them out of the yard. Some jobs 
do still stay in the yard only but it’s See Pees insurance policy!” 

Sam Botts: “Yard Limits are a term directly out of the CFR (code of federal regulations). Yard 
Limits can only be in effect on a main track. Where yard limits are used, passenger trains may 
operate at normal speed, all other types of track movements are made at restricted speed. At 
Binghamton, under NORAC (North East Operating Rules Advisory Committee), Rule 97 was in 
effect from Binghamton Container to CP-BD on #2 Running Track, Powers Road to CP-BD on 
#1 Running Track, QD to EMT (End of Main Track) on the Buffalo Running Track and from 
CP-BD to EMT (End of Main Track) on the Binghamton Running Track. All other tracks were 
governed by Rule 98. Movements on tracks designated by Rule 97 are under the direction of an 
employee designated in the ETT (employee timetable). In Binghamton, they were controlled by 
the Binghamton Yardmaster (I worked as yardmaster at Binghamton for CP/D&H from 1998 
through 2004.” 

Michael Eggleston: “The humper was usually the engine that worked the north end yard job, 
pulling cars up the natural grade at Bevier Street and then working with the yard crew (conductor 
and 2 or 3 brakemen to classify the cars in Binghamton by dropping the cars, with a brakeman, 
into the various yard tracks. The humper was never restricted to the hill, and could be used on the 
south end of the yard, going to Liberty Street yard or the old DL&W interchange (Front, Middle 
& Back) tracks alongside Stanford Seed to pull or place interchange cars for the EL. The ‘flat 
job ’ was usually called when there was a lot of industrial work (Kroehlers, Brick Yard, 
Binghamton Paper) or switching the repair track after the FRA had visited and crippled half the 
cars in the yard, or when the yard was jammed with traffic and cars were switched out on the 
south end of Bevier St. In later years at Bevier St., the ‘flat job’ was a rarity, but was called that 
to avoid radio confusion. I think that the SU designation was more to identify the crews with the 
‘Susquehanna Division’, just like the ‘P’ jobs were usually ‘Penn Division’ locals. Changing the 
yard jobs to locals was also part of the cutting down the number of trainmen on the yard to a 
conductor and two brakemen. Later one brakeman, later only engineer and conductor. Cost¬ 
cutting on Guilford days was a religion for Mellon, Fink and the rest of the Boys from Boston.” 
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We conclude this look at the Binghamton D&H yard, roundhouse, and turntable with a post card 
view that is titled “Erie Railroad Yards, Binghamton, N.Y.” A note associated with this post card 
reads: “To the left is the former Erie Freight/Passenger Station and their Liberty St. Yard.” 



Erie Railroad Yards, Binghamton, N. Y. 
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1504 

Carbondale Roundhouses and Turntables 

There were four different roundhouses in the D&H Carbondale yard which, for easy reference, 
we will call: 1871-1872 Roundhouse, 1884 Roundhouse, 1890s Roundhouse, and 1910-1911 
Roundhouse. 

1871-1872 D&H Roundhouse 

In September 1870, it was announced (1) that D&H was having “extensive Coal Pockets” built 
on the Flats, and (2) that the Erie Railroad, too, was also preparing to erect a roundhouse on the 
Flats. In the September 3, 1870 issue of the Carbondale Advance, we read: 

“The New Improvements. / We learn that the D. & H. C. Co. have made arrangements with 
Messrs. Johnson & Cooper, contractors, for the erection of extensive Coal Pockets, upon their 
flat, near the terminus of the Jefferson railroad. This looks like business, and will be a decided 
advantage to the town. / It is also stated that two Round Houses, one for each company, are about 
to be erected there.” {Carbondale Advance, September 3, 1870, p. 3) 


In the August 12, 1871 issue of the Carbondale Advance, it was announced that Superintendent 
Manville was having a ‘very substantial brick ‘Round House’ erected on the Flats in Carbondale: 

“The New Round House. / R. Manville, Esq., R. R. Supt., is having a very substantial brick 
‘Round House’ erected for the Del. & Hud. C. Co., on the Flats.” (Carbondale Advance, August 
12, 1871, p. 3) 


From the 1890s Summary, we learn that eight stalls in this D&H roundhouse were built in 1871 
and that sixteen additional stalls were added in 1872: 

“Eight stalls of the present upper roundhouse had been built in 1871, and completed to twenty- 
four stalls one year later.” 


In the Carbondale Leader of November 9, 1872, it was announced that this 1870-1871 
Carbondale roundhouse was “a fine brick round-house”: 

“The D. & H. C. Co. has erected a fine brick round-house for the accommodation of twenty-four 
engines at this place.” (Carbondale Leader, November 9, 1872, p. 3) 
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This new roundhouse is shown on the following page in a detail from the 1873 D. G. Beers Map 
of Carbondale. Notice, in this detail, the miners' houses and the saw mill at the north end of the 
Carbondale Yard. 

D. G. Beers Luzerne County/Carbondale map, 1873, showing the location of the 1871-1872 
Carbondale Roundhouse. 
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In 1874, Jacob Eitel was appointed foreman of this 1871-1872 roundhouse. In the biographical 
sketch of the man in 7550 (p. 452C) we read: 
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"JACOB EITEL was bom in 1831, in Germany, where he married Eouisa Romelmeyer; came to 
Carbondale in 1871; engaged in the employ of the Delaware and Hudson Canal Company, and in 
1874 was appointed foreman of the round-house. He served in the late war, in the New Jersey 
infantry, from 1861 to July, 1864." 


From the biographical portrait of Anton Roemmelmeyer (“Carbondale Gazed in Wonder When 
Electric Lights First Blazed in the D. & H. Locomotive Shop”) that was published in The 
Delaware and Hudson Railroad Corporation Bulletin of February 1, 1934 (pp. 19-20, 28), we 
leam that Anton Roemmelmeyer, who worked for the D&H for 51 years, was bom in 
Carbondale, January 29, 1863, and that his stepfather was Jacob Eitel, Delaware and Hudson 
Roundhouse foreman and engine dispatcher. 

This 1871-1872 roundhouse is where Anton Roemmelmeyer reported in 1881 for his first day of 
work for the D&H, having been hired by Master Mechanic Samuel H. Dotterer as a machinist's 
apprentice. 

"When he reported for his first day's work, in the old roundhouse located about 600 feet north of 
the present site, Anton was put under the tutelage of W. R Johnson, a machinist who later 
became master mechanic of the division." (p. 20) 


In 1876, the D&H locomotive repair shop operations were moved from the roundhouse at Green 
Ridge to a locomotive shop that was erected in that year near the 1871-1872 Carbondale 
roundhouse. In the 1890s Summary, we read: 

“In 1867, a roundhouse of twelve stalls, together with an iron turntable, was built at Green 
Ridge. Two of these stalls were fitted up for a locomotive repair shop, and the company’s 
engines were repaired there until 1876, when the increasing number of locomotives made it 
imperative that a larger shop, with improved machinery, be erected, and a locomotive shop 
(which has since been considerably enlarged) was built near the Carbondale upper round house 
in that year.” 

It was in this locomotive shop, we leam from the biographical portrait of Anton Roemmelmeyer 
referenced above, that the first electric lights to glow in the city of Carbondale were located. In 
Roemmelmeyer’s biographical portrait, we read: 

“The first electric lights to glow in the city of Carbondale, Pa., illuminated the locomotive shop 
of The Delaware and Hudson, according to Anton Roemmelmeyer, retired machinist. Prior to 
their installation, night work on the engines had to be done in the feeble light of oil lamps; when, 
therefore, arc lamps were in the experimental stage of their development, a dynamo and six arc 
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lights were purchased and placed in the locomotive shop. When they were first turned on the 
men blew out all the oil lamps and were gratified to find that the electric lights produced many 
times as much illumination as the former. For some time thereafter crowds gathered around the 
roundhouse each evening to witness this ‘modem miracle.’ 

Anton Roemmelmeyer, it should be noted, was an important figure in the history of music in the 
City of Carbondale. In his biographical portrait referenced above, we read: 

"One of Mr. Roemmelmeyer's favorite avocations was music, and for many years, beginning in 
1878, he played both the clarinet and comet in the Mozart Band of Carbondale, all the members 
of which were 'Dutchmen.'* These musicians were constantly employed at Lake Ladore when 
excursions over the Gravity Railroad drew thousands of people to that picnickers’ paradise each 
week from all parts of the east." (pp.20, 28) 


* “Dutchmen” here means “German”; “Deutsch” was then—and still is—misunderstood 
by many to mean “Dutch” and not “German” 


It was in the locomotive shop near the upper Carbondale roundhouse that Hezekiah Fisher 
worked when he removed to Carbondale from Scranton: 


“Hezekiah Fisher, aged 67 years, died on Monday evening, at his home on Belmont street, of 
paralysis. Deceased was formerly a resident of Scranton, and removed to this city about nine 
years ago. He was a blacksmith by trade, and until about a year ago worked in the D. & H. 
Locomotive shops. His wife, and two sons, Geo. F. Fisher, of Fell, and Wm. H. Fisher, of this 
city, and a daughter, wife of ex-Conductor E. M. Gilbert, of South Abington, survive him. Mr. 
Fisher is said to have been one of the oldest Masons in this section, having been a member of 
Union Lodge, No. 291, F. & A. M., of Scranton, since its organization. Carbondale Lodge, No. 
249, attended the funeral, which took place at 2 o’clock yesterday afternoon, and buried him with 
Masonic honors. The interment took place in Maplewood cemetery.” (The Journal, October 21, 
1886, p. 3) 


In the Carbondale Advance of May 10, 1879 (p. 3) we read: “The D. & H. C. Co. are driving the 
new work upon the ‘Round House.’ The specific nature of the “new work” has not yet been 
learned. 


In the Carbondale Leader of June 10, 1881 (p. 3) we read: “Two new water ta nks have just been 
put in the vicinity of the Round House by the D. & H. C. Co. The increase in the railroad 
business made it necessary to replace the old ones with others of larger capacity.” The 1871- 
1872 roundhouse was the only roundhouse in Carbondale at the time. The two new water tanks 
referred to in this announcement must have been put in the vicinity of the 1871-1872 
roundhouse. 
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1884 D&H Roundhouse 


The 1871-1872 roundhouse, from the perspective of 1884, was sometimes called “the upper 
roundhouse.” In 1884 a second roundhouse was built in the Carbondale yard. This new 
roundhouse was sometimes referred to by contemporaries as “the lower roundhouse.” In the 
1890s Summary, we read: “The lower [Carbondale] roundhouse was built in 1884.” That date is 
confirmed in Century of Progress, wherein we read: “Among the improvements of the year 
[1884] was the erection of a new sixteen-stall locomotive roundhouse at Carbondale.” 


The engine stalls in this new sixteen-stall roundhouse were under construction in April 1884: 
“Engine stalls are being built in the new round house.” (Carbondale Advance, April 12, 1884, p. 

3 ) 

In the Carbondale Leader of November 15, 1887 (p. 4) we read: "The turntable pit at the old 
round house is now 56 feet in diameter and will be of sufficient length for any purpose. The new 
table is expected this week." The roundhouse in question must surely be the 1884 roundhouse. 
The announcement in the Carbondale Leader is not clear in that regard. 


On April 29, 1888, D&H Locomotive No. 64 exploded at the [1884] roundhouse. Here is the 
announcement of that explosion that was published in The Journal on May 3, 1888: 

“D. & H. Locomotive No. 64 exploded at the round house on Sunday night, blowing out the 
front end of the boiler. Lortunately no one was hurt.” The Journal, May 3, 1888, p. 3. 


Erie Railroad Roundhouse Note: 

When the D&H 1871-1872 roundhouse was built, the Erie also built a roundhouse in the D&H 
Carbondale yard. This we know from the following announcement in the Carbondale Advance of 
September 3, 1870: 

“The New Improvements. / We learn that the D. & H. C. Co. have made arrangements with 
Messrs. Johnson & Cooper, contractors, for the erection of extensive Coal Pockets, upon their 
flat, near the terminus of the Jefferson railroad. This looks like business, and will be a decided 
advantage to the town. / It is also stated that two Round Houses, one for each company [the 
D&H and the Erie], are about to be erected there.” ( Carbondale Advance, September 3, 1870, p. 

3 ) 
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That 1871-1872 Erie roundhouse is described as a “frame shed” that burned in about 1885 in the 
announcement in the Carbondale Leader of December 11, 1889, in which it was announced that 
the Erie was about to built a new roundhouse in the Carbondale yard. Here is that 1889 
announcement: 

“TO BUILD A NEW ROUNDHOUSE. / The Erie Will Erect a Brick Barn for Their Iron 
Horses. / Ever since the destruction of the frame shed that sheltered Erie locomotives at this end 
of the branch the half dozen pushers and pullers have not been housed. The fire that destroyed 
the building took place about four years ago and the management evidently concluded that it was 
not worth while rebuilding the shed. / Six months ago it was rumored that the Erie had decided to 
erect a full grown round house with ample accommodations for their engines that remained over 
night in this city. Following this rumor we learned that the project had fallen through and the 
pushers were doomed to spend another winter on the side tracks. / Yesterday Master Builder 
Saxton came over the branch and brought the information that a substantial brick building would 
be erected at once on the site of the old shed. One section of the circle was to be constructed 
immediately which would accommodate eight locomotives. / This will be good news for 
engineers and firemen and the men who are employed in the repair shops in the Erie yard. It will 
be good news to the people, for the erection of such a building indicates that the Erie has come to 
stay.” (Carbondale Leader, December 11, 1889. p. 4) 

Shown below, in a copy made from a newspaper reproduction of the original, is the Erie 
Roundhouse in Carbondale in 1875. This is the Erie roundhouse (a frame shed that sheltered a 
half-dozen Erie pushers and pullers) that was destroyed by fire around 1885. The caption on the 
photo given below, when published in the Nostalgia section of the Carbondale News of 
November 21, 1978, reads as follows: 

“ERIE ROUNDHOUSE in Carbondale is seen here in the year 1875. Several gentlemen pose in 
front of a pair of wood burners which were the power for the Jefferson Division or branch from 
1870 when the branch was built until about 1880 when the Erie got an engine known as the 
Modock which was a little larger with eight driving wheels. George M. Norris was general 
foreman at the car shops and roundhouse in Carbondale in 1875. (Photo courtesy of C. O. Fitch)” 
(newspaper clipping from the Carbondale News, dated November 21, 1978) 


Here, then, is a copy of a newspaper reproduction of an 1875 photograph of the Erie roundhouse 
that was built in the Carbondale yard in 1871-1872. This is the only known photograph of this 
1871-1872 Erie roundhouse. In this photo, several gentlemen pose in front of a pair of Erie 
woodbumers that were used on the Jefferson Branch of the Erie from Carbondale to Lanesboro: 
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1871-1872 Erie Roundhouse in Carbondale 


While we’re focusing for the moment on the Erie, here is a very nice photograph of Erie 
Locomotive No. 4222 at B S Tower, April 10, 1945. Photograph in the archives of the 
Carbondale D&H Transportation Museum. 
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1890s D&H Roundhouse 


This D&H roundhouse was built in the 1890s south of the 1884 roundhouse. 

On the detail given below of the 1909 Map of the City of Carbondale Lackawanna County, 
Pennsylvania, 1909, From Actual Surveys By and Under the Direction of George William 
Tappan, Scranton, PA, October 18, 1909, both the 1890s D&H Roundhouse and the 1884 D&H 
Roundhouse are shown: 



1890s D&H 


1884 D&H 

Carbondale 


Carbondale 

Roundhouse 


Roundhouse 




197 





















Here is a photograph of the D&H 1890s Carbondale Roundhouse. A print of this photograph is 
in the collection of the Carbondale D&H Transportation Museum. 



It was in this 1890s roundhouse that Fireman John Kelly was accidentally killed in June 1891. 
Here is the account of that tragic accident that was published in the Carbondale Leader of June 
10, 1891, p. 4: 

“RAILROAD NOTES. / Young Kelly’s Death Throws a Gloom Over the Division. / The 

tragic and untimely death of Fireman John Kelly has caused a mantle of gloom to over spread 
this entire division. There is not a train hand from Nineveh to Wilkes-Barre who is not visibly 
affected and even the toddling urchins who toil in the round house pit are seen huddled in groups 
talking in grave tones of the fate which befell the man whom they all admired. The deceased 
entered the service of the company as engine hostler at the round house in this city about eight 
years ago and after the lapse of three years was through his natural mechanical ability advanced 
to the position of fireman, and had he lived he would in a few months have been called upon to 
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accept the most responsible position that a railroad superintendent can offer—that of engineer. 
The report which has been circulated by the Scranton paper that the unfortunate man made two 
or three attempts to make the coupling and was then crushed between the bumpers is untrue. On 
the contrary he merely dropped the pin for the trainman who had put the link into the drawhead 
and was in the act of stepping out from between the cars when without an instant’s warning there 
came a bump from the rear which threw him to the rail and in the twinkle of an eye the wheels 
were upon him, two of which passed over the upper portion of his body. / The above will 
probably convey to those who are not accustomed to railroading an idea of the frail and uncertain 
hold that a railroad man has on life. All that’s required is just one misstep and somebody’s 
darling is robed in the cold, clammy armor of death. . . ” (Carbondale Leader, June 10, 1891, p. 

4 ) 

It was also in this 1890s roundhouse that Charles Mclntre was severely injured in late January 
1899. Here is the account of that accident from the Carbondale Leader: 

“ACCIDENTS. / Two Men Injured While at Work on the Railroad—A Child Injured. / 

Charles Mclntre an employe at the Delaware and Hudson round house was severely injured 
Tuesday evening while at his work about one of the engines. He was engaged in dumping the 
cinders from an engine when a lever flew and struck him on the head inflicting a bad scalp 
wound and several bad bruises. He was taken to the office of Dr. D. L. Bailey where his injuries 
received attention. It will be a considerable period before he will be able to resume his duties 
again. . . .” (Carbondale Leader, January 26, 1899, p. 5) 


Also in the 1890s roundhouse, on October 9, 1899, George Seidler lost control of engine No. 13, 
the engine and tender both going into the turntable pit. Here is the account of that accident from 
the Carbondale Leader of October 10, 1899: 

“LOCOMOTIVE ON ITS SIDE. / Green Hostler Runs a Monster Engine Into a Turn- 
Table Pit at the Round House. / Yesterday seems to have been a day of misfortunes on the 
Delaware & Hudson railroad, for in the afternoon another unfortunate accident, equal to the one 
that happened in the morning at Dundaff street crossing, occurred at the lower round house. / 
George Seidler a hostler recently employed by the company and unused to handling locomotives 
in an attempt to move engine No. 13 lost his head when the machine responded to the throttle 
lever and jumped, allowing it to turn into the turntable pit where it landed tender and all on its 
side. / The accident occurred about three o’clock in the afternoon and workmen were 
immediately set at work to get the monstrous piece of mechanism out. They worked the 
remainder of the day and all last night and are still engaged. The most of the work is being done 
under the personal supervision of master mechanic W. R. Johnson. / The tender was raised last 
evening by the aid of a block and tackle. A derrick is generally used for this purpose but could 
not be placed at good advantage in the round house. The other part of the engine is much heavier 
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and is being blocked up after first being righted or set on rails. When it is level with the top of 
the pit it will be run off on the rails. / The amount of labor entailed is enormous and so far the job 
had kept a large gang of men at work. If the accident had occurred in the morning the results 
would be still worse as a number of the engines used on the road would have been shut in and 
tied up a number of trains for the period it required to get the engine on the track again.” 
(Carbondale Leader, October 10, 1899, p. 5) 


1910-1911 Carbondale D&H Roundhouse: 

The 1910-1911 D&H Carbondale Roundhouse was built on the site that was formerly occupied 
by the 1884 D&H Carbondale Roundhouse. 

Here is an excellent article, titled “Carbondale Roundhouse, D. & H. Company," that was 
published in Railway Master Mechanic, January 1912, pp. 14-16, about the 1910-1911 D&H 
Carbondale Roundhouse. Special thanks to John V. Bubemiak for locating this article and for his 
help in preparing it for inclusion here. 


“Carbondale [1910-1911] Roundhouse, D. & H. Company 

The Delaware and Hudson Company is just finishing the construction of a round house at 
Carbondale, Pa., for the housing of its Mallet locomotives, and has made a number of other 
improvements greatly enlarging the facilities and bettering the conditions at this point. 
Carbondale, in the heart of the anthracite coal fields, is the division headquarters of the 
Pennsylvania division and its principal yard point, from which an extremely heavy tonnage goes 
out daily both to the north and to the southward. The new Mallets are employed to bring in 
shipments from the lower portions of the division, but especially are they effective in the pusher 
service to the summit of Ararat, north of Carbondale. 

Until the recent improvements, the shop facilities at Carbondale consisted of a machine shop, car 
repair shops, coaling station, etc., and two round houses, one built about 1884, and the other a 
larger one of more recent construction [the 1890s Roundhouse], but neither of sufficient length 
of stall or turntable capacity to permit their being used for housing the new power equipment 
secured to the increasing amount of heavy traffic. This class of locomotive is amply provided 
for, however, in the new roundhouse located south of the present machine shops between the 
local freight yard and the Lackawanna river, and over the site of the older of the two original 
structures, the south roundhouse [the 1884 Roundhouse], which was tom down and removed 
during the progress of the new construction this season. To provide the necessary space for this 
building and the other improvements, the car repair shops are now all located on the east side of 
the river, the old ash pit is removed and two new double pits built a short distance from the 
present machine shops and near the northern approach to the new engine terminals. Also a 
portion of the old classification yard was taken up, a rearrangement of portions of the trackage in 
the yard being contemplated. 
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The new structure is a forty-one stall house [emphasis added], the inner circle having a diameter 
of 199 ft. 8 1/4 in., the outer diameter being 407 ft. 11 3/4 in., giving a stall depth of 104 ft. 1 1/2 
in., adequate for the largest locomotives in the service of this company, or contemplated for this 
division. The foundation and substructure is of concrete, the concrete extending to the top of the 
water table at a height of four and one-half feet above the elevation of the finished floor. The 
superstructure is of brick with steel columns and roof girders, provision having been made in the 
plans for a concrete protection encasing the steel work. The roof, supported on the steel structure 
by heavy wooden purlins, is constructed of two-inch matched spruce sheathing over which is 
placed a five-ply slag covering. 



View of Carbondale Roundhouse Under Construction, D. & H. Co. 


A commendable feature of the design is the generous provision made for natural light, a very 
large percentage of the wall space being made of windows, each stall having approximately four 
hundred square feet of window area in the outer wall in addition to the windows and louvred 
openings in the clere story. The wall space under the large windows is taken up with a reenforced 
concrete slab carried upon projections from the piers supporting the brickwork, in such a manner 
that both this slab and the window series above it are practically independent of the roof 
supporting structure, eliminating as far as possible danger of damage to the general structure 
should an engine run beyond the pits into the outer wall. 



LTTH F ' ■ I T ■ ■■ 11 Hi ■ m KJb 


Three drop pits are provided, two for pony trucks, and one for the drivers, while directly to the 
rear of these drop lean to for machine tools which is 20 ft. deep and extends along the width of 
five stalls. This lean-to will have a standard shop floor, but the roundhouse proper will be floored 
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with vitrified paving block laid on a 5-in. concrete base with 2-in. sand cushion. This floor will 
be laid with proper slopes towards catch basins of which there are three each stall, these in turn 
communicating by vitrified tile drains to the main drainage conduit and thence to the main trunk 
sewer leading to the river. This conduit is reinforced concrete, and receives also the roof 
drainage, this being carried in cast iron conductors to the floor line, and in tile lines below the 
floor. The brick floors are arched slightly between the rails of the tracks to the pits, but laid level 
between the rails of the 24-in. track, which, to facilitate repairs, follows the entire circumference 
of the outer circle between the end of the pits and the outer wall. 

The cast iron smoke jacks used were made by Paul Dickinson, Incorporated, Chicago. The 
building is heated by a direct system with coils along the pits and walls, the mains being carried 
in the concrete conduit around the inner ends of the engine pits. The boiler washing system was 
installed by the National Boiler Washing Company, of Chicago, the mains of this system, 
together with the air pipes, being carried on supports suspended from the steel roof girders, with 
drops at every other column. 

The roundhouse is served by a ninety-foot, cone-roller center turntable made by the American 
Bridge Company, and equipped with a Nichols electric tractor [emphasis added]. The turntable is 
mounted on a reinforced concrete foundation sunk to hardpan, and the pit is walled and paved 
with concrete. 

Attached to the roundhouse is a rest house and locker room for the engineers and trainmen, and 
the upper stories of this same building will serve as offices for the master mechanic and his 
supervising force. This building has concrete and brick walls closely following the lines of the 
roundhouse design, and will be completely equipped for the convenience and comfort of the 
employees while at the same time providing for the expeditious handling of the business of the 
department. 

The oil house provided is a two-story reinforced concrete structure with brick exterior walls 
above the second floor, but with concrete floors and roof, all windows being protected by heavy 
wrought iron shutters and the doors all tin-lined. The building is surrounded by a platform on 
two sides and contains a very complete system for oil distribution furnished by Gilbert & Barker. 
Near the roundhouse is located the new power plant, which is housed in a concrete and brick 
structure approximately 66x 90 feet in size, with roof of construction similar to the roundhouse, 
supported on steel girders. The boiler room at present contains 800 H. P. of Babcock and Wilson 
boilers, with foundation space provided for double this capacity in the present building, while for 
future needs, ground space is reserved for the extension of the entire building to the north. The 
boilers are served by a reinforced concrete chimney built by the General Concrete Construction 
Co. The engine room adjoining the boiler room contains the air compressor and blower 
equipment, with an ample capacity traveling crane; while in the pump room below is installed 
the general pumping equipment and the ta nks and equipment incident to the boiler washing 
system. All the floors in the power plant are of concrete or reinforced concrete. 
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Fuel for the boilers is delivered to the bunkers at the powerhouse by gravity from hopper cars 
spotted on the trestle over the bunkers, and the ashes are handled by special equipment from the 
tunnel below the fireboxes to empty cars on this same elevated track. For coaling engines the 
new coaling tipple of large capacity is constructed of wood on concrete foundations, the light 
grade of the long trestle approach to the bins greatly facilitating the ease of placing cars over the 
bins. Special measuring pockets will be used for the coal. Sand storage bins with drying house 
will be reached by this same elevated track. 

The water supply and fire protection are afforded by the city system. 

The work was done by G. E. Scott, of Pittsburgh, Pa., under the supervision of V. Z. Caracristi, 
consulting engineer for the Delaware & Hudson Company." [The Colonie project, see page 257, 
below, was also under the immediate supervision of Mr. V. Z. Caracristi, Consulting Engineer of 
the Delaware and Hudson.] 


When completed in 1911, this roundhouse had 41 stalls and a 90-foot turntable that was powered 
by electricity. The 1910/1911 building contained 140,000 square feet. A 105-foot turntable was 
installed in 1926. This turntable was 2 V 2 feet too short for the Challengers. If a Challenger had to 
enter the roundhouse, the turntable was used as a bridge just to gain access to a roundhouse stall. 
To turn a Challenger at Carbondale, Oneonta, or Colonie a wye track was used. 

Here is the account ("Record Turntable Feat") from The Delaware and Hudson Company Bulletin 
of May 1, 1926, pp. 7-9, 13-14, of the installation, on March 22, 1926, of thel05-foot turntable 
in the Carbondale roundhouse. 
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Record Turntable Feat 

Old Ninety-Fool Table at Carbondale is Removed and New Table of One Hundred 
and Five Feet is Installed in Four Hours, Four and One-ha If Minutes 


F il'n - I'l V ! K yysirti ago, according to llbNKV 
Cramer, mason foreman on the JVun syl¬ 
van in division, who was present at the 
time and stents to recall the incident quite well, 
the first turntable at CarbOiubile was installed. 

3 {, was a fifty-foot east iron table equally divided 
into two spans, find its Installation occupied the 
time of the Bridge and Building forte on the 
division fi>r two or three day*, The table wo> 
slid into its pit on 
ski [Is and then 
jacked Into place, 
a laborious a> well 
ns dangerous task. 

What eventually 
became of that 
table matters lit¬ 
tle. Suffice it to 
say, however, that 
oilier table* of 
greater length and 
greater strength 
. supplanted it a> 
the weight and si*r 
of locomotives in- 
creased until in re 
cent, years a nine 
ty-foot center bal¬ 
ance table had 
been in use. But 
again the netd of n 
larger and s I rouge r 
table became im¬ 
perative and so on 
March $£, last, 
this table was re¬ 
placed by a twin 
span, non balance, 
fable of one hun¬ 
dred and live feet. 

Incidentally, too. Mu. (.'ha.mxh wa* an 
spectator on this occasion. 

Of even more interest, perhaps, i> a most mt 
usual time record which is buried back of these 
meagre facts, ]\ T o longer are turn tables installed 
with skids and jacks. The mere matter of tdfte 
and weight precludes this, while along with the 
development of power there ha-^ been n correspond- 
big improvement in working methods ini ended to 
expedite the solution of lucMinimal and other 

/, mo 


problems mid produce a better quality of work¬ 
manship. 

Tis render inoperative a roundhouse of the me 
of the one at Carbondale, ul this day, is a matter 
nf serious moment. But this is tv hat results, 
nevertheless, when it becomes necessary to install 
a now turntable, and it is only by hearty coopera¬ 
tion on the part of the various working forces 
njnccTiied that such a problem can be handled 

expeditiously. 

■ It was this aorfc 
of cooperation, en- 
t h u s i ei a t i cully 
given, that made 
possible the re¬ 
moval of the nine- 
ty-foot table and 
cribbing that had 
permitted a con¬ 
tinuance of it* use 
while the pit was 
being prepared for 

the larger table, 
arid the installa¬ 
tion of the new 
table in four hours 
four and one-half 
minutes. Altogcth- 
or, the roundhouse 
was inoperative for 
only five hours 
thereby causing 
the operating de- 
part meat practical - 
ly no embarrass- 
merit, all power on 
hand having been 
turned in anticipa¬ 
tion of its possiible. 
use Inn fore being 

placed mi i Eh> farm/' 

Throughout the performance each step was fol¬ 
lowed with keen, interest by a large crowd of em¬ 
ployes, officials of the Company and other rail- 
roads, and city folk, AH were impressed by the 
L'lock-i-ikc precision with which so many men, ap¬ 
proximately 120, went about tlieir work. There 
was no eon fusion, no needless excitement, and, 
fortunately, no serious, accidents, Tt was in every 

{Continued on Pai?* 13) 

actmji 


*Uhe Story in Hours and Minutes 


\)\rsi mriuox of Work 

St a im-’jj 

COMPIJ^TKII 


a, m, 

a. m. 
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AVjwoiflf «/ old t itrttltthl*- 



h'jltfrC 


ft; 54 
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f5 r -hi 
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7:20 
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10:30 
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SI: 37 
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Fmrrr tamed on .. 
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10:453 ^4 
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Key to V iews on Pages 7 and 8 

I—Removing old table. 

*2—Pouring spelter. 

3— Placing B span. 

4— Centering A span. 

5 (Left to right) L. G. Conklin, general electrical inspector; 
H. S. Clarke, engineer, maintenance of way; G. S. 
Edmonds, superintendent of motive power ; and F. P, 
Gutelius, Jr., division engineer, Susquehanna division. 

6— -Dropping pre-cast block. 

7— B span going into place. 

8— Placing A span 

9— A “ pull together’* 

10 George Burrell, electrical foreman, turning the power on. 

1 1—’A and B spans joined 

12 M. J. McDonough, division engineer, Pennsylvania Div. 

13—On the ropes 

14 (Left to right) Mr. McDonough ; Mr. Clarke; C. M. Gramp, 
signal supervisor, Susquehanna division ; and A. H. 
Rice, signal engineer. 

15— Across the table, showing overhead wiring. 

16— A section of cribbing. 

17— First engine turned. 
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Record Tamiable Feat 

l Co-in in usd from Fas* 7 I 


respcet a feat that will ever remain an interest' 
ing record in the progress of the Company* 

The factors contributing to the success of the 
installation, as afterward set forth in the report 
of M. J. McDonough, division engineer, upon 
whom the responsibility for the successful coni' 
plction of the work rested* were as follows: 

Cooperation of Transportation and Mechanical 
departments. 

Careful study of details. 

Accuracy of the engineers in laying out and 
chocking the work* 

Accuracy of preliminary work of the 11 ridge 
and Building foremen, Bridge Erecting foremen, 
and the Electrical foreman. 

Cereful pi Finning of the work for installation. 

Ground was broken on October 12, IS25+ for 
the new circle wall* the total excavation amount¬ 
ing to approximately 1,400 cubic yards. Some 
difficulty was experienced due to the fact that 
two other turntables had been installed in the 
same location but at a lower elevation, ft l>e* 
came necessary, therefore* to remove considerable 
old stone masonry from l>ack walls* ring walls, 
pit walls and elsewhere. 

Placing of the concrete (1-3*6 mix) footing of 
approximately 275 cubic yards followed closely 
the excavation work and was completed on Novem¬ 
ber 2y. On December 17 construction of the circle 
wall atop the footing and bound to it, was started 
and wns completed on December 29, IGft cubic 
yards of concrete (1-2-4 mix) having been used* 
Construction of the concrete (1-2-4 mix) back 
wall of 114 cubic yards, followed on January 2, 
1926, and was completed on January 14, steam 
pipes having been installed to keep the fresh mat¬ 
ter from freezing. Meanwhile* a ten-ton precast 
center block of five cubic yards of concrete {1-2-4 
mix), reinforced with steel rods and provided 
with anchor holes to permit it being secured to 
the old foundation, and other anchor holes for 
the center easting, was designed and completed* 

Considerable preliminary work likewise had to 
bo done by the electrical forces. This included 
the installation of nciv transformers at the rear 
of the roundhouse from which power was to bo 
conveyed to the power collector on the table 
through a three conductor 00 cable strung on mes¬ 
sengers extending over and above the roof of the 
roundhouse. 

The new table was delivered on March 7, at 
which time all work except that of assembling, 
last-minute electrical work, and the framing of 
the tics, had been completed. The trucks were 
placed opposite each other on the circle rail at 
the location where the tabte first would be set, 


tested and carefully blocked. In much the same 
manner each of the two spans was placed on 
blocking in its respective posit Jon at the side of 
flic pit. Installation of tlac deck ties* conduits* 
wiring for motors and electric lights, electric 
light support poles* gallows frame for power col¬ 
lector at the center * control cabin,, controllers, 
resistances and other work was completed so far 
as possible in preparation for the final movement 
into the pit* 

About this time S* L. Sat ter stein, a represen¬ 
tative of the Bethlehem Steel Company which 
had furnished the table, visited Carbondale. 
Several meetings of the supervisory oflicers field 
in the Division Engineer’s office were attended hy 
him and all profited by bis experiences in con¬ 
nection with other similar installations. It waa 
at these meetings* also, that the general scheme 
for removing the old and installing the new table 
without confusion and in a minimum length of 
time, was developed. Drawings showing the ex- 
act location of each machine, each large item of 
material and the movement through which each 
would have to pass on the date of iinstallation 
were prepared. From these a program and sched¬ 
ule of w j ork was drawn up and Inter read at a 
meeting attended by the Division Superintendent, 
Master Mechanic and foremen, Divisional Car 
Foreman and Wrecknmgter, Electrical Supervisor 
and foremen; Bridge Erecting foreman* super¬ 
visors, engineers and foremen of the Maintenance 
of Way department. 

Just prior to installation balance points were 
determined and marked on the halves of the new 
table, Crftncs were put through the movements 
that would he required so that distances might 
be determined and checked, and other important 
details received the same careful attention. AH 
equipment was placed on the radial tracks of the 
roundhouse, excepting a bridge erecting crane, 
and consisted of a ditcher on Track 7; two low 
side gondolas on Tracks 5 and ft for the removal 
of temporary carry; Hat car on Track 12 for con- 
troller cabin of old table; two Hat cars on Track 
13 to receive the. discarded table; a locomotive 
crane on Track 15; an electric gasoline crane on 
Track 24; Iow r side gondolas on Tracks 22 and 2G 
io care for temporary cribbing; a ditcher on Track 
S3; and low’ side gondolas on Tracks 31 and 35 
into which temporary carry and other material 
from the pit was to he loaded. 

Beginning at midnight, the Mechanical and 
Transportation departments* working together, 
removed from the roundhouse and turned all en¬ 
gines that would bq needed during the time the 
new fable was being installed. As the removal 
proceeded, radial rails were cut at the face of 


/ 1236 tTiirfeew 


208 



The Deia^eare and Hudson Company Bulletin 


the now hack wall. At fi a* ju.> March 22, the 
roundhouse \v&% empty and between then and ff:43 
a. it]., the bridge department^ erecting crane was 
placed in position in the westerly entrance and 
all ether equipment wa.% made resuiy for the be¬ 
ginning of the transfer. 

Power was turned off at G:4.> a. m, s and the 
table tinned over to the Maintenance of Way 
forces, Removal of the old table began at once 
and at THG a, in., it had been loaded on the two 
Hat enra in Stall J3, lining handled in the tmal 
movement by Wrecking Crane Xo, 250020 which 
had been brought to the scene from the Kugquc* 
hnmm division and which was in charge of Bar¬ 
ney Brennan, veteran wreck master on the Benin 
sylvania division. Meanwhile, the center of the 
old table was 1 * 0 moved by the bridge erecting 
crane in charge of M Ed " Dower, bridge foreman. 

The old foundation then was cleaned and 1 lii 
|irmiHt center block plncrd al S:2I) a. 111 ., being 
anchored by means of four bn Its mie- quarter inch 
of cement living used tu ubtain an even heal ing. 
At St&7 a. in., the Center bearing casting w'us in 
place ami anchored to the precast block by eight 
bolts. 

Xest came the placing of (lie two spans. the t 
span, weighing approximately thirty-five tons and 
including the gallows fraiiii 1 , emit red eabin and 
dead engine hauler, being (lie (irst (■t Ik 1 placed 
i ti tin* pit. ft- whh picked up al S:o3 a. m,, by 
the bridge erecting mine mid was in position at 
11:35 a. m. The fJ spun of approximately twenty* 
eight (oiih, having lwen picked 11 p by the wrecking 
crane during the time that the A span was being 
adjusted to the center I waring, was in place two 
' minutes later. The work of boiling the two spans 
together was si acted aL Eh 31 a. m,, and completed 
at Iff: 43 a. nn Meanwhile, the elect rival work 
had been completed, at Iff:20 a, m. ? the work fin 
the deck undertaken and fini^.I hh! at I0:3ff a. irt., 
and all rail, track carries and cribbing miioved, 
leaving the united spans ready for service. 

Power was turned on at IfhJtff a. in., the motors 
started at 10:37 a. in., and the first revolution 
completed at 10:41)^4 H* Some delay was ucm- 
aioned during the 1ir^.t revolution to permit of a 
careful breaking in of the motors and because of 
the interference of a radial rail which had nut 
been cut to proper length. At U oVba-k Hie table 
was turned over to the Mechanical department 
a rid Locoi 110 15 ve Xo + I (i 13 wn - In rnctl i in ined i li t ch\ 

The table being of the nun-bnluneu type auto¬ 
matically distributes its dead and live loads 
squally between its; center and circle rail founda¬ 
tions, the two driven wheels receiving E-Sff per cent 
uf the total weight on (ruck wheels for tile un¬ 
loaded table and about 23 per cent when loaded, 
with any weight engine. Its four equalising 
trucks, two at each end, together with (he center 
make it a live-point bearing table. 

StructitrnTly. it consists of two simple shallow' 


deck spans, each liextbly joined to a transverse 
girder at the canter. These flexible connections 
provide for the simple spun deflections, allow of 
adjustments to ordinary errors of elevation bC’ 
tween circle track ami center pier, and give the 
*p«n ends freedom to take inequalities of level in 
the circular track. 

Two General Electric Company motors, type 
MT( 'Form M 220 volts, phase, 25 b. p., SSSi 
BBM, geared to drive wheels and controlled by 
General El active Company controller type T-52W 

and service ..trol panel type CR-740ff-Yl operate 

ihe table. Thw motor* can be used as a multiple 
unit nr separately as may be desired and are ar¬ 
ranged one oil each end of the table on the same 
side on cast steel frame trucks. Tn addition there 
is another General Electric Company motor, type 
MTC-Form M-220 volts, 3-pliaso, 2.5 h. p., oflS 
RFM., to operate dead engine hauler, located oil 
the end opposite from the ojierator 1 * cabin and 
from the other two motors. All motors are inter- 
chaliveable and positive control is assured by the 
presence of e die Sent foot brakes and truck fric¬ 
tions, 

T. E. O’Rheex, bridge and building master, was 
responsible for the work in general, being assisted 
hv -L Lkeeoy Va rkfh of Urn division engineer’s 
field force j \V, E, Fjeuhxo, general foreman, 
Bridge and Building department ? and J, JL Phil¬ 
lips, bridge and building supervisor. James J. 
Cawley, carpenter foreman, and James Madden, 
extra gang foreman, directed the preliminary 
work. The steel work and the handling of the 
table was supervised by B. Clancy, supervisor 
bridges, and his assistant, E. Do WEB, F, 
Tijhmo.sm, electrical supervisor, assisted by Gkome 
Burrell, electrical foreman, and Jesse Williams, 
line foreman, was in charge of his particular line 
of work. 

Entertainment of ihe visitors at dinner was ar¬ 
ranged by Mr. Phillips and altogether 123 per’ 
sons were splendidly accommodated in camp cars 
c i m Veii i en l ly I c jcee ted. 

Among the visitors were to he noted J. 1> + 
Hnhaley, division superintendent: C. M. Lewis, 
division engineer j L„ II. Edwards, maintenance 
inspector; F. A. Knapp* master carpenter, and 
Henry Rant-man, master carpenter, alt of the Erie 
railroad; K, W. Badger, division superintendent; 
F. L. Cngwin, roadmaster* and F. J. Barry, master 
mechanic, of the Xeiv York, Ontario and Western; 
Frank Loughnam, division engineer; L. E. Wen- 
ner, bridge and building master, and F„ C, Stehle, 
general bridge inspector, of tlie- Lehigh Valley 
force*. 


P&saen^er; " Mease, conductor, will you help me 
to off the train T* 

Conriuetor: “ Certainly, madam," 

i'assengcr; "You see,, it's this way. I lei am 
rather stout, I have to out backwards—tlm 
porters think J"m ^ettlns in—so tbcj- p;]vc me a 
shove and shVj ‘ L'rry uo t ma'am/ I'm n-\ r e stations 
Pft^E where 3 want to ko now."—EjeJmfltfe. 


fourteen )[ nl/ 
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In the collection of the Carbondale D&H Transportation Museum is a professionally produced 
(doubtless by the D&H) album of photographs and text about the installation of the 105-foot 
turntable in Carbondale on March 22, 1926. Here are the contents of that album: 

Carbondale Turntable (105 foot) Installation, March 22, 1926; original book in the collection 
of the Carbondale D&H Transportation Museum, Inc. 
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THE INSTALLATION OF A NEff 105 p OOT THREE POINT TWIN SPAN 
TURNTABLE, REPLACING A 90 FOOT CENTER BALANCED TURNTABLE 

AT CARBONDALEj FA,, MARCH 22, 1926. 

At Oneonta, N, Y,, January 7 j 19^J-j s new 105 toot three point twin 
spars turntable was installed, replacing o 75 toot center balanced turntable * 
This work was done in what was then considered record tisse* Only seven ( 7 ) 
hours and thirty-eight (J8) minutes was consumed in removing the old turn¬ 
table end installing and piecing in operation the new table, and the Motive 
Power Department was deprived of the use of the engine house only ten (l0) 
hours and thirty ( 30 }minutes, 

Again, on March 22, 19^6, at/Carbondele, Pa*, a new 105 foot twin span 
turntable, similar to the Cneonta turntable, was installed, replacing a 90 
foot center balanced turntable* The publicity given the Onconta performance, 
together with the great amount of interest shown by the different departments 
of the Railroad, acted like 0 stimulant to the Pennsylvania Division forces, 
and they removed the old turntable, installed and placed in operation the new 
turntable in the very remarkable time of four (U) hours, four and one-half 
(Itg-) minutes, with the engine house out of service only five { 5 ) hours, re¬ 
ducing by approximately one-half the previous record of installation at 
Oneonta * 

Perhaps, it would be well, at this time, to describe the new turntable 
and outline the methods employed in carrying out the work of installation, in 
order to make more clear just what an installation of this magnitude in four 
hours, four and one-half minutes really means* 

The new turntable is of the non-balance type, distributing its deed and 
live loads equally as between the center' and circle rail foundations* Its 
four equalizing trucks, two at each end, together with the center, make it a 
five point bearing table, 

Structurally, it consists of two simple shallow deck spans, each flex¬ 
ibly joined to a transverse girder at the center* Those flexible connections 
provide for the simple span deflections, allow of adjustments to ordinary er¬ 
rors of olovation between circle track and center pier, and give span ends 
freedom to take inequalities of level in the circular track. 

The transverse girder besides loading the center proper, affords a 
support for the lateral bracing, the power intake arch; end as a jacking beam, 
affords two easily accessible journal-box jack seats for releasing the center 
casting. 

The center is bolted beneath the junction of the lateral system end the 
transverse girder, and consists of the usual-bridge shoe unit of upper shoe, 
horizontal pin and lower shoes, set on a flat phosphor bronze disc which in 
turn rests on the anchored base or distributing casting. 

This center, though simple and compact, embodies several new and import 
tent features* F r example, it is designed to take the braking force of any 
engine by means of a phosphor bronze ring around a vertical pin-projection of 
the base casting. The horizontal, enclosed, one piece pin equalizes tho load 
on the disc, transmits all lateral forces to the lower shoe end through the 
bronzo ring to the base casting. The enclosed disc has two wear surfaces, 
both with provision for self-cleaning, and is oil immersed and oil trapped, 
hence can run in flood waters without damage* 
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The center is so constructed that by raising the table not more than 1/0“ 
the complete shoe and disc may be removed* inspected and replaced in a fraction 
of an hour by from four to five men equipped with jour ns 1 bos jacks* wrenches, 
ropes and gas pipe skids. 

The anchorage to foundation also provides for full engine breaking shear* 
having turned bolts through drilled holes in the base casting with ports for 
the escape of grout displaced when, entering bolts* 

TRUCKS 

There are four trucks* two on each end* which have cast steel frames of 
Er rl' r type heavily flanged and braced* One of the trucks on each end is sc con¬ 
structed to carry the motors which propel the table. Each frame is undeF-hung 
from the radially aligned axles of two wheels and supports in its central por¬ 
tion* the super-imposed girder loads on two widely spaced and radially aligned 
trunions• 

This construction insures:- 

Perfect equalization of girder loads on the two wheels of each truck* 

Entire freedom of truck adjustment to girder level or deflections by 
pivoting on the rail. 

Proper truck base whether in service* wedged up or in transit* since the 
truck frame is formed with these points in view* 

Quicker installation on account of motors being placed on the truck frames* 

Additional details hold trucks in radial alignment and yet allow of per¬ 
fect adjustment to spans* The wheels are standard forged* pressed or rolled 
steel car wheels with flanges removed and treed properly tapered to the center 
of the table. The bearings* four per truck* six per end of table* are standard 
MOB journals with standard boxes* 'wedges* brasses* lids* dust guards* waste 
and lubricants* On the frame which curries the motors one of the wheels is 
not equipped with standard MOB journals but is equipped with ordinary Babbit 
bearing which is oiled by moans of oil cups* 

MOTORS 

The turntable is operated by two General Electric Company rectors* type 
MTC-F 0 rm M-220 volts* J phase* 25 h,?, t 565 SM, controlled by General Electric 
Company controller type # T-5ZlV and service control panel type CR-7i*.09-Yl* The 
panel is so arranged that motors can be run as multiple unit or separately, 
Motors are arranged one on each end of the table on the same side on cost 
steel frame trucks. In addition there is another General Electric Company 
motor type MTC-Foren M-220 volts* J phase* 25 H* F* 5^5 RFM#* to operate dead 
engine hauler. This is located on the opposite side of the table from the 
operator's cabin and from other two motors* These three motors are interchange¬ 
able* 

The distribution of loading is such that the two driven wheels receive 
of total weight on truck wheels for the unloaded table and about 2fi^ for 
loaded* with any weight engine, Motors are geared to drive wheels. The power 
units* which are on each end of the table* are equipped with efficient foot 
brakes which* together with the truck frictions* afford ample and positive 
control * 
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ADVA STAGE a 

Advantages of this type of table over the balance type are as follows:- 

(a) It is cheaper in first cost for total installation, pit and table, 
and particularly so in the esse of replacement* (b) It is of cheaper and 
easier runintenance, (c) The simple pin and disc center is not affected by 

high water in a flooded pit* (d ) The trucks are MCE standard* 

(e) In operation, engines need not be balanced, resulting in saving of 
tine required for disposition of engines- (f) Table will turn any equipment 
having; total wheel base not exceeding 10 U feet* 

(g) Table rail and approach rails ere level at all times which eliminates 
damage to the engine frames and table* 

CHARACTER OF TORE AIID METHODS EMPLOYED 

Carbondale, located at the source of our hard coal supply, is one of 
our busiest terminals, and particularly so, since the settlement of the recent 
suspension of the anthracite mines. Therefore, in order to avoid delays to 
the operating and active power departments, the installation must, from necess¬ 
ity be made in as short a time as possible. The day of installation, all loco¬ 
motives to be used for the portion of the day in question, having been pre¬ 
viously placed on the engine farm for distribution as needed, the new turntable 
was placed with no delays to the operating department, and as mentioned pre¬ 
viously, with only five (5) hours interruption to the use of the engine house* 

The total work of installation may be considered as being divided into two 
p^rt a * 

Fir^t. Preliminary work, carried cut under traffic, which consisted of 
excavating for and constructing of the now ring wall and circle track* the sup¬ 
porting of the engine house tracks between the new and old tack walls* the 
removal of the old beck wall and its replacement with temporary cribbing, the 
constructing of a new electric power line and the preparation of the new turn¬ 
table to avoid the extra work on same after piecing it in position in the pit. 

Second * The final work, not performed under traffic* which consisted of 
removing tnc old turntable, the removing of cribbing and track carries, and 
the installing of the new turntable and placing it in operation. 

PRELIMINARY TORK 

On October 12* 19^5* work was started 3 commencing with the excavation 
for the new circle wall and the removal of the old back wall* This work was 
done with a ditcher loading dump cars, which were placed on the house tracks 
and as filled ’were dispatched for dumping. The excavation by the ditcher was 
completed November lU, 1925 * Between these dates there were only five radial 
tracks out cf service at any one time. As the excavation was made, temporary 
bents and rail carries were installed to support the radial tracks and return 
them to service* The total excavation amounted to approximately li+OG cubic 
yards, and occasioned considerable difficulty* due to the fact that two other 
turntables had been previously installed at this location at a lower elevation 
which made it necessary to remove the old stone masonry from the back "-alls, 
ring walls* pit walls* etc* 
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As the excavation progressed, the concrete footing which was 1-3-6 mix 
and amounted to 275 cubic yards* was started* and followed the excavation 
around the entire circle* being completed on November 25* 19^5* As the foot¬ 
ing was placed* tubes made of scrap boiler fine* six feet long* were placed 
vertically under the proposed location of the new circle rail fit approximately 
6' o u centers* the elevation of these tubes being 2' 1 lower than the elevation 
for the bfise of the new circle rail* The tubes were filled with grout* topped 
with wooden plugs which were cut off at the elevation for the base of the 
circle rail. This was the method used in obtaining true circle and the proper 
elevation for the circle rail* 

On December lyth the work on the circle wall was started on top of the 
footing and bound to it- This was of 1-2-4 mix and amounted to approximately 
169 cubic yards and was completed on Decomber 29th* Before pouring the circle 
wall* the circle rail which was of 130# section* was installed and supported 
at its correct elevation and location* with circle rail* anchors and bolts at¬ 
tached so that when the circle wfijl was poured the circle rail anchors and 
bolts were embedded in the concrete and the circle rail firmly held to eleva¬ 
tion find location* 

While the work of constructing tho circle wall was being carried on 
twenty-four forms* six feet long* were being constructed for the new beck wall* 
Six of these sections were used at each location which allowed us to complete 
a back wall in nine 30* sections and with expansion joints* 

The back wall was started on January 2* 1926 t and consisted of 1-S-k 
mix and amounted to approximately Ilk cubic yards* This work was completed 
on January Ik, 1926* 

- 

This work was -carried on during cold weather and* in order to prevent 
the concrete from freezing* rows of steam pipes from the plant in the round 
house were constructed* find sufficient ste a m provided to furnish necessary 
heat for protection to concrete while setting* 

T/Vhxle this work was in progress a precast center block reinforced with 
steel rods was being fabricated* which consisted of 1-2-k mix* being approx¬ 
imately five cubic yards in capacity* weighing approximately ten tons* This 
block was so constructed that it could be easily handled on the day it was to 
be installed with necessary provisions being made for attaching lifting hooks. 
The block was also provided with anchor holes on each corner to anchor to the 
old foundation and also anchor holes for the center casting* This was mfido 
necessary on account of the difference in the design of the old table and the 
new. 

On January lijth the preliminary work which was well under way* was 
interrupted until the receipt of the timber for the top of the back wall. 

This was received on February 2k* 19^6* and consisted of 12x12 long leaf 
yellow pine which were framed to conform with the circle back wall and to 
which the radial rails were spiked* 

’While working on the installation of the new walls* circle rail and track 
carry for the radial tracks* the electrical forces carried on their preliminary 
work which consisted of stringing new pov/er lines to the center of the pit to 
have ready for connecting with the power collector of the new turntable at 
the day of installation* 
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Two separate and individual sourcea of power are provided, a regular 
source of 2^00 volts stepped down through transformers to 320 volts, and an 
emergency source of 220 volts direct. Either can be used simply by throwing 
a triple pole double throw switch, located in switch board building rear the 
transformers. 

The transformers used in connection with the bringing of the power to the 
new turntable were located at the rear of the round house end current from them 
to the power collector of the table was conveyed through s three conductor ,r 0(/ f 
cable strung on messengers extending over and above the roof of the round house* 
On top of the round house opposite each other two "H ei fixtures consisting of 
steel frames and cross bars were set# Four messengers in catenary form were 
extended from 11 H" fixture to ir H" fixture and secured to cross members by means 
of l"xl2" running thread eye bolts to provide for slack take-up. The messengers 
were held horizontally apart by 3/8 fl x 2" x 22" iron spreaders approximately 3 
feet apart* The spreaders are drilled for 1/2" cable clamps to hold thorn to 
messengers, with additional drillings to provide for the running of new messen¬ 
gers and removal of old without interruption to service* T 0 these spreaders 
wooden clamps were fastened to support electrical cable# Messenger wires and 
cables were installed, old power cable removed and the old table power collec¬ 
tor connected temporarily with the new cable, providing advance service test of 
new transformer and coble installations, also providing quick method of connec¬ 
tions to the power collector of the new table# The cross members of the ![ H' r 
fixtures, being of 1/2 w x Ii M angle iron spaced 1-jt 11 apart, provide slot for teko- 
up bolts end permit of horizontal movement of messengers for perfect alignment# 
This arrangement also provides moans for movement of cable messengers off center 
as necessary to establish clearance for setting that half of the new turntable 
which carries the gallows frame# 

The new turntable was delivered on the ground March 7th, at which time all 
work was completed, with the exception of the assembling of the new table, the 
framing of turntable ties and soae electrical work* After the new turntable 
was delivered on the ground t the steel gang went over the steel work, make all 
connections which could be node prior to the actual installation, checked over 
the material and placed seme so as to be available without delay on the date 
of installation. A representative of the Bethlehem Steel Company was in atten¬ 
dance at this time and gave the company forces the benefit of his experience in 
other installations* 

The trucks for the new turntable were unloaded, placed and blocked in the 
pit on the new circle rail opposite each other at the location where the new 
table would be first set* This permitted the table being placed direct on the 
truck mountings at the day of installation. 

The new table, being of the twin span, was in two halves which were un¬ 
loaded and supported on blocking on opposite sides of the pit at the locations 
shown on the attached sketch* Everything that could be done on each half prior 
to installation in pit was done, including such work as installing deck ties, 
conduits, wiring for motors and electric lights, electric light supporting 
pole gal Iowa frame for power collector at the ennter, control cabin controll¬ 

ers, resistances, etc# 

The two spans were numbered ss the lf A ir and 11 B 11 spans* On the "& n span 
the opcr 0 tor T s house and motor for the dead engine hauler were installed, also 
the gallows frame# This allowed the electrical forces to install all necessary 
conduits and wiring for the motors except the joining up of the conduits at 


215 




- 6 - 


connections between 11 A 11 and tr B tr spans which was taken care of later by two con¬ 
duit unions* 

A5 the number one and number two motors were not on the turntable spans 
but on the trucks which were at this time in the pit, the electrical forces 
made temporary connections from span m A j1 to these motors and both were tested 
before the installation# The metor for dead engine hauler, which was on the 
opposite side of the control cabin, vras installed in its proper position and all 
permanent connections were made. 

Also before the day of installation the bridge erecting crane and locomo¬ 
tive erecting crane raised the respective halves of the new table that each was 
to handle, determined and marked the balance points, so that on the day of in¬ 
stallation no time would be lost os all that would be necessary would be taking 
hold of the helves of the table at the pre-determined balanced points and nick¬ 
ing up# These cranes were put into all movements that would be necessary to 
do on the day of installation, and were checked as to distances, etc*, tc see 
that they would perform the work that was planned out for them* 

During the time the preliminary work was being carried on, there were 
several meetings of the supervisory officers held in the Division Engineer T s 
office, and general schemes s'nd plans were developed for the removal of the old 
and installation of the new table with the object irt view of eliminating any 
confusion on the day of installation, and reducing the actual time required to 
a minimum* At these meetings details wore thoroughly discussed and a blfte 
print prepared on which was shown the proposed location of each machine and 
each large item, of material# The movements that each unit of work equipment 
was to make at the day of installation* were thoroughly rehearsed* 

This was worked into a program and schedule and on March 16th a general 
meeting was held in the Division Engineer's office which was attended by the 
Division Superintendent, Master Mechanic and his Foremen; Divisional Car Fore¬ 
man and his Wrecking Master; Electrical Supervisor and Foremen; Bridge Erec** 
ting Foreman; Supervisors; Engineers and Foremen of the Maintenance Department* 
The schedule and program was read and each item which indicated what every 
Foreman and machine was to do on that day was thoroughly discussed. The 
Transportation and Motive Fewer Departments knew what they could expect on that 
day, re: inconvenience account of the turntable and round house being out of 
service, end therefore made necessary plans for their motive power on that day 
in order not to be put to any delay during the time the turntable was out of 
service * 

On the afternoon of March 21st all equipment with the exception of the 
bridge erecting crane, was placed in the radial tracks of the round house, in 
addition to cars necessary for the removal of the temporary carry* This 
equipment consisted of ditcher on track 7; two low side gondolas on tracks 
5 end 9 which were used in connection with the removal of the temporary 
carry; law side gondola on track IX for temporary track carry; etc.; flatecar 
on track 12 for loading of the controller cabin on the old turntable; two flat 
cars on track 13 for leading of the old 90* turntable; locomotive crane on 
track 15; electric gasoline crane on track 2i|; low side gondolas on tracks 22 
and 26 for the loading of temporary cribbing, etc#; ditcher on track 53; Id* 
side gondolas on tracks 31 and 35 for the loading of temporary carry, etc. 
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At midnight on March 21st the Mechanical Department and Transportation 
Deportment arranged to turn ell engines and remove from the round house ell 
engines that would be needed for March 22nd* As the locomotives were removed 
the rails of the radial tracks were cut at the face of the new back wall with 
acetylene cutting torches end this work was completed et 6*00 A,LU on March 
22nd* 

At 6.00 A*M, on March 22nd the round house was clear of engines for the 
installation* Between 6*00 A.U. and 6*1+5 AJJ* the bridge erecting crane, which 
was placed on the engine farm north of the round house, was brought to the 
turntable and took its position on the westerly entrance track prepared to 
start the installation* All other equipment was being prepared to start work 
at the time the power was shut off* All the Foreman who had charge of men 
fi^d all necessary tools and equipment placed and ready for work. The power 
was cut off from the old turntable at 6.1+5 A*M, and the table turned over to 
the Maintenance of VJay forces* 

■ 

final work 

At 6*1+5 A,Mi the removal of the old turntable housing was started and 
lifted out of the pit by the locomotive crane* The removal of the deck from 
the old table was started at 6.1+5 A.M, and completed at 7*10 A.M, At 7*20 
A*H. the locomotive crane and bridge erecting crane picked up the old turn¬ 
table end removed it from the pit. The loading of the old turntable on the 
two flat care In stall 15 was completed at ?*Ll 9 A*M. While the locomotive 
crone was loading the old table, the bridge erecting crane removed the center 
from the old table. This was started at 7*1+9 A.M, and completed at 7*55 A*M* 
The old foundation was cleaned and the new precast center was brought to the 
center of the pit* T^is work was started at 7-59 A*M* and completed at 8*29 
Ajll, The precast block was anchored to the old foundation by means of four 
anchor bolts* One-quarter inch of cement mortar was used as a cushion between 
the old foundation and the new precast center block. At B.jli A*K. the new 
center bearing casting was picked up and was in final position and set to 
line and elevation at 8-57 A.M, The center bearing casting was anchored to 
the precast block by means of eight anchor bolts* The details for placing 
the bolts through the center casting into the ne7/ center had been taken care 
of in advance., and the Bobbitt material had been melted and was on hand to 
pour so that no delay was experienced in this work* 

The ie A it span of the new turntable to which the gallows frame control 
cabin and dead engine hauler was attached was picked up at 8*55 A.U* and 
ms completely in place at 9*55 A.M, The lf B ,! span of the table was picked 
up at 9*19 A.M. and wee in place at 9-57 A,M, The work of bolting up the 
two spans was started at 9*31 A.M, and was completed at 10*JQ A*H* The 
installation of the deck on the new turntable was started at 9.57 A*M* and 
completed at 10*20 A.M* and both No* 1 and No* 2 motors were ready for ser¬ 
vice at this time* 

During the time the old table was being removed and the new table in¬ 
stalled the removal of the rail, track carry, etc*, was taking place by the 
use of ditchers and gasoline crane being completed at 10.30 A.M, 

The power was turned on at 10*30 A.U*, the motors were started et 10-37 
A*L., the first revolution of the table was mode ot 10*l+9i _ A,M, and a mallet 
engine $l6l2 was turned at 10*55 A*ld. The delay ir« the first resolution was 
caused by one of the redial rails not being properly cut which interfered * 
with the operation, end ten minute h of the first revolution was lost due to 
this cause. 
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The turntable and engine house was returned to the service of the 
Mechanical Department at 11,00 A*M 1# being out of service only 5 hours, of 
which ii hours-Uj minutes were consumed in the turntable installation* 

The contributory factors to the success of the installation of the turn¬ 
table in such a short time are - 

(1) Full co-operation of the Transportation and Mechanical Departments* 

(2) The thorough study and orderly arrangement of details both from an 
engineering and construction point of view, patterned after the methods employ¬ 
ed at Oneonta* 

(3) The accurate and orderly manner in which both the preliminary and 
final work was carried out, which bore evidence of the value of prior instruc¬ 
tions of the Foreman and their men* 

(L) The preparation of an efficient program and schedule of operations# 

A program was prepared and followed out in its entirety* Each Foreman was pro¬ 
vided with this program and at no time was it necessary to depart therefrom 
or to shout orders of any kind to the men during the installation, A print 
accompanied the program showing location of work equipment to be used, and 
a copy is hereto attached* 

Perhaps a better appreciation of the work accomplished In so short a 
time may be had by a study of the following time statement of the various im« 
portant phases of the work both for the Oneonts and Carbondale installations. 
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PROGRESS OP DTSTALIATTON 


script ion of T *Vork 


Power turned off 
Old turntable removed 
Precast block picked up 
Precast block to elevation 
and line 

Center bearing to line & 
center 


"A ir frame and span picked up 

tt XI Cl IT - ~ 

m place 

3 span picked up 
V scan in place 
Bolting up span started 

it Tr it . 

completed 

Electrical work started 

completed 


New deck started 
New deck completed 
Removal of cribbing com¬ 


plete 

First revolution of table 
Total elapsed time of in¬ 
stallation 

Total elapsed time engine 
house out.of service 


Oneante Csrbondale 


Time 

Elapsed 

Time 

Elapsed 

8:07 


6:U5 


9:50 

1:23 

7:U9 

1:0li 

10:25 


7:59 

10:52 

0:27 

8:29 

0:30 

11:17 

0:25 

8:3? 

0:00 

11:26 


8:53 


12:20 

0:5ii 

9:?5 

0:1+2 

11:25 


9:19 


12:i;0 

1:15 

9:37 

0:18 

l2:iil 


9:31 


3:30 

2:il9 

10:30 

0:59 

12:00 


9:19 


3:05 

3:05 

10:20 

1:01 

12:20 


9:31 


2:30 

2:10 

10:30 

Ot59 

2:30 


10:30 


5‘.u5 

7:?8 

10:l|9fr 

li: OLfJ- 


10:30 


5:00 


The accompanying photographs illustrate remarkably well, several of 
the most important moves as indicated by the above time statement* 

In order to become familiar with this type of installation, officials 
from other divisions of the railroad were colled upon to witness the installation 
and officials of neighboring railroads "were invited and attended* They were 
unaminous in their opinions that great credit was due all vrtio co-operated for 
the efficient and able manner in which the work was handled* 
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Dead Engine Puller 
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Controller on Table 
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7:15 A. M. Lifting Old Table Out 
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7:22 A.M. Old table in air, moving to left 
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7:30 A.M. Removing Cribbing 
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Off 


7:49 A.M. Old Table Loaded on Cars 
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Snapshot inserted in the album: 

Lowering Pre-cast Center Block into Position 
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8:29 A.M. Center Block Completed 
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9:00 A. M. Swinging in New "A" Span 


















9:20 A.M. Swinging in "B" Span 
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9:35 A.M. "A" Span in Position 
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9:37 A.M. "B" Span in Position 
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9:45 A. M. Placing Ties and Rail 
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10:37 A.M. Moved under Own Power 
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10:55 A.M. First Loco (1612) on Table 
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Electric Cable and Cable Support 





































Transformer House Switches 
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Transformers on Power 
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Here are three post card views of the 1910-1911 Carbondale D&H Roundhouse at the time of the 
flood of 1942 on the Lackawanna River: The originals of these post cards are in the collection of 
the Carbondale Historical Society and Museum. 


1910-1911 D&H Round¬ 
house, Carbondale 


Maplewood Cemetery 
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1942 Flood: 


D&H 

Round 

House 


Footbridge under 
floodwaters 
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1942 Flood 


D&H Round House 
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1944 


Here is the Machinist Roster for the Carbondale D&H Motive Power Department, Carbondale 
Roundhouse, December 15, 1944. This list was donated to the Carbondale Historical Society on 
October 24, 2015 by Lawrence J. Kelly, 512 Pelican Bay Drive, Daytona Beach, FL 32119. 386- 
761-3838. 
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MACHINIST ROSTER 
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AILROAD CORPORATION 
PENKA. DIV. 


• .V. 


DATE 0E 

— - -fpEWcriRTfnv__ 


‘"'.L, ARTHUR N. Chabott 
• 2. Lawrence *P. Hirl 

3. JohnF. Mott 

4. Acelious A.. Foreman 

5. Rexford E^ans 

. J6. Eli Krischbaum 
r' 7 • Rodney D. Brown 
*8. George A.-Fannin 
9. Ernest Booth 
10. Chas. A• Schroeder 
*11. Thomas N. Pappas 
12. John M. Rogue 
'13." Jesse Winters 
"14. Wm. P. O’Neil 

15. John R. O’Neil • 

16. Daniel G. fdorrison 

17. Thomas J. Ryan 

18. Edw. A. Casey 

19. Bernard Ho^&n 
2Q. Wm. Pryalj , 

21.John J. Liprien 

t 22. Francis Gilrov 

23. Paul A. Clifford 

24. Ed?/. C. r ay he 

25. Geo. K. Pethick 

26. William J. Cvok 

27. John Fitch . 

~28> John Jr Martin 


,29. Albert C. Doyle 

30. Isaac Jones* 

31. William Klumpp 
'52. Arthur G J Seibolt 
1 53. Harry 3. Smith 
~34T~FTen'ry A . -Morgan 
.35. John J . Yuhi s 

; 56 .* Howard G. Murray 

37. A.ndrew A. Jl Me Andrew 

38. Frederick Hi Eirwin 

39. Paul P. Sen:.o . 

40. Clayton Gummie 


,41. Patrick A. Kenefick 
.42. Geo. C. Miller 
*.43_*_. Burton C. Crane 
~44. Joseph A. Roulnad 
45. James T. Enright 
^6^..„R±chard—Arir^tr eng - 
147. Lav;ernee L.tKelly 
"46..Walter J. Fitch 
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See Volume 
XIV in this 
series, p.88. 
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51. Rodney E. Brown 

52* Chee. J„ Collier 

53, Charles 1 ** Hoff nan 

54, Robert E* Hall 

55, Geo, H, Kels 

56, ffatale Hazza 

57, Thoirai F. Hyan 
50*. Emerson C. Hu.and 
6a.*-Edw ¥ 'F^arr 

60, iS&rtfti J, Halter 

61, Mark R, Hosier 

6£,„ Byron Guramoa * .. 

63/ JObn X.O'Uailey 
64, Fred* J. Brennan 
05. Joseph J- McGuire 
60. Robert T. bright 
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Post card view, titled “D. & H. Round House, holding 57 Locomotives, Carbondale, Pa.,” of the 
1910-1911 Carbondale D&H Roundhouse, in the collection of the Carbondale D&H 
Transportation Museum. 


This roundhouse had 41 engine stalls, and not 57, as reported 
in the printed data on the post card. 



D &. H. Round House, holding 57 Locomotives, 

Carbondale, Pa. 


Anthony Talerico, Carbondale, has a good aerial photograph, taken circa 1950, of this D&H 
Roundhouse. The photograph was published in the Carbondale News, and a copy of the 
newspaper copy of the photo is in the archives of the Carbondale Historical Society (Carbondale 
Yard / Roundhouse file folder) 
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Photograph of a portion of the 1910-1911 Roundhouse after the D&H line through Carbondale 
was closed down. 

This 1910-1911 Carbondale D&H Roundhouse was sold in 1954. 
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The Carbondale D&H Roundhouse site as seen from space, courtesy of Google Maps, August 4, 
2015. 


Carbondale D&H 
Roundhouse site 
on August 4, 2015 
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D&H Baseball 


D&H power on the rails, D&H power on the baseball diamond: Here is a photo of the 
Carbondale D&H motive power shop baseball team, standing in front of D&H No. 1600 on the 
turntable in the Carbondale Roundhouse in 1921. This extraordinary photograph is in the 
archives of the Carbondale Historical Society. 



UNKNOWN - MAURICE BLOCKSEIGE, PAINTER FOREMAN - LENA MC-GOWAN, SECRETARY 
SCANKY LEO - JIMMY TYSON - JOE BEAHAN - PHIL FAREER - JIMMY FARRELL - PAT 
SHARKEY 
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The persons shown in this D&H baseball team photo in the collection of the Carbondale 
Historical Society are, very probably, the same persons that are shown in the photograph on the 
preceding page. We know for certain that the fifth person from the left in the back row in this 
photograph is Joseph Beahan (who is seen in the photo on the preceding page, fourth from the 
right). 



One can’t help but wonder what became of the great D&H baseball uniforms shown here. 
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The name of the D&H baseball player in the photograph shown below has not yet been learned. 
This photograph is in the holdings of the Carbondale Historical Society. 
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There must have been a vibrant camaraderie among the employees in the Motive Power 
Department in the Carbondale Roundhouse. Here is a photograph of the D&H Motive Power 
Department Clam Bake at the Blocksidge Farm in 1923. The original of this photograph is in the 
holdings of the Carbondale Historical Society. 

“Motive Power Dept Clam Bake Blocksidge Farm 1923” 
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1505 

Colonie Roundhouse and Turntable 

By the close of the first decade of the twentieth century, the shop facilities at Carbondale, 
Oneonta, and Green Island were becoming obsolete and inadequate for the volume of work to be 
done. So, in 1911, an 1100-acre tract of land was purchased by the D&H at Colonie (about five 
miles north of Albany, near the city of Watervliet) for vast new shops (with ten acres of floor 
space) and a terminal, which opened in 1912, at a cost $2,500,000. Colonie, in fact, replaced the 
D&H locomotive terminal and repair shop at Green Island, a few miles to the north of Colonie, 
as well as its coach yard facilities in Albany. The motto of Colonie Shops: "Where Big Things 
Happen." With the opening of Colonie, the other D&H shops were only used for car building and 
repair and other lighter work. 

At its peak in the early 1920, more than 2,500 people (Shaughnessy says 1600 people) worked at 
Colonie, a state-of-the-art locomotive shop and a rail facility that included a roundhouse, 
powerhouse, car shop, planning mill, truck stop, and other structures for the Delaware & Hudson 
Railway. (Chris McDermott, an engineer who worked there, starting in 1970, says there were at 
least seven overhead cranes there, as well as complete battery and machine shops.) 

This was the main repair location for locomotives on the entire D&H line, from Wilkes-Barre to 
Montreal, for eighty years. At the time of the closing of Colonie, only minor running repairs 
were done there. Several important technical advances in railroad mechanical engineering were 
developed at the facility until it closed in the 1980s. The buildings were empty for about 14 years 
and then were destroyed by a fire (2005). Colonie had become an eyesore and a public nuisance, 
prone to vandalism and arson, until much of the complex was demolished in 2004 because of 
unsafe conditions. 

In 2009 Jim Shaughnessy wrote an article on the Colonie shops. On Monday, August 10, 2015, 
there was a video on Time Warner News, Capital Region (TWCnews.com): Capital Region 
Cornerstones: Forgotten Industries of Eastern New York (Colonie Shops) by Geoff Rediclc. 

When Colonie opened, the roundhouse had 30 stalls. The roundhouse was 379 feet in diameter, 
with a 20-foot extension on the outer circle over five bays, with this extension housing the 
equipment necessary for light repairs. A 90-foot turntable served the roundhouse. 

On April 30, 1928, the old 90-foot turntable at Colonie was replaced with a 105-foot, twin span 
table. This 105-feet long table, which was powered by electricity, was 2 'A feet too short for the 
Challengers. If a Challenger had to enter the roundhouse, the turntable was used as a bridge just 
to gain access to a roundhouse stall. To turn a Challenger at Colonie a wye track was used. 

From the account given below of the installation of this new turntable that was published in the 
June 1, 1928 issue of The Delaware and Hudson Company Bulletin (pp. 165-167), we learn that 
“The new turntable is similar to those installed at Oneonta and Carbondale. The mode of 
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installation was entirely different, however. It is of the non-balance type, distributing its dead 
and live loads equally between the center and circle rail foundations and with its four equalizing 
trucks, two at each end, together with the center, making it a five point bearing table. / This 
construction permits the turning of locomotives when placed on any part of the table, it being 
unnecessary to balance the load as in the case of the ninety-foot center balanced table which it 
replaced.” 

Here is the complete account of the installation of the turntable at Colonie that was published in 
the June 1, 1928 issue of The Delaware and Hudson Company Bulletin: 

"Record Turntable Installation / Old Turntable at Colonie Replaced by More Modem, Non- 
Balanced Table, in Record Breaking Time; A Feat Our Engineers Are Proud Of," The Delaware 
and Hudson Company Bulletin, June 1, 1928, pp. 165-167 
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The Dehnettre tint! Hudson Com puny Bulletin 



New Turntable Cr^isinpc Old Turntable 


Record Turntable Installation 

Old Turntable at Colonie Replaced by More Modem, Non-Balanced Table, in 
Record Breaking Time; A Feat Our Employes Are Proud Of 


E XIT the Old—enter the new! Such was the 
ordpr of things Monday morning, April 30. 
when the old ninety foot turntable at 
Colonie was replaced by a JOJ-ioot, twin *pan 
table. Moreover, those who accomplished the 
feat may well point with pride to the fjut that 
the installation was made in record-breaking tim^ 
When, in 1!}2L the turntable at Oiieonta was in- 
stalled in seven hours and thirty-eight minute*; 
ao-ti in 102G when the old table sit Cai'hondnle was 
replaced it; four hours and four minutes, our 
forces were indeed proud. L he elapsed time from 
the time the power was shut off at Colonie on the 
above date until the first revolution of the new 
turntable was complete was only two hours nml 
thirty-three minutes. 

The true significance of this accomplishment 
van only be appreciated when we realize that a 
roundhouse without a turntable in operation is 
useless. Locomotives in the round house cannot Iki 
removed; neither can those outside be admitted 
for attention. For this reason all possible pre¬ 
liminary work is completed before the current is 
turned off on tile old table. Fortunately there 
was sufficient space at Colonic to permit the erec¬ 
tion of the table so that it could be installed in 

J, J$2$ 


one piece and ibis may account, in part for the 
short time elapsed in the installation. We should 
3,,f t. however, detract from the distinction due 
I hose who mm It* thi* low time possibly 

The new turntable is similar to those installed 
at Q neon [a and Caibondule, The mode of instal¬ 
lation was vntircly different, however. It is of 
the non-balance type, distributing its dead and 
loud? equally between the center and circle 
rati foundations ami with its four equalizing 
'nicks, two at each end, together with the center, 
making it a five point hearing table. 

This construction permits the turning of loco¬ 
motives when placed oil any part of the table, it 
being unnecessary to balance Hie load as in the 
ease of the ninety foot center balanced table 
which it replaced. 

Preliminary work carried out under traffic con¬ 
ditions consisted of excavating for, and construct- 
jug the new ring wall ami circle track, supporting 
the engine house tracks between the new and old 
ring walls and iis replacement with temporary 
cribbing, construction of the electric power tine. 

At 7 :44 A. M, power was turned ofT on the old 
table. Immediately the new table was pushed 

one hundred and sixty-five 
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The Delaware ivid Hudson Company Bulletin 



Hlacittk C^nlCE Block 


across tlif mM table by yard engine -\. It wn* 
then picked up ttt omr lmhJ l;iy Oncnatii wrecking 
crane iind a l the oEljcr by the bridge oivHjng e-rsi rn.- 
and set one side on temporary bloi-biuag. The 
old was then picked up at urn? end by th ■ 

Qneonta wrecking crane find at Ln- otler by t 1 j.- 
bridge erecting crane ami tinned mvr t“ t sj«- 
Colon ie wrecking era ns which loaded ii on a Hat 
car located in a stall in the roundhouse. 

In the mean it me the I nidge erecting mine had 
piek&d up and located the huge rciniurccd loitcvete 
center block and the center bearing. The new 
table was again picked up by the Oticonia wreck¬ 
ing outfit and bridge electing crane and placed jo 
position on I he end trucks which liEid previously 


Iioom placed in the pit. The tuhit* Wins then seated, 
power turned nn and the first revolution com¬ 
pleted at 1 1 >: 1 7 A. M, 

Inspire she threatening ruin ami un neva^iiuiui 
-pr inkle, th* entire circular pit was ]irn^l with 
'poL-iai^r-, w)to took in every detail of the work. 
Locomotive number "2L a tiny switching engiim 
steamed on the old table shortly after !S A. M. and 
nbert it backed off, a few in limits later, the last 
locomotive to cross the old tables another item was 
written in iho history of Tlic Delaware and Hud¬ 
son Company. When, at last. Hie now table wa-, 
In position, :b] id the last bit of temporary cribbing 
]iad br<-ij removed and the pit thoroughly cleaned* 
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$ ■ T T^>. 
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ilteis 
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locomotive number COO, pride of our passenger 
fleet, with Foremax Hostler Frawi.ey at the 
throttle, steamed on the turntable to be the first 
to be accommodated by the new facility, a cheer 
arose from the spectators. 

So the march of events moves onward. What 


today is the latest word in any mechanical line, 
tomorrow may be replaced and thrown into the 
discard to be replaced by a more modern device. 
Everyone is rightfully proud of the new turntable 
at Colonie. It will take care of our largest loco¬ 
motives with dispatch. 


High Spots of Installation 


Power turned off 

7.44 


Old turntable removed 

8.34 



9.15 

0.41 min. 

Precast block picked up 

8.54 


“ " to elevation 

9.04 

10 min. 

cement motor 

8.50 



S.54 

04 min. 

Center bearing to line and center 

9.15 



n a it u tt a 


completed 9.2G 

- 11 min. 


Xew turntable picked up S.10 

“ placed along side 
old table S.34 


Tew turntable picked up and 
put in position 9.27 

Tew turntable in place 10.10 


Cribbing removed 9.54 

Pit cleaned 10.14 

First revolution of table 10.15 

End of complete revolution 10.17 


Total eUipscd time of installation 


24 m i n. 


43 min. 


2.33 min . 



Turntable Moving Under Its Own Power 


Truscott/Barrett Article on Colonie 

Tim Truscott and Dick Barrett wrote what surely must be the definitive article on the Colonie 
Shops, and we are all indebted to them for their fine work and for having published their research 
for the record. Their article, titled “The Delaware & Hudson’s Colonie Shops,” was published in 
“The Call Board,” the Newsletter of the Mohawk & Hudson Chapter, N.R.H.S., January 1991, 
pp. 8-13 Here is that extraordinary article: 
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8 THE CALL BOARD NEWSLETTER OF THE MOHAWK & HUDSON CHAPTER. N.R.H.S. January 1991 

The Delaware & Hudson’s 
Colonie Shops 


By Tim Truscott and 
Dick Barrett 

Between the turn of the century and the 
beginning of the Great Depression in 1929, 
the railroad industry in the northeastern 
United States was at its zenith. Many of the 
Class I railroads, such as the Delaware & 
Hudson, were amassing groat wealth from 
the huge amount of traffic that they were 
carrying. After all, railroads were the fastest 
and most efficient way to carry people and 
goods at that time. The nation's highway 
system, which came to be an alternative to 
the railroads, had not yet developed, The 
railroads were also the chief conveyer of 
the nation's primary energy source, coal. 

The railroad industry's wealth allowed 
it to meet the demand tor new facilities, the 
demand for which was brought about by 
the changing railroad technology of larger 
locomotives and other equipment and by 
the increase in the numbers of pieces of 
equipment needed for railroad operations. 
On the Delaware &. Hudson, this change in 
railroad technology and the increase in 
business and the wealth derived from that 
business resulted in a number of major 
modernization projects in its physical plant; 

The Qneonta roundhouse, the largest in 
the world at the time, was built in 1906. 

A 40-stall roundhouse'in Carbondaie 
and a 10-stall engitiehouse and engine ter¬ 
minal in Binghamton were opened in 1911. 

Iti 1911 a 37-mile grade-reduction 
project was undertaken between Kinevah 
Junction and Oneonta. 

The D&H Building, the headquarters 
for the railroad in downtown Albany which 
was unmatched for its size and architectural 
beauty, was built in J9I4-15. 

The compensated grade line, extending 
along the south side of the valley between 
Schenevns and Richmondvilb Summit 
above East Worcester, was completed in 
1921 and facilitated the movement of 
northbound traffic up the south side of 
Richmondvilie Hill. 

In 1911 and 1912* when it was in its peek 
period of expansion and modernization, 
the Delaware & Hudson Railroad con¬ 
structed a new mechanical facility and 
freight yard m the Town of Colonie adja¬ 
cent to Watervliet, New r York, approxi¬ 


mately five miles north of Albany. The new 
Colonie facility* constructed at a cost of 
approximately $2 million dollars, was die 
largest railroad mechanical facility in New 
York State at the tune and was said to be 
equal to any in the eastern United States, 

Colonie replaced the railroad’s locomo¬ 
tive terminal and repair shop at Green Island, 
just ft couple of miles further north from the 
Colonie site, as well as its coach yard fa¬ 
cilities in Albany, In fact, Colonie also 
replaced older facilities for heavy meehani - 
cal work at Carbondale ami Oneonta. which 
were inadequate for the size of locomotives 
and volume of work required at the time. 

The basic design philosophy for Colonie 
was to utilize the good functional design 
features of the leading shops around the 
country rather than to seek an architectural 


to provide good ventilation and as much 
light as possible. While the largest of the 
Delaware & Hudson’s locomotives were 
working im the southern end the railroad at 
this time, the Colonie facilities were de¬ 
signed with the possibility in mind that 
these large locomotives might be used on 
the northern end of the line in the future, 
Unlike the New York Central's West 
Albany Shop complex, which evolved 
through a series of stages of construction 
and redevelopment beginning in the 1850s, 
the Delaware & Hudson's Colonie me¬ 
chanical plant was constructed as ail en¬ 
tirely new facility where there w r ere no 
previous railroad structures, 

The Colonie project was under the im¬ 
mediate supervision of Mr. V, Z. Caracristi, 
Consulting Engineer of the Delaware & 
Hudson, Its size anti modem design were 


effect, Two of the chief design criteria were 



An aerial view from the south of the Delaware & Hudson’s Colonie 
Shop complex. Note the roundhouse and smoke stack of the power 
house at the center of the photo, as well as the locomotive shop at the 
right (the large building above the locomotive shop is the Watervliet^. 
Arsenal), To the left of the roundhouse is car shop, planing mill and^- 
truck shop. The mainline extends diagonally to left of center. Partially 
concealed by the smoke from the roundhouse are the coal trestle and 
ash pits. The date of the photo is unknown, (Collection of the authors) 


The 1910 - 
1911 Carbon- 
dale Round¬ 
house was 
also built 
under the 
direction of 
V. Z. Cara- 
cristi. 
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equal to any other in flhe east at the time. 

The Colonic facility was constructed 
with a north-south orient alien on a 160- 
aerc tract Of land, and comprised a general 
locomotive repair shop (including a main 
shop, foundry and hammer shop), a loco¬ 
motive repair terminal (including a round¬ 
house with the necessary facilities for coal¬ 
ing, watering and storing steam locomo¬ 
tives), a large coach yard (in. which passen¬ 
ger cars were cleaned and classified), a 
freight car receiving yard and repair shop, 
a paint shop, and a stores department. All of 
the buildings were constructed with their 
long dimension on a north-south orienta¬ 
tion and designed so that they could be 
expanded in the future, if necessary, with¬ 
out interfering with one another. Of par¬ 
ticular interest, the locomotive shop and 
the car shop were provided with expansion 
potentials of at least 50 percent, while the 
roundhouse could be expanded by 11 or 12 
stalls (over 30%). 

Outdoor crane w ays served the principle 
buildings within the facility and were situ¬ 
ated on either a north-south or east-west 
axis. Some of these crane ways "were 
equipped with more than one crane. The 
purpose of these craneways was to provide 
for the efficient movement of materials 


between buildings and between outdoor 
locations, as well as into and out of the 
buildings. A high-speed craneway. with a 
span of 67 Vs ft. and a capacity of 5 tons, ran 
in an east-west direction on the north side 
of the car shop all the way to the eastern 
edge of the property, a distance of 1,162 ft* 
This crane way tied the entire Colonie fa¬ 
cility together. Another crane way with a 
100-ft. span and a capacity of 10 tons ran in 
an north-south direction and separated the 
locomotive shop from the foundry and stores 
building* A third crane. 450 ft, long with an 
85-fit, span and a 5-ton capacity* served as 
a yard crane south of the planing mill for 
the purpose of moving lumber in the 
stockpile. 

The locomotive shop* located on the 
east side of the property, was by far the 
largest budding constructed in the Colonie 
complex. W ith a north-south dimension of 
510 ft. and and east-west dimension of 3S7 
ft., it housed all units of the locomotive 
department except the hammer shop and 
foundry. The building consisted of seven 
bays across its 3S7 ft. width* with the center 
hay (transfer bay) and the two bays adjoin¬ 
ing the center bay (erecting bays) on each 
side being 69 ft. wide, while the side bays 
were 59 ft. wide and the outside bays were 


30 ti, in width. The outside bays had second 
story “galleries" (more recently referred to 
by EXfeH personnel as “balconies”) along 
the outside walls. 

Steam locomotives brought into the shop 
for overhaul entered the building on one of 
two tracks through doors near the middle of 
the west side of the building. Engines were 
degreased with hot water under pressure 
on a washing table just outside the building 
before entering. This arrangement replaced 
the use of lye vats for de-greasing, which 
had heen the customary method, and was 
safer am! more economical. 

Unlike most locomotive shops of the 
period, the Delaware & Hudson's Colonie 
Shop used a ] 50-ton ca|sacity Shaw electric 
crane to position Steam engines within the 
shop, rather than the customary transfer 
(able and pit. This procedure provided an 
economy of space so that other functions 
could be performed within the building. 

The 150-ton, 65-ft. span transfer crane 
would lift a steam engine and place it in an 
east-west position over a pit in the center 
bay (transfer bay) in the north half of the 
shop, where it was to be stripped. Shop 
trucks were placed under the engine after’ it 
was stripped, and the engine moved either 
east or west into one of The two erecting 
hays (one erecting hay on either side of the 
transfer bay) by means of an electric winch. 

The erecting bays each had ,12 pits, while 
the transfer bay had a total of seven pits. 
Two of the pits in the transfer bay were in 
incoming and outgoing tracks, while the 
remaining five pits m this bay were situated 
in alternating tracks of the other ten track 
positions of this bay. Each of the elect¬ 
ing bays was equipped with a 100-ton ca¬ 
pacity Shaw overhead electric crane which 
had a 65-ft. span, 

When the engine was stripped in the 
transfer bay, the parts which required re¬ 
pair were transported from the transfer hay 
to their respective departments while the 
remaining parts not needing repair were 
stored in the transfer bay until they were 
needed for re-assembly (erecting). 

Under the east gallery in the south end of 
the building was a small work smith shop. 
The south end of the transfer and erecting 
bays was used as a boiler shop, while a 
portion of the easterly bay served as a 
tender shop. Each of the bays in the south 
end was served by 10-ton Shaw overhead 
electric cranes. Heavy machine work was 
performed in the north end and central 
portion of the two 59-ft. bays, which were 
served by 10-ton and 30-ton cranes. Light 
machine weak was performed on both the 
ground floor and the gallery level of the 



An aerial view from the north of the Delaware & Hudson's Colonie 
Shop complex. At center is the 30-stall roundhouse with the locomotive 
^shop to the left of it. To the right of the roundhouse is the truck shop, 
planing mill and car shop. The mainline extends diagonally to the 
right of the roundhouse. The date of the photo is unknown. (Collection 
of the authors) 
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An enlarged schematic of the 
Colonie locomotive shop show¬ 
ing the transfer bay at center with 
the erecting bays on either side. 
Adjacent to the erecting bays 
were the machine shops, with 
galleries over the outermost bays. 
(Collection of the authors) 



outside bays, with rhe ground floor han¬ 
dling the rods T pistons, valves and associ¬ 
ated parts, white the galleries contained the 
manufacturing tool room, brass mom, elec¬ 
tric room, paint shop, cab shop, tin shop, 
etc, Overhead cranes in ihe 59-ft. machine 
ba>v served the galleries by means of 
platforms projecting 9 ft, from the galleries 
at intervals. 

The foundry measured 91 ft. by 180 ft. 
and was located west of the main locomo¬ 
tive shop. The foundry building was con¬ 
nected with the main shop by means of 
industrial tracks. The main bay of the 
foundry building, which was 60 ft. wide, 


A schematic of the Delaware fit 
Hudson’s Colonie Shop complex 
as it was built in 1911-1912, Note 
the 30-stall roundhouse at center 
and locomotive shop to the right. 
To the left of center (west) and 
below the roundhouse is the truck 
shop, planing mill and car shop. 
Also note the loop track at lower^ 
right, as well as the coal trestle.- 
and ash pits above (north of) the 
roundhouse. (Collection of the 
authors) 
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included a ! 0-ton overhead crane which 
served the cast iron and cast .steel moulding 
floors. The iron foundry had a capacity of 
l 20-tons per day and the steel foundry's 
Capacity was 2 tons per hour, A second bay 
consisted of a ground floor and second- 
floor gal lery. with the gallery including the 
charging floors and brass foundry. The 
ground floor beneath the gallery included 
the core ovens, tumblers and other func¬ 
tions. Washrooms, together with the blow¬ 
ers, were located on a mezzanine floor be¬ 


tween the ground floor and the gallery. The 
gallery was served by an elevator from the 
ground floor, as well as by the 10-ton foundry 
crane and a general storage crane by means 
of overhanging platforms. The gallery of 
the foundry was also served from the exte¬ 
rior by means of the 10-ton, 100- it. span 
crane way which separated the foundry 
budding from the main shop. North of the 
foundry was a two-story building 53 ft. by 
82 ft, which served as a pattern shop. 

The hammer shop, located south of the 
mam shop, measured 63 ft, by 158 fl, and 
was utilized for heavy forging work, A 
standard gauge track passed through the 
building’s entire length and into the main 
shop for the handling of heavy material. 

The 30-stall roundhouse was 379 foet in 
diameter with a 20-foot extension on the 
outer circle over five bays, with this exten¬ 
sion housing the equipment necessary for 
light repairs. A 90-fnot turntable served the 
roundhouse, as did the facilities for coalings 
watering and storing, along with oil supply t 
water supply and ash pits. The roundhouse 
was 90 feet between its inner and outer 


walls with two rows of steel columns 
equally spaced luetween the inner and outer 
walls. A clerestory 30 feer from the inner 
circle allowed light and permitted venti¬ 
lation through two windows and a louver 
above each stall. The hinged wooden doors 
on tlve inner circle opening into the turntable 
area did not iiave windows. Asbestos smoke 
jacks 20 feet from the outer wall conveyed 
each locomotive’s smoke through the 
roundhouse roof. The roundhouse was de¬ 
signed so that it could be expanded on the 
northwest quadrant at a future date. 

A "‘rest house”, attached to (he round¬ 
house on its north side and measuring 38 
by 52 feet* contained a restaurant, sleeping 
room, rest room, wash and locker room for 
use by trainmen Ir also contained the of¬ 
fices of the roundhouse foreman and en¬ 
gine dispatcher, as well as (he switchboard 
for the telephone system of the entire shop 
complex. 

North of the roundhouse were located 
coal pockets for fueling steam Locomo¬ 
tives, while further north four concrete ash 
pits each L60 feet long were arranged in 
pairs with a depressed ash track between 
the two pits of each pair. Between the two 
pairs of ash pits were the tracks for coal 
pockets with one for the loaded cars and 
one for the empties. Cars were hauled up 
the coal trestle by means of a Fairbanks- 
Morse electric hoist and emptied into 
pockets with a capacity of 600 tons. The 
pcickets had air operated automatic gravity 
measuring chutes of two- and four-ton 
capacity. Sand storage, as well as sand 
drying and handling equipment, was lo¬ 


cated with a 100,000 gallon water supply at 
the south end of the coal pockets so that 
locomotives could take sand and water si¬ 
multaneously. All ingoing and outgoing 
tracks converged into three main tracks 
before entering the roundhouse. 

The locomotive terminal also included 
an oil house with dimensions of 34 ft by 60 
ft, and a capacity of over 45,000 gallons 
The oil house served the entire facility 
through underground pipes. 

The coach yard with over two miles of 
truck was outfitted with underground pipe 
tunnels conveying air* hot and cold water, 
steam* filtered drinking water, gas and a 
vacuum cleaning system. A stores and of¬ 
fice building 20 ft. by 96 ft. served the 
coach yard, along with an ice house 22 ft, 
by 111 ft. just north of the car department 
office building. A complete loop in the 
south end of the property facilitated the 
turning of locomotives, cars or complete 
trains. 

The car department consisted of a car 
repair shop, a planing mill* a truck shop, 
repair tracks and a ' L bad order 11 storage 
yard. The car repair shop, located on the 
West Side of the complex of buildings* was 
104 ft* by 26S ft. and was di vided into two 
bays* each bay being served by a 15-ton 
overhead elec toe crane. Two tracks, to¬ 
gether with an industrial track, served each 
bay. The building was constructed in such 
a way that another bay with two tracks and 
a crane could be added on the west side of 
rhe building. 

The car department included additional 
facilities. A small machine and blacksmith 



SfCtlort of Machine and Erecting Sh&p* Watervllet, N, V. 


A section through the Delaware & Hudson’s Colonie locomotive shop as it was built In 1911-1912* Note 
the transfer bay at the center, with an erecting bay on either side. The machine shops were located 
adjacent to the erecting bays. (Collection of the authors) 
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A section through the Delaware & Hudson’s Colon!e roundhouse as it was built in 1911-1912, Note the 
smoke jack over the engine’s stack. To the left is shown an elevation of the doors and clerestory facing 
the turntable. To the right is shown an elevation of the outside of the building with its large windows. 
(Collection of the authors) 


shop southwest of the car repair shop* mea¬ 
suring 22 ft. by 88 ft., was available for 
performance of light work. The planing 
mill building measured 68 ft* by 180 ft and 
had a track extending through its entire 
length. Lumber was stored to the south of 
the planing mill in an area served 6y a 5-ron 
crane. Morth of the planing mitl T on the 
opposite side of the craneway . was the 
truck shop. In the north end of the facility 
was the "bad order" car receiving yard with 
a capacity of more than 300 care. 


The stores department building was 
constructed at a central location relative to 
the main locomotive shop and the round¬ 
house. A 100-ft, cnmeway ran along the 
east side of the building, separating thi> 
building from the main shop. The stores 
department, occupying three-stories plus 
basement and measuring 62 ft. by 162 ft., 
was designed to serve as the mechanical 
storehouse for the entire northern division 
and as stationary storehouse for the whole 
railroad. A portion of the second story was 



The new all-weided boiler and frame of D&H Class E-6a 2-8-0 No. 1219 
being reassembled in one of the erecting bays of the locomotive shop 
at Colonie in May of 1937* The 1219 was built by the American 
Locomotive Company in Schenectady in 1918. (Col-lection of the 
authors) 


divided into offices for the superintendent 
of shops and his staff, as well as an appren¬ 
tice instruction room. (At that time, the 
D&H had a complete system of instruction 
tin: apprentices consisting of an elementary 
course in arithmetic, drawing and other 
courses which were compulsory,) 

.An electric elevator with 3,000 lbs. ca¬ 
pacity moved materials within the huitil¬ 
ing. while the overhead crane on the IGG-fti 
craneway running between (he store^ 
building and the main, shop was available tt 
move materials on platforms on the east 
and south side of the building. Loading 
platforms surrounded the building, with 
tracks running parallel to and in dose prox¬ 
imity to all of these. An industrial track 
connected the main shop with the stores 
building. 

The power house, which was located 
just south of the roundhouse, was an L- 
shaped building 156 ft. by 12 J ft. with a 
boiler room 43 ft. wide and an engine and 
pump room 80 fi. wide. Wluie the principal 
electric power source for Colonie was the 
Delaware & Hudson's Mechsiticville steam 
power station, built principally for the 
company’s electric lines, a 350 kilowatt 
DC reciprocating steam generating set was 
included in the Colonie power house. The 
electric power from Mechanic ville was 
delivered as40-cycle, 11,000-volt AC cur¬ 
rent ansi transformed into 240-volt AC, A 
motor-generator set also converted AC 
power to 240 volts DC for operating some 
of the machinery such as the overhead 
cranes- There was also a steam powered air 
compressor with a capacity of 2,000 cu. 
per min., as well as an electric motor drived 
air compressor of 2,000 cfm capacity. 

Heat for the Colonie facility was sup- 
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plied by six large boilers in the power 
house which harmed bindVeye coal under 
forced drafts provided by two S if, fans, A 
concrete smoke stack was 210 ft, high and 
'ft. in diameter. All of the buildings with 
the exception of the stores building* the 
roundhouse and the truck sliop, were heated 
by indirect radiation, ha. the heating coils 
and motor driven funs were located in the 
clerestory bays of rhe buildings and 
ductwork conveyed the hot air down to the 
floor levels. The roundhouse, truck shop 
anti stores building were all beared by di¬ 
rect radiation. 

The Delaware & Hudson's Colonie fa¬ 
cility was the result of D& H President 1.. F. 
Loree's desire to have the most modem 
facility possible, Loree, a civil engineer by 
training, was said to have played a direct 
role in planning the new facility, which was 
undoubtedly "state-of-the-art" for tire time, 
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Delaware & Hudson Class E-5 2-8-0 No. 1056 in the Colonie roundhouse 
on May 22 t 1917, Note the smoke jacks in the upper right of the 
photograph, as well as the pits between the tracks. The Colonie 
roundhouse had 30 stalls and was built with a 90-ft. turntable. 
(Collection of the authors) 



The heavy machine shop bay on west side of the D&H Colonie locomotive shop in about 1925. (D&H 
Collection, New York State Library) 
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While we’re at Colonie, it is well to take a look at the D&H passenger and freight stations at 
Colonie and Watervliet. The photograph of the D&H Colonie shelter, built 1912-1913, that is 
given below is from Passenger and Freight Stations Delaware & Hudson. The Delaware and 
Hudson Company / Board Of Managers / Inspection of Lines : : . June 7 th to June 10th, 1928, p. 



Colonie, M. & 



SHELTER 

BUILT IN 1312-1913 
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The photographs of the D&H Watervliet passenger stations (183, 1874, and 1889-1890) and 
freight house (1902) that are show below are from Passenger and Freight Stations Delaware & 
Hudson. The Delaware and Hudson Company / Board Of Managers / Inspection of Lines : : . 
June 7 th to June 10th, 1928, p. 173. 


OTaterbliet, il f^. 



PASSENGER STATION 
BUILT IN 1853 

Located on 19th Street almost opposite present 
station, and is now occupied as a four 
family dwelling house. 


The 2nd Passenger Station built in 1874 
and dismantled in 1889 was located 
in front of the original station. 


PASSENGER STATION 
BUILT IN 1889-1890 





FREIGHT HOUSE 
BUILT IN 1902 

Never occupied, leased to J. T. Young in 1923 
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1506 

Green Island Shops 

Green Island is located at the confluence of the Mohawk and Hudson Rivers due west of the city 
of Troy. It was connected both to Troy and to more islands at the north of Waterford by bridges 
constructed in 1835 by the Rensselaer and Saratoga Railroad Company. 

In 1834 a terminal was built on Green Island by the Rensselaer and Saratoga Railroad, which the 
following year built the first Green Island Bridge for railroad use from Green Island to Troy. The 
Rensselaer and Saratoga Railroad built its locomotive and car shops in 1842 in Green Island. 
LeGrand B. Cannon, who owned much of Green Island, was active in the management of the 
R&S. In December 1868, the railroad purchased more than 21 acres of the north central portion 
of the island from Cannon as a site for extensive locomotive repair and car-building and repair 
shops. 

On May 1, 1871, the D&H leased the Rensselaer and Saratoga Railroad (which was merged into 
D&H on July 2, 1945). 

The Delaware & Hudson soon launched an ambitious expansion program, only slightly curtailed 
by the Panic of 1873. Heavy repairs and rebuilding of steam locomotives were carried on there, 
with this type of work for the railroad's tri-state system being equally divided among shops at 
Green Island, Oneonta, and Carbondale. 
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Hay Island 


Green Island 
Bridge across the 
Hudson River 


Centre Island 


Hudson River 


I ! Ljfcl--t 

v 'V fff 


Green Island 


The Troy & 
Schenectady 
Railway Co. shared 
the Green Island 
Bridge from Troy to 
Green Island with 
the D&H., although 
the D&H owned it. 
Even in the early 
days, the Troy & 
Schenectady 
railroad used the 
bridge of D&H 
predecessor, the 
Rensselaer & 
Saratoga, to cross 
the Hudson River. 


South branch 
of Mohawk 
River 


Erie Canal 


Rensselaer & Saratoga Shops / 
D. & H. C. Co.’s Shops, on 
Cannon Street, Green Island 


sassi LaLmr# 


Green Island: Island 
between the South 
Branch of the Mohawk 
f River and the Hudson 
River at Troy, NY. 


/z 


Green Island 
Bridge 


(Photo: NEB&W) 


Green Island Bridge 


1893 U. S. Topographical Map, Troy, NY 
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Begun in 1871, the Rensselaer & Saratoga's Green Island Shops were completed the following 
year. The shops were located on the west side of the D&H tracks, 500 feet north of Tibbitts 
Avenue in the city of Green Island (County of Albany). 



Rensselaer & Saratoga Railroad Green Island Shops, Green Island New York. Downloaded from 
Internet, August 10, 2015. 
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Delaware & Hudson Machine Shops and Round House. Green Island, N. Y. Post card in the 
collection of the Carbondale D&H Transportation Museum, courtesy John V. Bubemiak, April 
18 , 2016 . 



Green Island, N. Y. 


Delaware & Hudson Machine Shops and Round House. 




tap* 






- 




Reverse of the above post card: 
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The shops, as they are shown on the Sanborn Insurance Map of1875, consisted of three separate 
brick buildings extending northward along the Rensselaer & Saratoga's Troy to Waterford line. 

First was the main Machine Shop, with office at the center on the east side. The large (32 feet to 
the eaves) southern section housed the five-bay locomotive shop on the first floor. The second 
story was used for wood work and pattern storage. The central section (18 feet to the eaves) was 
devoted to machinery, with the blacksmith shop at the north end. 

Immediately west of this building were a 50-foot, brick-enclosed water ta nk of 51,819-gallon 
capacity, a stone cistern, a boiler room with two boilers totaling 175 horsepower and a 110 
horsepower engine, capped by a 120 foot chimney, and various sheds. 

Southwest of the main building was a turntable, serving an eight-stall roundhouse, built in the 
form of a segment of concentric circles, with a single sloped roof. 

To the northwest stood the Paint Shop, which was twenty feet to the eaves and contained as well 
the boiler shop and storage for hardware. Other nearby buildings included a two-story sand shed; 
a combined oil, varnish and waste room; and a large frame, circular privy. 

The next principal building was the car shops, located next to an old roundhouse north along the 
track side. (In 1876, a disastrous fire leveled the great roundhouse, originally built by the Rutland 
& Washington Railroad.) A one-story section used for sawing and planing came first, and then a 
two-story erecting shop, with sawing and turning on the second floor and storage in the loft 
under the roof. This section apparently was similar in character to the existing locomotive shop. 

A third one-story building, 230 feet long, stood approximately 450 feet further north. This was 
the car storehouse. Adjacent to this on the east were various lumber sheds, storage for castings, 
and a coal pile. 

The shops were heated by stoves mounted on brick and iron bases and burning wood shavings 
and coal. Light was furnished by kerosene lamps . A work force of 75 to 125 men worked six 
days a week, with three night watchmen and one Sunday watchman. 

According to the data on the Sanborn map, the three-story, five-bay locomotive shop and 
machine-forge shop were originally separate. They were later connected with the one-story 
section of the former car shop. The connection was made between 1885 and 1903. Adjacent were 
the wooden roundhouse, brick water-tower base, boiler room, etc. The paint shop of 1872 burned 
on 23 January 1904 and its site is occupied today by a more recent structure used for storage. 
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The shops and service complex were unharmed and continued in use until 1912, when the D&H 
built a large service complex in Colonie, near Albany, and the D&H locomotive shop at Green 
Island was moved, in 1913, to Colonie, and all D&H locomotive building and repair was 
concentrated at the new D&H shops at Colonie. The Green Island plant continued in operation, 
however, into the late 1930s, devoted to the building of the D&H's wooden freight cars, as well 
as repair and light work on other freight equipment. 

For forty years the Green Island Shops were a scene of much activity, and the majority of the 
D&H’s locomotives were, at one time or another; looked after there, the jobs ranging from 
simple repairs or paint to major overhaul and redesign. Even after the Delaware and Hudson 
Railroad took over and consolidated operations to the Colonie Shops (just west of Watervliet), 
the Green Island Shops continued to be a repair shop and were frequently mentioned in trade 
magazines during the 1930s regarding their experiments with new methods and materials (such 
as light weight steel). 

Portions of the property were sold for industrial and private use in 1940. Since that period, the 
remaining buildings have stood idle or have been used for storage purposes. The shops burned in 
2011. 
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Passenger stations (1873, 1890) and freight houses (1875, 1913) at Green Island, NY. The 
photographs of the Green Island D&H passenger stations and freight houses shown below are 
from Passenger and Freight Stations Delaware & Hudson. The Delaware and Hudson Company 
/ Board Of Managers / Inspection of Lines : :. June 7 th to June 10th, 1928 , p. 175. 


Green Island: 

Formerly named 
"Tibbitts Island," 
in 1835 it was 
called Green 
Island by 
LeGrand 
Cannon, who 
then became one 
of its owners. 

The village of 
Green Island was 
incorporated on 
April 5, 1853. 


#rcen Mattb, j£. §5. 



PASSENGER STATION 
BUILT IN 1873 

It stood on the present station site Moved to 
Hamilton Street and converted into dwelling 
house in 1890. 

Original Passenger Station was built about 1835. 



PASSENGER STATION 
BUILT IN 1890 


FREIGHT HOUSE 
BUILT IN 1875 
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The photos of the D&H Troy stations shown below are from Passenger and Freight Stations 
Delaware & Hudson. The Delaware and Hudson Company / Board Of Managers / Inspection of 
Lines : :. June 7 th to June 10th, 1928, p. 177. 
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VIEW OF TROY. SHOWING ORIGINAL 
RENSSELAER AND SARATOGA BRIDGE 


•* FIRST TROY UNION DEPOT ” 

The inconvenience attending the running of the freight and passenger cars of the different railroad companies on River 
Street, especially in the use of horses for drawing the cars from one point to another on that narrow thoroughfare, suggested the 
erection of a depot for the common use of the companies. The office of the R. & S. R. R. Co. was at 10 First Street, and the offices 
of the other companies were at 199 River Street. 

By the Act, passed June 20, 1851, the city and the several R. R. companies were authorized to build a depot and to lay 
tracks to it through the city. Under the Act, the Troy Union Railroad Company was formed, July 21, 1851. 



SHOWING TROY HOUSE 
AND FIRST R. & S. R. R. OFFICE. 

Located at 10 First Street in 1836. 

R. & S. Coaches in front. 



UNION STATION 

BUILT IN 1854. BURNED IN MAY, 1862 

Located on Union Street between Fulton and 
Broadway. 



UNION STATION. DISMANTLED IN 1902 
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Green Ridge Roundhouse and Turntable 

In the Valley Road Summary, we read the following about the Green Ridge roundhouse and 
turntable: 


“In 1867, a round-house of twelve stalls, together with an iron turntable [65 feet long], was built 
at Green Ridge. Two of these stalls were fitted up for a locomotive repair shop and the 
company's engines were repaired there until 1876, when the increasing number of locomotives 
made it imperative that a larger shop, with improved machinery, be erected, and a locomotive 
shop (which has since been considerably enlarged) was built near the Carbondale upper 
roundhouse in that year." 


Given below is a detail of the Green Ridge area from the 1873 D. G. Beers Maps of Providence 
and the City of Scranton. On that detail we see the Green Ridge roundhouse and turntable. 



Green Ridge 
turntable and 
roundhouse: 
built in 1867. 
The Green 
Ridge 

turntable was 
65 feet long. 


Vine Street 
of the D&H 




Rail line to Wilkes-Barre, constructed in 
1866-1867 by the Union Railroad 
Company, with passenger and freight 
service over the line by the railroads to 
whom the Union Railroad leased the line 
from 1867 to 1887. 


branch 
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Here are some additional views of the Green Ridge roundhouse and turntable. 

1877 

The Green Ridge area as shown on the detail given below from City Atlas of the City of 
Scranton, Pennsylvania. G. M. Hopkins, Philadelphia, 1877.Collection of Lackawanna Historical 
Society. 
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Green Ridge Station, between the tracks of the 
Union Railroad / L. & S. R. R. and the Vine 
Street branch of the D&H. 
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1884 


Here is a view of the Green Ridge roundhouse and turntable from the Map of Scranton Penn., 
Sanborn Publishing Co., April 1884. Map in the collection of the Lackawanna Historical Society, 
Scranton, PA. 


D&H Turn Table 
and Round House. 
Green Ridge Yard, 
1884 



The Green Ridge 
Station in 1884: the 
northern one third of 
the building is here 
identified as ’’Depot," 
the southern two 
thirds is identified as 
"Freight Ho[use]". 
The building was 
surrounded by a 
"platform, which 
provided access to 
the tracks on both 
sides of the building. 
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1888 


The Green Ridge Yard in 1888 is shown below in a detail from the Atlas of the City of Scranton 
and Borough of Dunmore, published by L. J. Richards & Co., Philadelphia, PA, 1888. Map in 
the collection of the Lackawanna Historical Society. 
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Smash up in the Green Ridge Yard in 1887: 


"Wreck at Green Ridge. / A serious smash-up occurred in the 'yard' of the Delaware and 
Hudson Canal Company at Green Ridge at about half-past six o'clock last evening. A coal train 
bound north, Michael McCarty, conductor, contained one car with a bent axel. When the train 
was passing over a 'frog' in the yard the car with the bent axel jumped the track followed by four 
other cars. / A freight train from Carbondale, William Blake, engineer, David Robbins, 
conductor, was passing by on the south bound track at the time. The coal train cars plunged into 
the freight train and wrecked one of the freight cars. The wreck thus blocked both tracks and the 
passenger train from Carbondale, which leaves this city at 7 o'clock was delayed one hour and a 
half at the Green Ridge depot. The south-bound track was finally cleared and was used until the 
other track was cleared late last night. One freight car and four coal cars were smashed but none 
of the train men were injured. Business on the road was greatly interfered with and ten crews 
were 'laid out' by the wreck for several hours .—Republican of Tuesday." (The Journal, November 
10, 1887, p. 2) 


In 1888, Patrick F. Haran, the inventor and patentee of a street car fender, was named foreman of 
the Green Ridge roundhouse. This we learn from the biographical portrait of the man that is 
given on pp. 636-37 of PABRLC, as follows: 

"PATRICK F. HARAN, foreman of the roundhouse of the Delaware & Hudson Railroad and 
Canal at Scranton and the inventor and patentee of the Haran street car fender, was born in 
Carbondale, Pa., in 1845, and is of Irish parentage and descent. His father, Luke, was born in 
County Sligo, came to America at the age of eighteen years and settled in Carbondale when that 
city was but an insignificant hamlet. He took a position as miner with the Delaware & Hudson 
Company, and proved so steady and faithful that he was retained in their employ for more than 
forty years. . . / At an early age [Patrick F.] took a position as slate picker with the Delaware & 
Hudson Company. / Coming to Scranton in 1863, Mr. Haran served an apprenticeship of three 
years to the machinist's trade in the shops of the Dickson Manufacturing Company, after which 
he spent one year at the Tobyhanna Mills and a similar period in Oxford, N. J. He returned to 
Scranton in 1867 and worked in the locomotive department of the Delaware, Lackawanna & 
Western shops for about three years, after which he was employed as a machinist in the 
Delaware & Hudson shops. When the shops were removed to Carbondale, he put in the shafting 
there. In 1888, he was made foreman of the roundhouse at Green Ridge, and has since had entire 
charge of the men here, being, in point of years of service, the oldest machinist in the railroad 
department [emphasis added]. . . / As previously stated, our subject is the inventor and patentee 
of a street car fender, that can be run within four inches of the track and has been tried 
successfully. Had it not been for political influence brought to bear, it would have been adopted 
for general use in the city. 
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From the biographical portrait of Barney Farishon that was published in the November 1, 1931 
issue of the Delaware and Hudson Railroad Bulletin (pp. 323-324), we learn that “In 1891 Mr. 
Farishon entered Delaware and Hudson employ in the roundhouse at Green Ridge, Pa., as a 
hostler, although he was called upon at times to perform various tasks about the locomotives.” 
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1898: 


The Green Ridge Yard in 1898 is shown on the detail given below from the map of the City of 
Scranton and Borough of Dunmore, Pennsylvania, 1898. Map in the collection of the 
Lackawanna Historical Society. 
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D. & H. C. Co. turntable and 
roundhouse, Green Ridge, 1898 


D&H Green 
Ridge Station. 
The building 
was erected 
by the Union 
Railroad, 
circa 1867. 
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1898: 


The D&H properties in the Green Ridge area as seen on Scranton Pennsylvania, including 
Dunmore , Sanbom-Perris Map Co., New York, New York, 1898: 



The Green Ridge 
Station in 1898: 
the northern one 
third of the 
building is here 
identified as 
’’Depot," the 
southern two 
thirds is identified 
as "Freight 
Ho [use]". The 
building was 
surrounded by a 
"platform, which 
provided access to 
the tracks on both 
sides of the 
building. 
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The D&H Green Ridge Yard: 


In 1911, Alfred Constantine was named yard conductor at Green Ridge, and held that position 
for the following 25 years. For most of those years, Alfred Constantine and engine No. 37 
worked together. About Alfred Constantine and No. 37 we read the following in the biographical 
portrait of the man ("Thinks Railroading Safe") that was published in the September 1, 1937 
issue (pp. 131-32, 141) of The Delaware and Hudson Railroad Bulletin : "Mr. Constantine and 
'The 37' had worked together so long that they seemed as much a part of the yard as the old 
roundhouse itself to the men of Green Ridge." (p. 131) Alfred Constantine began his career with 
the D&H as a runner at the coal-loading chutes at the Marvine colliery. "He had to 'spot' the 4- to 
5-ton, 4-wheeled cars under the chutes for loading, stop them on the track scales while the 
weight of the contents was recorded, then 'let them down' to the 60-car capacity storage tracks 
from which they were later picked up by railroad crews. These cars were run entirely by gravity 
at the breaker, the receiving, loading, scale, and storage tracks being laid out on a continuous 
down grade. Steam locomotives hauled the coal from the breaker to the foot of 'G' plane at 
Olyphant." (p. 132) 

In 1892, Constantine was hired by Yard Master George Garey to fill a vacancy on one of the ten 
crews then running out of Green Ridge. "Two crews each made two round trips between Hudson 
and Olyphant daily, returning to Green Ridge at night; the other eight were on mine runs in the 
vicinity of Scranton." (p. 132) 

About this portion of Constantine's railroad career, we read the following in his biographical 
portrait: "Mr. Constantine went to work as a brakeman with Conductor 'Judd' Callender, 
delivering empty cars to and taking loaded cars away from the Von Storch, Leggitts Creek, and 
Marvine breakers, as well as handling car loads of mine supplies consigned to the these 
collieries. After seven years on that mine run, Mr. Constantine was assigned to a Green Ridge 
yard job with Yard Master and Conductor Edward Grant, doing industrial and other switching 
between Green Ridge and Scranton stations as well as interchanging cars with the Lackawanna 
and Erie railroads. / Beginning shortly after his transfer to the railroad, Mr. Constantine became 
extra conductor, substituting for all of the fifteen regular men than stationed at Green Ridge to 
handle switching, mine, and local freight runs. Soon he was made conductor of the crew which 
did the switching at the Eddy Creek, Olyphant, and Grassy Island breakers, a run which he held 
for one year. Next, for two years, he was in charge of the local freight running between Green 
Ridge and Avoca. / In 1911 Mr. Constantine became yard conductor at Green Ridge, the position 
he held for the next 25 years. At first there were no night switchers in the yard and Mr. 
Constantine worked days only until 1934 when he bid in a night switcher, remaining on that job 
until his retirement [on June 1, 1936]." (p. 132) 
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There is a photograph of Locomotive No. 37 and its crew at Green Ridge in 1914 on page 132 of 
Constantine's portrait in The Delaware and Hudson Railroad Bulletin. The caption reads as 
follows: "On the running board, Engineer Tom Pace; L. to R. on ground, Eugene Seigle, John 
Hugel, Horace Freer, Mr. Constantine, Bruce Moyer and Ralph Twining." 
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1918: 


Detail of the 1918 map of Scranton from Atlas of the City of Scranton and Borough of Dunmore, 
Lackawanna County. Volk & Kuehls, Philadelphia, PA 1918, showing the Green Ridge station 
and roundhouse area and the beginning of the Vine Street branch of the D&H: 


There was a 
corral for 
shipping and 
receiving cattle 
at Green Ridge 
as late as 1918. 



Steam rail line 
to Wilkes-Barre, 
with third rail for 
Gravity coal cars 
to Baltimore 
mines in Wilkes- 
Barre. 


Green Ridge turntable and 
round house 


Vine Street 
Branch of 
the D&H 


The Green Ridge Station was located between the tracks of the Union Railroad and the Vine Street 
Branch of the D&H at Green Ridge. The original building, which was built by the Union Railroad, 
c. 1867, was used in the passenger and freight service offered by those railroads to whom the 
Union Railroad leased the line until 1887. It was also used by the D&H from 1867 to the end of the 
19 th century and after in its passenger and freight operations on the Vine Street branch of the D&H 
to Vine Street, initially, and, ultimately, to Lackawanna Avenue. Beginning in 1887, when the 
D&H acquired full control of the former Union Railroad line through to Wilkes-Barre, this station 
was used by the D&H on its passenger service into downtown Scranton (Bridge Street Station) and 
to Wilkes-Barre over the former Union Railroad line. 
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The Green Ridge Yard in 1958-1959: 


About the Vine Street Branch of the D&H and the Green Ridge Yard in 1958-1959, we read the 
following in "From the Top" by Howard Hontz in the March 2015 issue (pp. 12, 14) of the 
Bridge Line Historical Society Bulletin: 

"It [the Vine Street Branch] provided service to the various customers in the city of Scranton and 
to the D&H freight house located in town. Service on this branch was provided by switch 
engines from Green Ridge Yard. Green Ridge had three yard crews to do the switching. No. 1 
marked up at 7:00 A.M., the No. 2 marked at 7:30 A.M., and the No. 3 crew marked at 3:30 
P.M.; all were 5-man crews." 


Here are two photographs taken at Green Ridge in the 1970s by Dave Miller: 

This photo was taken at Green Ridge by Dave Miller in October 1978 (downloaded here from 
the Delaware and Hudson Facebook page, April 6, 2015): 
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This photo was taken at Green Ridge by Dave Miller in June 1979 (downloaded here from the 
Delaware and Hudson Facebook page, April 6, 2015): 
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Here are two twentieth century photographs of the Green Ridge Roundhouse. 

1. Green Ridge Roundhouse, photograph posted on Delaware and Hudson Facebook page by 
Dave Miller on April 6, 2015. Photo by Mike Bischak, September 10, 1977. 
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2. Green Ridge Roundhouse, photograph posted on Delaware and Hudson Facebook page by 
Tim Granahan, August 30, 2015. Date of photograph not known. 
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The nineteenth-century Green Ridge Turntable area / Engine House / Depot area in the block 
bounded by Green Ridge and Marion Avenues and Von Storch and Dickson Avenues contains 
many remnants of the D&H. Several photographs were taken by the author on June 24, 2007 
from the footbridge that crosses the existing rail lines there. Two of those photos are shown 
below. 



View North from pedestrian bridge over D&H tracks at north end of Green Ridge yard, 
Scranton, PA. Photo by the author on June 24, 2007. 
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View South from pedestrian bridge over D&H tracks at north end of Green Ridge yard, 
Scranton, PA. Photo by the author on June 24, 2007. 
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1508 

Honesdale Roundhouse and Turntable 


The Honesdale roundhouse and turntable were located in Tracyville in Texas Township, and not 
in the borough of Honesdale. The exact location of the turntable in 1872 is shown below in the 
detail of the Tracyville page from The Atlas of Wayne County, Pennsylvania, by F. W. Beers, 
published by A. Pomereoy & Co., NY, 1872. 



t cm 




Honesdale & Delaware 
R. R. -from Tracyville / 
East Honesdale to 
Honesdale. This was a 
branch of the Erie from 
Tracyville to the Erie 
coal pockets and—from 
1899 on—into downtown 
Honesdale, when the Erie 
track and the D&H tracks 
were connected in the 
borough of Honesdale. 


Depot 




Erie Coal 
Pockets 


Round 

Table 


Engine 
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East Honesdale note: 


For the period 1868-1899, Erie coal cars traveling from the East came as far as Tracyville/East 
Honesdale on the Erie and were then moved onto the Honesdale & Delaware Rail Road for 
movement to the Erie coal pockets in Texas Township. Any turning of engines was done on the 
turntable at Tracyville. 

East Honesdale/Tracyville was the end of the line for Erie passengers traveling West until 1900. 

In Centennial and Illustrated Wayne County (Honesdale, 1900, p. 141) we read: "For more than 
thirty years [1868 to 1900] passengers came to and went out of Honesdale on the Erie railroad, 
yet not until Monday, Oct. 1, 1900, did they actually ride out of and into the town on the cars. 
For a third of a century people were obliged to walk or ride a distance of a mile from town to 
board the Erie cars and although they purchased tickets from the various points to Honesdale 
they were a mile from the town when they stepped from the cars." 


From Leslie's Canal Town. . . (pp. 110-111), we learn that one of the options available for 
passengers between Honesdale and East Honesdale was the Whitney omnibus: 

"Since the depot was below the borough, passengers either had to walk to and from the 
beginning of the railway or ride on the Whitney omnibus for a fee of twenty-five cents. The 
depot at Tracyville, later known as East Honesdale, was to remain in use until 1918 after which 
all freight business was done at the Delaware and Hudson office in Honesdale. Passenger service 
had begun to go all the way into Honesdale some years before. Only one depot was placed 
between Hawley and the end of the line at Traceyville, and that was at White Mills to serve the 
Dorflinger glass factory.” (Leslie, Canal Town. . . , pp. 110-111) 


The end of the line for Erie freight cars from the east for the period 1868-1900 would also have 
been the depot in Tracyville. Even after the Erie line was extended into downtown Honesdale/the 
borough of Honesdale in 1900, the Erie freight operations were conducted from the depot in 
Tracyville until 1918, after which all freight business was done at the D&H office in Honesdale. 
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The Honesdale/Tracyville turntable and roundhouse (5 stalls) in 1890 is shown in The Delaware 
and Hudson Company BOARD of MANAGERS INSPECTION OF LINES : : JUNE 7, 8, and 9, 
1929, p. 15. Here is that photo, which is dated "1890" by the D&H: 



A photograph of the Honesdale roundhouse and turntable (located in East Honesdale/Tracyville) 
is given on Page 17 of Honesdale, in the Images of America series, by Kim Erickson, 2015. In 
the caption there on this photograph it is stated that this turntable was manually operated and that 
it was located at the south end of Main Street. In this photograph, given on the following page, 
we see engine No. 215 in a highly compromised position in the turntable pit. 
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D&H Engine No. 215 in the pit of the Honesdale turntable (page 17 of Honesdale, in the Images 
of America series, by Kim Erickson, 2015): 
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In the May 10, 1916 issue of The American Architect (Volume CIX, No. 2107), Messrs. Day & 
Zimmerman, Architects and Engineers, sponsored a full-page ad, on which are presented two 
photographs of the Gurney Electric Elevator Co., Honesdale, PA, which they designed. Here are 
those two photographs: 



Top of the page: 

vcf, rix. ho ynT 


nil; AMERICAN ARCHITECT 


W\V 3*. ]*]* 
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Bottom of the page: 



GUBNEY ELECTRIC ELEVATOR OO,, HONESDMJi. PA. 

1>AT A JUKMtTt^rS AXD BtfQiFtKMtiS 


Remarkably, the turn table in East Honesdale/Tracyville is shown in the foreground of the photograph at 
the top of this Day/Zimmerman page in The American Architect of May 10, 1916. 
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Turn table at Tracyville/East Honesdale. 
Thanks to John V. Buberniak for bringing to 
our attention this remarkable find in the 
Day/Zimmerman photos that were offered for 
sale on E-Bay on 02-14-2016. 


In 1915, Barney Farishon "was put in charge of the roundhouse at Honesdale in which position 
he continued until that plant was abandoned." Biographical portrait of Barney Farishon ("Likes 
America Best") published in the November 1, 1931 issue (pp. 323-324) of The Delaware and 
Hudson Railroad Corporation Bulletin. 

We have not yet determined the exact year in which the Honesdale roundhouse was abandoned, 
but it was before 1931 (the date of the Barney Farishon interview for The Delaware and Hudson 
Railroad Corporation Bulletin). 
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1509 

Mill Creek Roundhouse and Wye 

Union Railroad line from Green Ridge to Wilkes-Barre 

In 1867, the Union Railroad Company of Wilkes-Barre completed the 15-mile long standard- 
gauge rail line from Green Ridge to Union Junction (near Hudson, formerly known as Mill 
Creek). 

Where was Union Junction? In A Century of Progress, pp. 198-200, we read: 

“The Union Coal Company, after it had merged the Howard company in February, 1867, 
completed railroad construction northward from Union Junction, in the Lackawanna Valley, to 
Green Ridge. The location of Union Junction may be stated as approximately one and one-half 
miles north of the present station at Hudson [formerly known as Mill Creek] on the Pennsylvania 
division of the company’s railroad, so that the railroad from Union Junction to Green Ridge 
covered a distance of nearly fifteen miles. As Hudson is only three and one-half miles north of 
Wilkes-Barre, it is apparent that a long step toward the latter had been taken." (In 1886, the D&H 
extended the line three miles to the south to the Lehigh Valley depot in South Wilkes-Barre.) 

The line from Green Ridge to Union Junction opened on June 18, 1867, and the Union Coal 
Company leased the exclusive right to run passenger and merchandise between Union Junction 
and Green Ridge, for a period of twenty years, 1867-1887, to the Lehigh Coal & Navigation 
company, the latter company afterward transferred this lease to the C. R. R. of N. J. The D&H 
could use the line (but not for passengers and merchandise) but did not control the line. The 
D&H would gain control of the line in 1887. 

In 1871, the D&H extended the rail line (standard gauge) from Union Junction one and one-half 
miles to the south to Mill Creek (originally called Pumpkin Hollow, and ultimately called 
Hudson). Four standard-gauge D&H engines (Nos. 6, 7, 8, 9) were stationed at Hudson and, in 
the period 1871-1886, Nos. 6, 7, and 8 hauled loaded Gravity-gauge coal cars (originating at the 
Baltimore mines in Wilkes-Barre) from Hudson to Olyphant, where the cars were then sent 
through the Gravity planes to Honesdale. (No. 9 was used exclusively on mine runs.) 

The four standard-gauge D&H locomotives that were stationed at Hudson for the period 1871- 
1886: 

6. Mill Creek : D&H Engine No. 6, first standard-gauge engine for the Union Railroad was the 
Mill Creek; built at Grant Locomotive Works and was brought to the National Crossing, near the 
Minooka Station, over the tracks of the DL&W on April 2, 1867, and pushed down the line a 
short distance and her boilers filled with water carried from the river in pails. The fire was started 
and D. C. Benscoter, acted as fireman, the engineer's name was John Bloom; stationed at 
Hudson, and operated between Olyphant and Hudson; painted in bright hues. 
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7. E. A. Quintard: D&H Engine No. 7 (Dickson No. 4) purchased May 1, 1867, and engineer 
Bloom and fireman Benscoter (from No. 6 above) were transferred to her, and at that time the 
Mill Creek was sent to Mill Creek to do switching and mine work; stationed a Hudson, had four 
drivers, a road engine, and operated between Olyphant and Hudson; painted in bright hues; this 
engine (forty-nine inch drivers) was manufactured by the Dickson Manufacturing Company and 
received by the D. & H. on June 18, 1870. 

About the E. A. Quintard and about D&H engines Nos. 6 and 8, we read the following in the 
biographical Portrait of George Cotton, titled " 'Twas Called Pumpkin Hollow," that was 
published on pp. 99-100 of the April 1, 1932 issue of The Delaware and Hudson Railroad 
Bulletin: 

"One of the most attractive Delaware and Hudson engines ever to turn a wheel on the 
Pennsylvania Division, according to George Cotton, retired Wilkes-Barre roundhouse machinist, 
was the old No. 7, which was stationed at Hudson back in 1875. There were hand carved grapes 
on her tender so realistically done that one was tempted to pick them. The engine itself, 
moreover, was painted in a variety of colors in addition to the conventional black, and the 
numerous brass bands, handles, bell and flag staffs. The top of the smokestack was bright red, 
while dashes of gold and blue completed her gaudy dress. / The other two engines then assigned 
to Hudson [called Pumpkin Hollow initially, and then Mill Creek], Nos. 6 and 8, named Mill 
Creek and J. J. Albright, respectively, were also painted in bright hues. Numbers 7 and 8, both of 
which had four drivers, were known as road engines, and operated between Olyphant and 
Hudson; No. 9, a six wheeler, was used exclusively on mine runs." 


8. J. J. Albright : D&H Engine No. 8, stationed at Hudson, had four drivers, a road engine, and 
operated between Olyphant and Hudson; painted in bright hues. This was one of 3 Moguls 
acquired by the D&H in 1870 (also Coe F. Young and Chas. N. Talbot). 

9. D&H Engine No. 9: a six wheeler, was used exclusively on mine runs. 


When those four engines had to be turned at Hudson, they were moved through the wye there. 
That wye is shown on the map of Mill Creek from the 1873 D. G. Beers Map of Luzerne County, 
which is given on the following page. 
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Shown below is a map of Mill Creek for the 1873 D. G. Beers Map of Luzerne County. 


The Mill Creek roundhouse was 
abandoned on November 1, 
1899; the four engines housed 
there were moved to the round 
house at Wilkes-Barre. 
(Carbondale Leader, October 
31, 1899, p. 2) 
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’’Lehigh and 
Susquehanna”— 
the operators of the 
line between Green 
Ridge and Mill 
Creek 


In Passenger and Freight Stations Delaware and Hudson (’’Inspection of Lines, June 7-10, 1928), page 14, we read: 
’’Hudson and the stream flowing through it were formerly called Mill Creek. Five thousand acres of wood land were 
originally purchased and settled by two brothers, Henry and Richard Drinker. / In 1891, by petition of the citizens of the 
town, its name was changed to ’Hudson,’ taken from the word ’Hudson’ of the Delaware and Hudson Canal Company. / It is 
the junction point of the Wilkes-Barre connecting Railroad and The Delaware and Hudson Company. / Population 3,800." 
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Hudson used to be called Pumpkin Hollow: 

George Cotton, was bom at Blenavon, Wales, in 1851, the son of a mining foreman. When 
George Cotton was a small boy, the family moved to America and settled in Bloomsburg, PA. In 
1867, the Cotton family moved from Ashland, PA to a community that was known at the time as 
Pumpkin Hollow, which was later known as Mill Creek, and then as Hudson, where George 
worked for the Hudson Coal Company. 

That we know from the biographical portrait of the man (" 'Twas Called 'Pumpkin Hollow' ") 
that was published in the April 1, 1932 issue (pp. 99-100, 108) of the Delaware and Hudson 
Railroad Bulletin, wherein we read: 

"In 1867 the Cotton family again moved, this time to Pumpkin Hollow, later known as Mill 
Creek and now Hudson, Penna. Here George was employed in the Union Slope, now operated by 
the Hudson Coal Company as part of the Loree Breaker's workings, as a mule driver, moving the 
diminutive coal cars in and out of the mines. Shortly after his arrival he was promoted to the rank 
of runner, a position which paid $3.25 a day. As a runner he was in charge of the drivers. It was 
his responsibility to make sure that each miner had sufficient cars in his chamber at all times and 
also to give each miner exactly eight cars per day." (p. 100). 


On November 1, 1899 the Mill Creek roundhouse was closed down and the four engines that 
were housed there at that time were moved to Wilkes-Barre. That we know from an article that 
was published in the Carbondale Leader of October 31, 1899. Here is that article 

“NEW D. & H. MOVEMENTS. / Mill Creek Engines to be Moved to Wilkes-Barre ... I 

Some time ago the D. & H. removed the two mine engines which were previously housed in 
Plymouth, to the round house in Wilkes-Barre and it was reported at the time that the engines at 
Mill Creek would also be taken to the same place. The Mill Creek crews were considerably 
exercised over the mater, as many of the men own their own properties in that town, and could 
not afford to move their families. Months passed and the men had concluded that the rumor of 
removal was without foundation, but on Friday last bulletins were posted announcing that on 
November 1 the Mill Creek round house will be abandoned and the engines at present housed 
there will be removed to the round house at Wilkes-Barre. / There are four engines and crews 
and the removal upon such short notice will entail considerable discomfort to the men unless 
provision is made for carrying them to and from their work. At present there are no trains 
running early enough to take the men down in time for work and unless they move they will be 
compelled to walk a distance of four miles. . .” (Carbondale Leader, October 31, 1899, p. 2) 
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The closing date for the Hudson roundhouse is confirmed in the biographical sketch, with 
photos, of Frank S. Clark in the September 1, 1936 issue of The Delaware and Hudson Railroad 
Bulletin, pp. 131-32. From that biographical portrait, we learn that 

• the Yard Master at Hudson in 1886 was Milot Shiffer 

• in the fall of 1886, two of the four engines at Hudson (the James P. Dickson, No. 23; the 
J. J. Astor, No. 27) were assigned to mine runs that originated at Hudson 

• the roundhouse at Hudson had four stalls; it was situated on the approximate site of the 
car shops in Hudson in 1936 

• the four locomotives that were kept at Hudson in 1900 were sent to Wilkes-Barre and the 
Hudson roundhouse was abandoned and eventually tom down 

• the passenger train that left Wilkes-Barre at 5:25 A. M. with passengers, mail, and 
express for Carbondale arrived at Wilkes-Barre on the return trip at 9:35 A.M. 

In Fra nk S. Clark’s biographical portrait in The Delaware and Hudson Railroad Bulletin, we 
read: 

“In 1886 MR. CLARK asked Yard Master Milot Shiffer, at Mill Creek, now Hudson, for a 
position as brakeman, and he was transferred to the Transportation Department just after the new 
steam locomotive railroad between that point and Wilkes-Barre was placed in operation. / That 
fall he became a locomotive fireman, working on the various mine runs which then originated at 
Hudson. Two of the engines then assigned to that service were the James P. Dickson and the J. J. 
Albright [probable mistake in article; No. 27 was the J. J. Astor; the J. J. Albright was No. 8], 
Nos. 23 and 27, which were kept in the four-stall roundhouse, situated on the approximate site of 
the present car shops. About 1900, these locomotives were sent to Wilkes-Barre, the old Hudson 
roundhouse was abandoned and eventually tom down. / In 1895 MR CLARK saw his first 
service as an extra engineer and in 1901 he was given a steady job on a mine mn out of Wilkes- 
Barre. For a time, too, he was in passenger service, pulling the train which left Wilkes-Barre at 
5:25 A. M. with passengers, mail, and express for Carbondale, and arriving at Wilkes-Barre on 
the return trip at 9:35 A.M. In later years he was frequently called upon to handle passenger 
trains between Wilkes-Barre, Scranton, Carbondale, and Nineveh, although he much preferred 
daylight mine- or Hudson-Yatesville pusher runs, which permitted him to spend every night at 
home. / For the past 35years MR. and MRS. CLARK, who have been married 54 years, have 
lived in their present home at 116 South Main Street, Parsons, now a part of Wilkes-Barre. They 
have six children: JOHN, a Delaware and Hudson trainman; Albert, an employee of The Hudson 
Coal Company. . . (p. 132) 
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Oneonta Roundhouses and Turntables 

The primary source for information on the D&H roundhouses at Oneonta is Jim Loudon, whose 
book. The Oneonta Roundhouse, was published in 1993. Jim Loudon, in his article titled “The 
Legendary Oneonta Roundhouse” in the May 2011 Bulletin of the Bridge Line Historical 
Society, p. 29-29, presents an excellent summary statement on the D&H roundhouses that were 
located in Oneonta in the nineteenth and twentieth centuries: 

“On December 13, 1993, the remaining 16 stalls and machine shop of what was once the largest 
roundhouse in the world were reduced to rubble, as the former Delaware & Hudson Railroad’s 
Oneonta, New York, engine facility was demolished to make way for an industrial park. . . / The 
roundhouse was the last of three in Oneonta, a major D&H terminal that also had the distinction 
of having the first hump yard (a switching yard on an incline) in the nation. . . / Oneonta was 
reached by the Albany & Susquehanna Railroad in 1865, and a crude engine house was moved 
there from Harpursville, New York, in 1868. After the famous Railroad War of 1869, when 
James Fisk and Jay Gould attempted to pirate away the line, the A&S was run by the governor of 
New York State until it was leased to the Delaware and Hudson Canal Company in 1870. An 11- 
stall roundhouse was completed west of the original structure in 1871, and was enlarged to 22 
stalls in 1876. Five years later a second roundhouse of 15 stalls was constructed just north of the 
first to relieve the overtaxed facilities. ... I [The 1906 Roundhouse] At the time of completion 
[May 1906], the roundhouse was larger than any previously constructed. With only three stalls 
missing from a complete circle (for one outbound and two incoming tracks) the building’s 
diameter was 428 feet, and its circumference was 1,344 feet; one-and-three-quarter miles of track 
were under its roof. There were 52 stalls, each 80 feet long, and a 58 foot long inspection pit. 
Four of the stalls had drop pits for removing driving wheels. An annex contained the machine 
shop, storehouse, boiler room, oil house, and fan room for the hot blast (forced air) heating 
system. The turntable was 75 feet long, electrically powered, and of the balanced design. . . / . . 
The new roundhouse was formally inspected and accepted by the company in August 1906, 
bestowing on Oneonta the distinction of having the largest roundhouse in the world, a title that 
went unchallenged for more than a quarter century.” 


The Oneonta Yard in 1877: 

Don F. Firman began working for the D&H on September 20, 1877, as a trainman at Oneonta. In 
his biographical portrait ("Stopped Runaway Engine") that was published in the February 1, 
1932 issue (pp.35-36) of The Delaware and Hudson Railroad Bulletin, we read: 

"Superintendent C. D. Hammond gave Mr. Firman his first position on the Delaware and Hudson 
as a trainman at Oneonta. He saw Mr. Hammond on September 19, 1877, and went to work the 
following day, making his first trip with engineman M. I. Dimmock on the 88, a Mogul, from 
Oneonta to Nineveh and return." (p. 36) 
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The Oneonta Yard and railroading in general at that time are described in Firman's biographical 
portrait as follows: 

"In those days there were only two tracks in the Oneonta yard for southbound and three for 
northbound cars, in addition to a single freight house track. Yard switch engines were unknown; 
the crews made up their own trains. The largest cars were eight-wheel low-side gondolas 
carrying from 10 to 12 tons. Diminutive four-wheel 'Jimmy' cars carried only six tons, and 26 
cars made a full train. / The 'Jimmies' had brake handles on the side, the brakes being set by 
pressing down on the lever. When the brake was set, a ratchet would catch. However, it took a 
wary brakeman to release the brakes without getting hit by the handle. / Mr. Firman was in 
charge of the first train to be double-headed northbound out of Oneonta. The regular conductor, 
when he heard that two engines were to be used, laid off. Although many railroad men doubted 
the practicability of double-heading, Mr. Firman's crew experienced no difficulty in handling the 
train. Today double-heading* is the rule rather than the exception. Furthermore, ten modem cars 
will carry as much as 40 old-time 'Jimmies.' " (p. 36) 

* In the biographical portrait of William H. Mickle ("Lonesome Away From Engine") 
published in the February 15, 1926 issue (pp. 3-4) of The Delaware and Hudson 
Company Bulletin we read: "The practice of 'double-heading' did not come into vogue, to 
the best of his recollection, until 1878 or 1879." 


Here is the photograph that accompanies the biographical portrait of Don Firman that is 
published in The Delaware and Hudson Company Bulletin: 



A. & S. Way Freight Engine and Crew 


MR. FIRMAN is second from the left of the group on the ground 
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The Two Roundhouses at Oneonta in the 1880s: 


Elmer E. Kerr, a Susquehanna Division engineer, who retired on pension on February 1, 1932, 
in his biographical portrait ("Locomotives Had Names") in the December 1, 1935 issue of The 
Delaware and Hudson Railroad Bulletin (pp. 179-80) said the following about the two 
roundhouses at Oneonta in the 1880s: 

"There were two roundhouses at Oneonta then, one near the main track and another back toward 
the swamp. To reach the latter they had to go up the main track and back in over a long lead 
track; later it was arranged so they could run on the table of the big house, cross it, and run over 
a short connecting track to the other house." (p. 180) 

Thomas Monahan, Sr., a Susquehanna Division section foreman who worked at one time or 
another on practically every section on the Susquehanna Division and who at the time of his 
retirement on pension on February 1, 1933 was foreman of a section extending from Oneonta 
two miles north to Emmons Crossing, remembered (biographical portrait, "Sixty Years a 
Railroader," The Delaware and Hudson Railroad Bulletin, March 1, 1934, pp. 35-36) the old 
Oneonta yard and the two roundhouses there as follows: 

"When Mr. Monahan went to Oneonta to take over a gang, his section, the entire Oneonta yard, 
extended from about the site of the new yard office to what is now Fonda Avenue, forming but a 
small mid-section of the present yard. Aside from the shop tracks and a few sidings, there were 
no yard tracks north of Fonda Avenue. / Two roundhouses and the car shops stood where only 
the latter are located today. The two roundhouses were so situated that to reach the second an 
engine had to be run on the table of the first, turned at right angle, run across an intervening track 
and over the turntable of the second, thence to the desired stall in the house. Both of these 
landmarks of the past have been removed since the more modem structure was built some 
distance south of the car shops." (p. 36) 


In 1884, David A. Brimmer began working for the D&H as a wiper in the Oneonta roundhouse 
under Master Mechanic Thomas Howard. In Brimmer's biographical portrait ("He Wiped the 
Teekaharaway") published in the August 1, 1930 issue (pp.227-228, 237) of The Delaware and 
Hudson Railroad Bulletin, we read the following about the Oneonta yard: 

"At that time there were two roundhouses at Oneonta on the approximate location of the present 
Car Department repair shops. To get into the 'new' roundhouse, as the one most recently erected 
was called, the engines had to be ran on the turntable of the old roundhouse, make a half turn, 
and then run on the table of the new house. / When David went to work at Oneonta there were 
about 100 engines on the Susquehanna Division, each of which had both a name and number. 
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They never ran off their home divisions; Oneonta crews turned at either Binghamton, Nineveh, 
or Delanson./. . . The locomotives of that day, most of which were Moguls, (2-6-0 type) would 
only haul twenty-two cars from Oneonta to Delanson—cars which were scarcely half the size of 
the ordinary rolling stock of today [1930]. Some of the locomotives then stationed at Oneonta 
were the Binghamton, Phillip Hone, John Wentz, John Westover, Albany, Oneonta, Otego, 
Unadilla, Schoharie, Richmondville, Maryland, C. D. Hammond, R. C. Blackall , and several 
with Indian names including the famous Teekaharaway. " (p. 227-228) 


The duties of a locomotive wiper in the 1880s are described in Brimmer's biographical portrait as 
follows: 

"The life of a wiper was anything but pleasant in that day of the brass covered locomotive. He 
had to fill the sand boxes, fill and polish the kerosene headlight, and, 'shove down' the fire. By 
this is meant that, when a locomotive came into the house, half of the fire was pulled out, leaving 
just enough to keep steam on the engine. Then, when the locomotive was marked for its run, he 
would spread it out again and get the steam up on it so it would be ready to leave the house when 
the engine crew arrived. / Each wiper was equipped with a wad of white waste and a can of 
kerosene oil. The oldest wiper cleaned and polished the bright work—the guides, cylinders, and 
steam chest. The other wipers, ranging downward in order of seniority, were placed three on 
each side, and one underneath. Each of the wipers on the sides wiped one pair of drivers and the 
parts over them up to the running board. The man underneath cleaned the eccentrics, the inside 
of the wheels, the tank trucks, and the pilot. When the wipers had finished the foreman came 
around to inspect their work. Not infrequently he put his hand behind the wheels to make sure 
they were clean. If he found any black grease or dust the entire engine had to be wiped over 
again. The wipers took care of only those parts below the running board; the fireman cleaned the 
upper half of the boiler and the other parts on top. For this work the wipers received $31 per 
month for twelve hours a day, with one day off a month." (pp. 227-228) 


305 




Broad Street Depot, Oneonta 



Broad Street Depot, Oneonta, 1911, Doug Jester photo; posted on Facebook 
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Oneonta Yard In 1884. {The Delaware and Hudson Company Bulletin, April 1, 1927, p. 102) 



Oneonta Yard In 1884 


COURTESY CHARLES R. HARP. RETIRED CONDUCTOR 


The 1924 Oneonta turntable: 

At Oneonta, January 7, 1924, a new 105-foot, three-point, twin-span turntable was installed, 
replacing a 75-foot center balanced turntable. This work was done in what was then considered 
record time. Only seven hours and thirty-eight minutes were consumed in removing the old 
turntable and installing and placing in operation the new table, and the Motive Power 
Department was deprived of the use of the engine house only ten hours and thirty minutes. 
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Here is a photograph of the Oneonta Roundhouse that is presented on the cover of the December 
1, 1925 issue of The Delaware and Hudson Company Bulletin: 






DECEMBER 1,1923 


ROUND HQ Li 5 f AT O M£0 N tA, N .V 
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Given below is a post card view, by Geo. Reynolds & Son, of the 1906 Oneonta Roundhouse. 
This post card is in the collection of the Carbondale Historical Society. 



In 1927 a new Yard Office was built at Oneonta. A photograph of the old yard office that was 
destroyed by a fire on January 13, 1926, and a photograph of the new yard office that was 
completed on January 31, 1927 are given in The Delaware and Hudson Company INSPECTION 
of LINES:: JUNE 7, 8, 9, 1929, p. 34). Here are those two photographs: 
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Oneonta Yard Offices, 1926 building and 1927 building: 

(The Delaware and Hudson Company INSPECTION of LINES:: JUNE 7, 8, 9, 1929, p. 34) 
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1927 Yard Office at Oneonta: 


The following article about the 1927 yard office at Oneonta was published in The Delaware and 
Hudson Company Bulletin, April 15, 1927, pp. 119, 124-125. 
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OneQEitjt's New Yard Offie* 


dftCodel Yard Office at Oneonta 

Structure Combining Modem Ideas Designed to Facilitate the Wotkof a YardmasteYs 

Force , Replaces Building Destroyed by Fire a Year Ago 


W UliX, cm lliu e veiling uf January 13, I02ti 
at 10:20 o’clock^ fire destroyed l he yurt! 
oih«t n t Oneonta, its occupnitts were very 
much disheartened. Xo matter how homely oi 
unt-of-dute, or how vigorously the building min 
have befeu condemned bv them because of tor 
tain i neon v mi onces it had long I ►ecu the stein/ 
uf their labors and, therefore, abounded with 
sentiment 13if ruthless removal of which they 
deplored. A? yeur* of service in any profession 
mount up tbfery develop* this glowing attach 
infent for the place whore their runny del nils have 
iM‘en consummated. 

hire or mi fine* however* everyone knew that 
trains I tad to Ih. j kept moving. What was more, 
they had to be kepi moving cm feme. Likewise, 
l he great mass of detail paper work had to he 
kepi up to the minute, multitudinous questions 
had to lie answered with promptness, rind much 
vl*e had to lie done with the same expedition ami 
precision I hat always is exacted in such ft busy 
pinee tvs a railroad yard. Well might the wise 
i rie* wrinfeh their heads a* they pondered their 
plight. A make-shi ft arrangement, was the best 
that cm i Id ho expected, and a I 11:15 p. m., coin 
hi nation car Xo. liST was switched to n track 
uerLi- the rninu aial forth with hern me the odieial 
"yard offico,” from which (ruins were dispatched 
without tori her delay. The next day coach Xo. 
3M was added, mid nmipied by the yard master 1 ^ 

15. 1927 


rmte, combination car Xo. 527 thereafter being 
used as. the crew register room* 

IV)r a little more than a year, these improvised 
quarters were occupied day and night. Lack of 
space proved LI discouraging handicap many times 
for one and all. In it it was accepted in good part 
and the final result* failed to reflect any evidence 
uf if, I let ter times and it letter place in which 
in work were forthcoming and with no little 
«-igfeiiife*s. longing eyes followed the movements 
of masons and car {Hunters as out of n grist of 
'Tiber, Concrete and other materials they fash¬ 
ioned a handsome building of a modern Roman 
design, the plans and specifk-alioils for which liad 
been prepared in the Chief Krigincer’a ofilce in 
Albany, 

Monday, hunt ary 31. last, wn.s moving day and 
J. W. Xolax, general yard master, his corps of 
:i*sifttant yard masters, clerks nod other member* 
of tlur force went jiIkuiI their task wijh light 
hca'fg. Starting at ftibT a. m. + it. took thorn 
exactly three minutes to make the shift. In tlmir 
elation they never gave second thought to the 
old con ebb * ■ t bey we n? quitting: not a regret wn s 
heard. Instead, the new no* a Ihfe comm cal ions* 
itfeS-s, the mode l ime* * d and the many splendid ap¬ 
point men ts of their new ^ homo” alone occupied 
their attention. All of these they share, in part, 

£ Cont 1 m i ed on Pase 1 2 i ^ 

ontf huntfra? ami nineteen 
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ryk'Codel Yard Office Al Oneonta 

(Continued from Page n9) 



- Jtoe *T - 


with the Car and Maintenance of Way depart 
manta’ yard forces. 

Only a in eager idea of the many splendid fea¬ 
tures incorporated in the building may be hud 
from the accompanying photograph. It in a semi- 
fireproof structure, a story mid a half high, with 
basement, and at the ground line measures 22 
feet by 00 feet 4 inches. Its walls are of con¬ 
crete blocks, SxSxIG inches, with half-size and 
jainb blocks where weeded. Those are the .sttuul 
and product of lhe Chateaugay Ore and Iron Com¬ 
pany at Lyon Mountain, and are colored in the 
block in accordance with standard Delaware sum! 
Hudson body and trim colors. Unfading Vermont 
•late, 10 x1ft inches, laid over one thickness of 
tarred roofing felt, covers the roof. 

All wall footings and con thrift are of concrete. 
1:2^:5 mix, Likewise all doors on the ground 
level, with the exception of those in the Clerks' 
ami Waybill offices which are of wood of double 
thickness, finished in maple and waxed, ore of 
concrete, T :2;4 mix > poured in a four-loch course 
on top of a bed of well rammed cinders and cov¬ 
ered with a one-inch coat, 1/2 mix, trow led to 
& smooth surface, 

Study of the floor plan will show just how well 
th* space has been apportioned. The building 
parallels the main tracks ami a transverse ar¬ 
rangement of the rooms affords an entrance from 
either side. The only exceptions to fids rule are 
those of an entrance to the lamp room at the 
north end of tlu j building and the entrances to the 
register room and kicker room at the south end, 
all of which are from the ends of tiro build! m* 

The extreme north end of the building is oecn- 
onc hundred and twenty-four 


pied by tile Maintenance of Way department as a 
tool room. Entrance is by a sliding door, 

T feet 4 inches wide, at the feast side. A track 

for hand ear use extends from near tlie main track 
through this on trance, Set off from this room 

by 4-inch tile partitions, and with the only entry 

from the outside at the end of the building, ip. 
the switch lamp room* lixS feet, of fireproof 
design.„ 

Adjoining the tool room, is the lavatory and 
locker room equipped with twelve single tier steel 
lockers of the latest improved design and modern 
toilet facilities. A room, 14 feet 2 inches at the 
front of the building and 10 feet deep, has been 
set off, in part, from this section for the use of 
(lie yard air brake foreman. 

The Clerks 1 room and Waybill room, Separated 
by a partition the upper half of which is of glass 
to facilitate the lighting aclteme, are next in or¬ 
der. The Clarks' room is 20 fact S indies on the 
west side and 11 feet ft inches on the east side, 
lhe difference in spare having heon devoted to the 
General Yard master'* private office which is Sx8 
feet Id inches, The Waybill room i* eleven feet 
deep and tls width is greater by lwo bay windows, 
2 feet £ inches over all, one on each side, than 
that of any other part of the building. The 
width of these projections if ft feet 7 inches over 
all. Directly off this room, on the east side, is 
the telegraph office. 

The south end of the building is divided into 
a locker room and a crew register room. En¬ 
trance to these is from the end of the building 
which arrangement constitutes el safety factor in 
that members of train crews in their haste mav 

Ml 
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not step from n duorway directly upon uu> irnefc. 
Comnmziicfttioii with the personnel of the Wav 
hill or Clerks' looms, or with the telcgniph oper¬ 
ator, is carried on through two window con¬ 
veniently arranged in the reps alter room unit 
ample facilities for the preparation of report* 
Lind other paper work required of conductors are 
also available. The locker Loom h equipped with 
eight locker* that nro exact duplicates of those 
in the lavatory room. 

The basement contains the heating unit*, a hot 
water boiler and a smaller heater for uav In con¬ 
nection with the tank thal serves the lavatory 
rooms, 

Blairs to I lie second floor which hart been liu- 
ashed in keeping with the scheme of interior 
decoration smd equipped as a record room, lead 
from the Clerks’ office. 

Cheery, indeed h are the offices. Large window* 


admit a maximum amount of daylight, while for 
night use electric light* of sufficient voltage have 
l>cen carefully arranged. All interior trim is of 
cypress finished in the natural wood, and all par- 
S it ions and ceilings, which are covered with sheet 
rock over which two coats of hard wall plaster 
have been trow led, are painted in light contrast¬ 
ing colors. All plastered angles are protected 
by metal corner guards and generally an atmos¬ 
phere of permanence prwaila. New furniture 
throughout, window shades and other office acces¬ 
sories odd thoir hit of attractiveness. 

Everybody is proud of the building, Not alone 
ia this confined to the office personnel, but ad¬ 
miration of it prevail r among the yard and road 
crews and is expressed by all others whose work 
brings them there. A disposition to preserve iU 
attractiveness-promisee to make it a wholesome 
and pleasant place to work for years to eoine. 



‘Tjhe Happy Force 

Front row (left to right)—Wallace A. Mahon, day yard master < north bound) ; Prank 
J. Nolan, re-conl clerk; Lee L, Firman, location clerk; Roscoo Burdick, bill clerk; Edward J. 
Stack, yardmaster (Hog's Rack) ; John W. Nolan, General yardmatater; S. Howard Sexton, 
night yardmasttr (Hofir'a Back). 

Second row (left. to right)—J. Floyd Said win* day yard muster (Fonda Avenue); Wil¬ 
lard H, James, night general yard master; Joseph F. Gibbons, clerk; Harlow Render, bill 
clerk ; Carlos V. rerry. day yardrnatler (south bound); and Fred Slnslack and Walter 
Ferry, car checkers. 

Back row ftefi to right)—James P, Joiinson, night yard master (south hound) : Floyd 
Cummings, reconsjgning clerk; Herbert W. Schoomvtaker, bid clerk ; J. Henry Martial, 
biographer; Boui$ S. Darling, bill clerk; Kenneth D. Shaw, car checker; Winfred E, Brown, 
chief clerk; J, F. Boland, night yardmaster (Fonda Avenue); Thomas* F. Huston, ni^ht 
yardmaster (north hound) ; Hammond Pariah and Edward Chappell, hill clerks; and, Jesse 
F, Colli ns, car checker, 


15, dr*£ /iirttffjiftf <jnci twetity-fiyus 
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“Roundhouse and Yards at Oneonta, from ‘The Rocks ’ ’’(The Delaware and Hudson Company 
Bulletin, July 1, 1927, p. 210) 



Roundhouse and Yards at Oneonta, from “ The Rocks ” 


“Second Railroad Wonder Trip” 1936 

On Sunday, September 20, 1936, the New York Central, in cooperation with the Delaware & 
Hudson, ran its “second railroad wonder trip,” from New York to Kingston, N. Y., Oneonta and 
Albany. Six hundred and fifty passengers paid $4 for a ticket on this excursion. (The first 
“wonder trip” was run on November 17, 1935, and had about 500 passengers.) Those facts we 
learned from the article titled “700 ‘Fans’ on an Excursion from N. Y.” that was published in 
Railway Age, September 26, 1936, and reprinted in the August 2016 issue of the Bridge Line 
Historical Society Bulletin (pp. 26-33). In that article, we read: 

“At Oneonta the Delaware & Hudson had its engine-house and shops ready for inspection, with a 
large force of supervisors on hand to serve as guides. In addition, a selection of freight, 
passenger and work equipment typical of the company’s rolling stock, was on view. Among the 
locomotives displayed by the Delaware & Hudson were the experimental high-pressure 1400 
class headed by the ‘L. F. Loree.’ Since the day was Sunday, the shops were not in operation, but 
the equipment was left with work in progress so that the visitors could see how operations were 
carried out. Incidentally, the extreme neatness of everything around the enginehouse, shops and 
store house made a deep impression on all. / The display at Oneonta was arranged under the 
direction of G. S. Edmonds, superintendent of motive power of the D. & H. and G. W. Ditmore, 
master car builder. / Leaving Oneonta, the trains proceeded to Albany (82 miles) on the historic 
Albany & Susquehanna line of the D. & H. through the Schoharie valley and the Helderberg 
mountains. One of the trains, to the delight of the passengers, was pulled by one of the D. & H. 
‘600’ class Pacifies, the appearance of which has been ‘Anglicized.’ At Albany, the trains were 
switched to the tracks of the New York Central for the return trip to New York, 142 miles. / Each 
of the trains was made of 10 cars—7 coaches, 2 dining cars and a Pullman observation car. One 
of the dining cars sold table d’hote meals (lunch at 75 cents and dinner for $1) and the other dealt 
exclusively in sandwiches and light refreshments. Waiters also went through the coaches selling 
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sandwiches, fruit and coffee. . . In charge of the excursion for the Central was W. T. Gaynor, 
assistant advertising manager, and for the D. & H., W. J. Coughtry, recorder. Officers and 
employees of both companies accompanied the trip, having volunteered to act as guides, as did 
members of the shop force at Oneonta.” (p. 27) 

A number of pamphlets and other descriptive material, describing in detail the railroad, scenic 
and historical associations of the territory traversed, was given to each passenger. Among these 
was a 20-page illustrated pamphlet which, in addition to locomotive pictures, contained also 
detailed maps and profiles. 

In one of those pamphlets is the following text (BLHS Bulletin, reprint, pp. 29-30) titled “THE 
ONEONTA SHOPS.” Here is that text: 


THE ONEONTA SHOPS 


ONEONTA is the headquarters of the 
Delaware and Hudson’s Susquehanna Div¬ 
ision, approximately 82 miles from Al¬ 
bany and 61 from Binghamton, The rail¬ 
road is the principal industry of the 
community, giving employment to 1700 
people. Freight runs from Mechanic- 
ville, Binghamton and Yfilkes Barre ter¬ 
minate here, though passenger crews run 
through between Albany and Binghamton. 
The classification yard is used princi¬ 
pally in connection with south and west 
bound movements, north and east bound 
trains being run through to Mechanic- 
ville solid wherever possible. 

THE ROUNDHOUSE 

The Wonder Trip Special will pro¬ 
ceed direct to Oneonta roundhouse, the 
105 - foot turntable of which serves 
52 stalls arranged in a complete 
circle. Under the guidance of round¬ 
house supervisors the two drop pits 


the Whiting Hoist, and the fully equip¬ 
ped, modern machine shop, which facil¬ 
itate rapid completion of running re¬ 
pairs, will be inspected. The master 
mechanic’s office, as well as those of 
the general foreman, engine dispatcher, 
etc., are all under the same roof. A 
distinctive feature is th£ automatic 
coal-fired stationary boiler. Ingen¬ 
ious use of an air-pump governor, a 
superheater damper valve and a spring 
switch makes it possible to regulate 
the supply of coal to the stoker as well 
as the air supply of the furnace so 
that the steam pressure fluctuates only 
3 lbs. beloYT the "popping 11 point of the 
safety valve without any attention on 
the part of the boiler room engineer. 

DISPLAY OF DELAWARE & HUDSON LOCOMOTIVES 

On a track north of the roundhouse 
will be found locomotives of the 900-, 
1000-, 1100-, and 1200-classes, as well 
as the high pressure locomotives 1401, 

29 
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1402, and 1403, •which have been placed 
to facilitate photographing. 

From the locomotives the party will 
proceed to the nearby car shops where 
an inspection will be made of the oil 
and waste reclamation plant, wheel shop, 
wood mill, coach shop, stripping yard, 
blacksmith shop, and the main shop. 
Heavy repairs to all open-top equipment, 
which includes 10,000 of the Delaware 
and Hudson’s 14,250 freight cars, are 
made here. All heavy passenger car re¬ 
pairs, as well as car wheel mounting, 
repairing of air brake parts and recon¬ 
ditioning of brake beams are carried 
out at this point, as will be explained 
by a corps of guides selected from the 
supervisory force. 


(P- 30) 

Oneonta D&H Coach Shop: 

Frank Clark, who served as the Oneonta Coach Shop foreman for 27 years prior to his retirement 
on pension, June 1, 1936, worked, when a boy, as a farm hand in the Schoharie Valley on hops 
farms. In his biographical portrait in The Delaware and Hudson Railroad Bulletin ("Passenger 
Car Expert," November 1, 1936, pp. 163-64) we read: 

"There was plenty of work for farm hands in the Schoharie Valley during the seventies and 
eighties. When Frank could be spared at home he hired out to plant, hoe, or hill com; or to grub- 
hoe, plow, hill, or train hop vines. Hops, it may be explained, were 'trained' to grow to the top of 
20-foot spruce, oak, cedar, or tamarack poles, as well as along twine strung between the poles 
which stood 4 feet apart each way. In September when the hops—leaf covered, burr-like 
growths—formed at the top of the vines, they were picked, dried, and packed in 200-pound 
bales. They were then sold to buyers who canvassed the territory each fall, the local farmers 
delivering them to the station of the then very busy Schoharie Valley Railroad. Later on the vines 
were cut from the poles and were burned as they were of no further value, while the poles were 
pulled up and stacked for the winter. All these operations gave work to many laborers in the hops 
field during the spring, summer, and fall months." 


Oneonta D&H Paint Shop: 

A new paint shop opened at Oneonta in 1962. That we know from the article titled “New Shop 
Triples D&H Painting” by Charles W. Donnelly that was published in Modem Railroads, May 
1962, and reprinted in the Bridge Line Historical Society Bulletin of August 2016, pp. 20-22. 
Here are the opening paragraphs of that article: 
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“A new, modern shop is enabling the Delaware and Hudson to paint freight cars on a process¬ 
line basis the year around. / In the past, when the D&H painted its rolling took out of doors, 
unfavorable weather restricted the road’s output to an average of 451 cars a year. Today, in the 
new shop at Oneonta, N. Y., the work is unaffected by rain, snow, heat, or cold—and the road 
sprays six cars every eight-hour working day, or 1500 cars annually.” (p.. 20) 


In the Bridge Line Historical Society Bulletin, November 2015, p. 37, is presented the 
photograph with caption given below: 


D&H No. 87 in 

Oneonta 

Roundhouse 



"D&H Co. #87, a 0-8-0, from Chris Shepherd. This engine was built as D&H Class E-4 #1006 
by Schenectady Locomotive Works (order #5868-2) in 1901, just before the formation of the 
American Locomotive Co. This engine was rebuilt into the 87 by the D&H in 1923, and not 
scrapped until 1951. We don't know the location, other than it's sitting partly outside its stall (42) 
at a roundhouse." 


In the January 2016 BLHS Bulletin, p. 15, in the column "The Railroad Archaeologist" by Scott 
J. Whitney, we read the following about the photo given above: 
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"The photo at the top of page 37 [in the November issue] is most assuredly Oneonta. The camera 
is poised near the larger of the two openings between the east roundhouse and west roundhouse, 
and looking roughly Northeast toward the single track opening between them. The boiler room 
stack clearly towers over the locomotive." 


Here is a photograph by Tom Biery of the diesel shop at Oneonta in June 1968. This photo was 
posted on the D&H Railroad group page on Facebook by Tom Biery on March 14, 2016. 



Diesel Shop, Oneonta Yard, June 1968 
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Oneonta Yard, after 1975: 

Two photos, downloaded from Facebook on February 3, 2015, of Oneonta yard from Richard' 
Crossing Bridge, taken after 1975: 



Oneonta Yard, after 1975 
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Oneonta Yard, after 1975 


The Oneonta Yard, 1977: 

The photo of the Oneonta yard given below is reproduced here from the February 2016 issue of 
the Bridge Line Historical Society Bulletin, p. 21. Here is the caption given there on this photo: 
"Two of the four D&H PA's roll past Oneonta FA tower with an inspection train (or maybe a fan 
excursion) on June 4, 1977. Photo by Roger Pugh, courtesy of Ben Martin." 



320 






























Posted on Facebook about the Oneonta Yard: 


“Prior to 1980, Oneonta was the main yard for the D&H. Every train that operated on the 
original D&H came through Oneonta. Oneonta was the throat of the railroad. Trains to and from 
Wilkes-Barre, Buttonwood and the Penn Division all came to Oneonta for classification. Trains 
for Mechanicville and Kenwood came there as well. The yard had a southbound receiving, 
classification yard, and advanced yard. Trains were received in the receiving yard, then sent over 
the hump to the classification yard and then moved to the advanced yard where the trains were 
made up. The advanced yard was as far south as Glens Bridge Road. There were almost 100 
miles of track in the Oneonta yard. There was also a northbound receiving and classification yard 
as well as several smaller yards inside. Oneonta was the main car-shop for the railroad. The 
Diesel shop was at Fonda Avenue. The main brake, wheel, boxcar, and paint shops were at 
Oneonta. After dieselization the round house was no longer a vital part of the road. All but 16 of 
the 52 stalls were tom down. The remaining 16 were used by MOW. There was a public team 
track as well as an auto unloading track. There were numerous businesses that received freight at 
Oneonta.” 

In the above paragraph we read: 

“Trains were received in the receiving yard, then sent over the hump to the classification yard 
[emphasis added] and then moved to the advanced yard where the trains were made up. The 
advanced yard was as far south as Glens Bridge Road.” 


Hump yard: Definition from Wikipedia: 

Hump yards are the largest and most effective classification yards, with the largest shunting 
capacity, often several thousand cars a day. The heart of these yards is the hump—a lead track on 
a small hill over which an engine pushes the cars. Single cars, or a block of coupled cars, are 
uncoupled just before or at the crest of the hump, and roll by gravity onto their destination tracks 
in the tracks where the cars are sorted, called the classification bowl. 

The speed of the cars rolling down from the hump into the classification bowl must be regulated 
according to whether they are full or empty, heavy or light freight, varying number of axles, 
whether there are few or many cars on the classification tracks, and varying weather conditions, 
including temperature, wind speed and direction. As concerns speed regulation, there are two 
types of hump yards—without or with mechanization by retarders. In the old non-retarder yards 
braking was usually done in Europe by railroaders who laid skates onto the tracks, or in the 
United States by riders on the cars. In the modern retarder yards this work is done by mechanized 
"rail brakes" called retarders. They are operated either pneumatically or hydraulically. Pneumatic 
systems are prevalent in the United States, France, Belgium, Russia and China, while hydraulic 
systems are used in Germany, Italy and the Netherlands. 
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In 1917 there were two hump yards at Oneonta. In The Delaware and Hudson Company 
INSPECTION of LINES :: JUNE 7, 8, 9, 1929, p. 22, we read: 


"Two 'hump' yards are available [at Oneonta], one for eastbound and one for westbound traffic. 
Its importance [the Oneonta yard] is accentuated by reason of the location there of the car repair 
shops where the bulk of the freight car repair work and all passenger car major repair work or the 
entire railroad is carried on. The latter facilities were brought to their present state in June 1917." 


Here are two Tom Biery photos of the Oneonta yard that he posted on the Delaware and Hudson 
Facebook page: 



“Diesel Shop, Oneonta, NY. A beautiful June 1968 day. About 6-7 pm— in Oneonta, New 
York.” Photo by Tom Biery. 
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Oneonta Yard, photo by Tom Biery: 



Michael Eggleston commented that same day as follows on the Delaware and Hudson Facebook 
page about the second of those two Tom Biery photographs and about the Oneonta yard in 
general: 

“The 614 [in the photograph shown immediately above] is on the scale track, notice the gauntlet 
rails that allowed locomotives to pass over the scales without damaging the scales. The next 
tracks to the left were pretty much enginehouse and coaling leads back in the days when the 
roundhouse was in operation. Looking south just ahead of the group of cabeesee (plural!) is what 
was the northernmost (three or four tracks) small yard, which is probably how it got its name, the 
‘Yukon’. Next to that was the Southbound Receiving Yard, Main 1 Southbound, Main 2 
Northbound, and next over was the Northbound Receiving Yard. I often wondered why the 
Northbound Class Yard, was placed south of the Yard Office. But, the way traffic was handled 
was Northbound train generally pulled into the NB Receiving, and a yard engine would pull the 
cars down the Carbondale Lead (which went nowhere near Carbondale!) down to The Hogsback 
[“Hog’s Back”] (standard Oneonta witticism, ‘I didn’t know [the hog] left’) on the south end of 
the NB Class Yard, drill out the cars and then once cars were classified, would 
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shove them back up into the NB Receiving Yard or the Air Tracks for departure. On the 
Southbound side, yard engines would generally get on the north end of the SB Receiving Yard, 
and shove drags over the Hump. Back in the days when there were plenty of yard trainmen hump 
riders, the drags would be pushed over the simple, man-made hump (no retarders, all manual 
operation) and the cars would be classified into the SB Class Yard below the hump. It was all 
done with switch lantern and fusees prior to two-way radios, and I have heard reports that in the 
old days there may have been a hump signal on the River Street crossing bridge by the Yard 
Office for yard engineers’ guidance. It was a good efficient operation until they started cutting 
the size of yard crews, and freight damage became a major problem with no one to ride cars to a 
gentle stop. Many a loud crash in the SB Class Yard could be heard at the Yard Office. At least 
one piggyback load of television sets for RCA in Scranton were destroyed when the car hit the 
standing drag. A similar fate plagued a carload of wine, the wine was actually running off the 
car, and guys were running down with buckets to pick it up for home consumption!. . . Lotta 
money went up the chute, and Oneonta started putting an engine switching on the south end of 
the SB Receiving Yard. You always had to be alert, especially at night when the engine was 
working right behind the yard office, if you didn’t watch carefully, you might get hit with a drag 
of cars! I saw a road trainman knocking off hand brakes in an outbound train slip off the icy 
ladder and fall down between two slow moving cars and if there wasn’t a burly car knocker who 
grabbed the man and yanked him back, he would have been cut in half for sure. Glory Days, 
even into the late 1980s. But once the Penn Division was torn up, Oneonta was in the wrong 
place on the railroad, and the D&H acquired the former DL&W/EL East Binghamton (Conklin) 
yard and Oneonta became superfluous. It slowly rotted away, and it’s hard to imagine how busy 
the yard was in the 1970s, with usually four separate yard crews, two on each side of the mains, 
and an occasional transfer job to bring “rehandles” back and forth between the North and 
Southbound sides. In addition to road freights setting off and picking up, it was a challenge for 
any trainmaster or yardmasters to keep the freight moving efficiently. I am proud to say I worked 
Oneonta for nearly two years, worked with a lot of smart, knowledgeable train and yard office 
people, and I was impressed at how smoothly this giant yard operated, even while the D&H was 
having financial problems, mergers and being plagued with the Springfield Terminal which 
finally killed the D&H I knew. Sic Transit Gloria, ONEONTA YARD!” 
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The Oneonta Roundhouse site, as shown on Google maps, August 4, 2015 


Oneonta 

Roundhouse site, 
August 4, 2015 
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1511 

Wilkes-Barre Roundhouse and Turntable 


We have not been able to discover very much material on the D&H Wilkes-Barre roundhouse. 
We have learned that in the Wilkes-Barre roundhouse, in 1945, there were 9 stalls, and that the 
turntable there was 65 feet long. 

Here is a photograph of the Wilkes-Barre roundhouse that is included in a family photograph 
album in the holdings of the Carbondale Historical Society. Handwritten on this photograph is 
the following: “5 - 8 - 28 / W Barre Round House.” 
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Here is a photograph by Rich Taylor, taken October 21, 1972, of the Wilkes-Barre roundhouse. 
This photo was downloaded from the Delaware and Hudson page on Facebook on March 23, 
2015. 
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The D&H yard in Wilkes-Barre, we learn from the biographical portrait of Seth V. Colvin 
("They Had No Caboose," pp. 259-260, October 1, 1932 issue of The Delaware and Hudson 
Company Bulletin) was located in the heart of Wilkes-Barre on the site of the former Lehigh 
Coal and Navigation Canal basin there. In that biographical portrait we read: 

" 'Did you ever know that there used to be a canal terminal in what is now the heart of Wilkes- 
Barre?' asked Mr. Colvin, and then described the dam across the Susquehanna River at 
Nanticoke, eight miles below Wilkes-Barre, the locks at 'Butch' Ball's landing which permitted 
the boats to pass from the river into the [Lehigh Coal and Navigation] canal basin, located on the 
present site of our Wilkes-Barre yard. His crew delivered coal at the basin for emptying into 
canal boats to New York via the North Branch Canal [completed in 1834; linked the Wyoming 
Valley with the east-west Pennsylvania Main Line Canal, via Harrisburg, which provided an 
outlet to Philadelphia]." 

In Volume XII in this series, on page 628, that is a map on which can be seen the North Branch 
Canal and the Lehigh Coal and Navigation Canal basin in downtown Wilkes-Barre. 
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Here is a photograph of the Wilkes-Barre yard, Scott Street, in 1966, now Wilkes-Barre 
Boulevard. This photograph by Bob Dankovitch was posted by Bill Christian on February 15, 
2016 on Facebook. 



The facilities and operations of the D&H at the southern terminus of the company, Wilkes-Barre, 
are described in Part I of a two-part article on Wilkes-Barre, commonly known as the City of the 
Black Diamond, in the May 15, 1929 issue (pp. 149-151, 158) of The Delaware and Hudson 
Company Bulletin, as follows: "To form a picture of our facilities in the city [of Wilkes-Barre] 
let us begin with the railroad yard at that point. The Wilkes-Barre yard has five house tracks, 
holding an average of eighty-eight cars, ten classifying tracks, allowing for the classification of 
one hundred and thirty cars, three receiving tracks from the Central Railroad of New Jersey to 
hold about one hundred cars, and two delivery tracks holding about forty-five cars; in addition 
there are ash, coal, caboose, coach, and storage tracks at Jackson Street. To provide for storage 
and minor repair work to locomotives, there is a roundhouse equipped with a sixty-five foot 
turntable, and having nine stalls.” 
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D&H Canal Part I 

(Part II in Volume XX; Part III in Volume XXIII) 

The Delaware & Hudson Canal 

The material presented below is not intended as a comprehensive history of the D&H Canal. 
Rather, it is a compendium of data about the D&H Canal that we have gathered on our D&H 
Canal Company journey that focuses on the D&H railroad in the nineteenth century. 

The D&H canal, unlike the Erie Canal and a great many early-nineteenth century canals, was 
privately funded (with two loans from the state of New York required in order to complete the 
canal). Construction of the D&H canal was begun before the Erie Canal was completed. While 
work on the Erie Canal was nearing completion, Maurice Wurts persuaded its chief engineer 
Benjamin Wright to send two of his assistants (Colonel J. L. Sullivan and John B. Mills) to 
assess the projected D&H route. In addition to serving as an academy for the first age of 
American internal improvements, the Erie Canal set dimensional and operating standards, so that 
a certain uniformity of practice developed on all American canals. Building the Erie Canal was 
the nation’s first practical school of civil engineering. 

The Erie Canal exploited the only low-elevation passage through the eastern mountain chains 
between Georgia and Canada. It was the first reliable, inexpensive way to carry heavy, bulky 
cargo between the Great Lakes and the Atlantic seaboard. It was 363 miles long and was built 
between 1817 and 1825. On it, 83 stone-walled locks lifted and lowered boats a total of 675 feet. 
The canal was initially 4 feet deep and 40 feet wide at water level and 28 feet wide at the bottom. 
The locks were 90 feet long, 15 feet wide, with boat capacity 35-45 tons. At Rome, NY, there 
was a 58-mile long level over the drainage divide. October 26, 1825: The Erie Canal was 
officially opened. The Canal cost $7,000,000 to build. Most interestingly, construction of the 
D&H Canal began more than three months before the opening of the Erie Canal. 

Passengers traveled from Albany to Buffalo in comfort in 5 days (not two weeks in 
stagecoaches). With the opening of the Erie Canal, freight rates fell 90 percent, compared to 
shipping in ox-drawn wagons. The Erie Canal was enlarged in 1862; the Barge Canal was 
authorized in 1903 and completed in 1918. 

Boat/Barge: The great majority of vessels that carried freight (coal, lumber, cement, and a 
multitude of other products) on the D&H Canal from Honesdale to the Hudson River, vessels on 
which the canal workers and their families lived during the months when the canal was in 
operation, were “boats," and they were referred to as such by their owners and by the D&H. 
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In an article about the Delaware and Hudson Canal Company that was published in the August 
23, 1877 issue of the Honesdale Citizen, we read the following about the maritime equipment 
owned by the D&H at that time: 

"The equipment of the [D&H] canal at the close of the last fiscal year consisted of 915 canal 
boats, 66 transfer boats, 3 freight line boats, 16 barges, 2 wrecking boats, 1 propeller dredging 
machine, and scows." 

In the nineteenth century, barges rarely, if ever, served the double function of freight 
vehicles/residences. At the present time, some barges have been converted into luxury residences 
and no longer function as freight transport vessels. In the nineteenth century, barges were freight 
vehicles that were held together with rigging, and were collectively called 'the tow,' and were 
pulled by a towboat, on which the captain, pilot, and crew lived. 

Most of the D& H coal at Rondout was transferred to Hudson River barges (that were pulled by 
tow boats) and sloops, which were significantly larger than canal boats, and taken down to New 
York and elsewhere. Most of the Hudson River boats were not owned by the D&H. 

Ultimately the D&H operated several sea-going barges of 500 to 600 tons capacity, seven of 
which were named Rondout, Stattsburgh, Troy, Honesdale, Carbondale, Scranton, Binghamton. 
(Wakefield, p. 196) 

When the water was let into the Erie Canal from Lake Erie, the news was flashed from Buffalo 
to New York City by a row of cannons, about five miles apart, which were fired as rapidly as 
possible, one after the other. The first canon was fired at Buffalo at ten o’clock in the morning; 
the last was fired at New York at half-past eleven. In an hour and a half, the sound had traveled 
over 500 miles. [The sound of a gun will travel a mile while you are counting five; electricity 
will travel a thousand miles while you are counting one.] 

Construction of the D&H canal was begun in April 1827, and it was completed over its 108 
miles of length in the autumn of 1828. At the height of building activity on the Canal, there were 
no fewer than 2,500 men and 200 teams of horses at work constructing the Canal. 

At Rondout, one is roughly equidistant from Honesdale and New York City. 

A blank copy of a D&H contract (specifications) to construct a portion of the D&H Canal is 
given in Lowenthal on pp. 50-51. Lowenthal reproduces the contract from an original in the 
Wurts Papers in the Hagley Museum & Library, Wilmington, DE. It is remarkable that a signed 
contract has not come down to us through the families of one of the builders of a portion of the 
D&H Canal. 
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A copy of “Specifications on the manner of building Locks on the Delaware & Hudson Canal” is 
presented in Lowenthal on pp. 54-55. Lowenthal reproduces these specifications from an original 
in the Wurts Papers in the Hagley Museum & Library, Wilmington, DE. 


1828 

From an article published in the Utica Sentinel in May 1828 (and reprinted it the Dundaff 
Republican of May 8, 1828), we learn that the water was let into the D&H Canal at that time: 

“Delaware and Hudson Canal. / The public will be pleased to learn that the water was let into 
the Delaware and Hudson Canal from river to river, and that a number of rafts came down. Boats 
are now constantly plying on various parts of it, and the works are in fine order throughout—the 
ha nks bearing the water well. / A gentleman who lately passed down the line from the mouth of 
the Lackawaxen states, that nine-tenths of the work on the Delaware is done. On the Lackawaxen 
the greatest activity prevails, and the prospect is favourable for getting down some thousand tons 
of coal this season. This intelligence, we venture to say, will afford the greatest satisfaction to 
those who take an interest in the prosperity of that system of Internal Improvement, which has 
elevated the character and signalized the energy of the State of New York.— Utica Sentinel. ” 
(Dundaff Republican, May 8, 1828, p. 3) 


D&H Canal, 1828 Configuration: 4 feet deep (not arrived at consistently until 1832), 32 
to 36 feet wide at the water line, 20 feet wide at bottom; designed for boats carrying not more 
than 30 tons; locks 75 feet in length and 9 feet in width; designed to transport 100,000 tons of 
coal a year. 

From tidewater the canal steadily ascended for thirty-five miles; then its course was level for 
slightly more than sixteen miles. It then descended fifty-eight feet and rose again thirty feet, all 
in Orange County, and re-entering Sullivan County ascended steadily for the reminder of the 
distance in New York. After entering Pennsylvania, it ascended continuously to Honesdale, 
where its altitude was nine hundred and seventy-two and one-half feet. There were 16 feeders 
into the Canal. 

There were 137 bridges (truss bridges with vertical planking enclosing the water-filled sides and 
bottom and raised on stone piers and abutments) over the D&H Canal. 

There were 110 locks (13 cut stone, 95 rough stone with wood lining), having lifts ranging from 
8 to 12 feet, the average being 10. These locks, initially, were 75 feet long and 9 feet six inches 
wide; later enlarged to 90 feet by 15 feet. In NY there were 72 numbered locks, 1 guard lock on 
route, 1 guard lock on Delaware River feeder. In PA, there were 34 numbered locks, 1 guard 
lock, 1 twin lock 
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In July 1828, the D&H Canal was opened from Kingston to Port Jervis: 


“Delaware and Hudson Canal. —By advertisements in this paper, it will be seen that the boats on 
the Canal are now in successful operation between Kingston on the Hudson, and Port Jervis on 
the Delaware. There is also a regular line of vessels from the different docks in the city of New 
York, to the intersection of the Canal upon the Hudson near Kingston. / The freight from New 
York to Kingston, is no more than from New York to Newburgh. The works on this Canal upon 
the Pennsylvania side of the Delaware, are in rapid progress. A great number of workmen are 
employed at present, and more are wanted.” “ Northern Eagle. ” (Dundaff Republican, July 17, 
1828, p. 3) 

The existing histories of the D&H canal all give October 16, 1828 as the opening date of the 
canal. In the Dundaff Republican, however, of November 6, 1828, p. 2, we read that “the Canal is 
complete and will be ready for navigation on the whole line in the course of the ensuing week.” 
The D&H’s railroad, we learn from that same article, “is in a state of forwardness, and will be 
finished the present season.” Here is that article: 

“The Hudson and Delaware Canal. —It will be perceived by the interesting letter [in the Albany 
Argus] of the President of the Hudson and Delaware company, that the Canal is complete and 
will be ready for navigation on the whole line in the course of the ensuing week; and that the 
Rail Road from the termination of the coal mines, is in a state of forwardness, and will be 
finished the present season. The managers deserve the highest praise for the industry and fidelity 
with which this great work has been conducted to a successful completion—a great public 
enterprise effected chiefly by private means: and great in its rapid and perfect execution, in the 
magnitude of the expenditure, and in the importance of its results. The company have the best 
wishes of the community that profitable returns may follow their large investments.— [Albany 
Argus of last week. ” (Dundaff Republican, November 6, 1828, p. 2) 


In the Dundaff Republican of December 18, 1828, we read the following astonishing notice: 

“We have the pleasure to state, that the Delaware and Hudson Canal is now in successful 
operation, between Honesdale and its junction with the Hudson. It is expected that the Rail Road 
from Honesdale to Carbondale, (at the Coal Mines) a distance of 16 miles, will be in successful 
operation early in the Spring.” (Dundaff Republican, December 18, 1828, p. 3) 
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1829 


On Monday, May 4, 1829, water was let into the Canal from Kingston to Port Jervis: 

“Delaware and Hudson Canal. —We are informed that the water was let into the Delaware and 
Hudson Canal on Monday the 4 inst., and that it is now navigable, and goods are transported on 
it from Kingston, on the Hudson, to the Delaware River.” (Dundaff Republican, and Canal & 
Rail Road Intelligencer, May 14, 1829, p. 3). 

From that same issue of the paper, we also learn (p. 3) that .. The bid granting the credit of the 
state of New York, to this company (“DELAWARE AND HUDSON CANAL”) for the loan of 
$300,000 has become a law.” 


In June 1829, the D&H Canal was recognized as valuable for New York City, especially as a 
means of transporting fuel (firewood, coal) there: 

“Delaware and Hudson Canal. —Great activity prevails on this Canal. According to a statement 
in the Ulster Sentinel, the number of arrivals at Eddyville, (tide water) during the week ending 

th 

18 ult. was 110 boats and 106 rafts; clearances, 112 boats. The advantages of this Canal to our 
city [New York City], we anticipate, will be very great.—Last season we received upwards of 
20,000 cords of wood through this channel, which otherwise would not have been brought. 
During the present season, it is expected that large quantities of coal will be forwarded.— -N. Y. 
Jour, of Com. ” (Dundaff Republican, and Canal & Rail Road Intelligencer, June 4, 1829, p. 2) 


June 1829: Canal boats now operating from the Narrows of the Lackawaxen to the Hudson 
River; entire canal to be opened in July; rail road soon to be completed. In 1813 a post office was 
established at the Narrows of the Lackawaxen, with William Kimble, postmaster: 

“We are informed by a gentleman from the Delaware and Hudson Canal, that the Boats are now 
plying from the Narrows of the Lackawaxen to the Hudson river. It is expected that the whole 
line of the Canal will be in successful operation early in July, and in addition the Rail Road will 
soon be completed.—When we anticipate that many of the curious will be gratified by a 
steaming ride on dry land; it is reported that the greatest possible order prevails throughout the 
whole line of said Canal, nay! we are even told that there is but one solitary Grog shop kept by a 
lock tender upon the whole line, and that is to die a natural death soon.” (Dundaff Republican, 
and Canal & Rail Road Intelligencer, June 25, 1829, p. 3) 


July 21, 1829: Water was let into the Canal at Honesdale on July 21, 1829, and the boat Amelia 
(fitted up by Joseph Kellogg) was ready for passengers and freight from Honesdale to Kingston. 
About 70 ladies and gentlemen went for a 10-mile excursion (tea and other refreshments were 
served) on the Canal and back to Honesdale. This must surely be the grand opening of the D&H 
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Canal at Honesdale (even though the canal was “officially” opened, the previous fall, on October 
16, 1828; it was declared complete and ready for navigation on November 6, 1828). 


Article “For the Republican ” in the Dundaff Republican, and Canal & Rail Road Intelligencer 
of August 13, 1829, p. 2. Article in two parts: part one headed: “HONESDALE, July 21, 1829”; 
part two headed and dated “July 23. ” This article is not only a toast to the D&H but also 
references the arrival of the Stourbridge Lion in Honesdale on July 23, 1829. Here is the first 
part of that article: 

“ For the Republican. / HONESDALE, July 21, 1829. / Mr. Editor —Permit me through the 
medium of your useful paper, to make known some of the passing events of the day at this place. 
Tuesday being the day appointed for letting the water into the Canal throughout the line 
[emphasis added; water was let in on at least part of the canal on May 4, 1829]; the boat Amelia 
of Honesdale, fitted up by Joseph Kellogg, and to ply from this pace to Kingston for passengers 
and freight, took on board at the Basin, between sixty and seventy gentlemen and ladies for an 
afternoon excursion; the canal being in good order and the weather fine, we started off in 
handsome style with good music on board, at the rate of about five miles per hour. /1 being a 
York State man and used to navigating the Erie canal, I was surprised to see with what skill and 
activity they managed boat; I found the boat turned easier than on the Erie canal, and passed the 
locks much quicker, it taking only from two to three minutes to pass a lock, passing down about 
nine miles, the boat was turned about in a natural Basin, they being very frequent on the way, she 
made speed back about as fast as she went down, the water having acquired a greater depth. 
After returning about ten miles and I being on deck was surprised to hear the call below to come 
and see, but went down; and behold, there was a table spread the whole length of the cabin, 40 
feet in fine style; we sat down and took a good cup of tea and other refreshment, and finally 
returned in the evening well pleased with the whole performance. I cannot quit this subject 
without giving captain Kellog great praise for his attention and preparation on this occasion; he 
has taken particular pains to fit up a boat for the public good, and I wish him success in the 
enterprise. I must give praise to the superintendants, overseers, & lock tenders, in their 
unremitting exertions to facilitate the passage of boats without delay. / The Canal and Rail Road 
will be visited this season by thousands, to view the most stupendious and gigantic piece of 
improvement in America, [emphasis added] There are now two packet boats building and will be 
ready for passengers within four weeks. After the performance of the day, the following toasts 
were prepared but not drank for want of time, / 1. The Delaware and Hudson Canal Company— 
Persevering in their improvements, may they reap a rich reward/ 2. The Canal—May its banks be 
as permanent as the hills and mountains from which they are made. / 3. Raftsmen’s rites— 
Although they have necessarily been intruded upon, yet we hope by the exertions of the 
superintendants for the Company, they will speedily be removed. / 4. The Village of 
Honesdale—While she makes shure [sic] market for the surplus produce of the husbandman, 
may she increase in population and wealth and appear to the new world like a city on a hill. / 5. 
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The Farmers—While the harvest disappears before them, my they reap a rich harvest and supply 
us with provisions at fare market prices. / 6. The villagers of Bethany—They show a proper spirit 
of improvement to rise with Honesdale; success to them. / The upper and lower villages of 
Honesdale—May they ever consider it their interest to be united. / 8. The Rail Road—Although 
made of the common timber of the forest, may it prove as durable as the Cedars of Lebanon. / 9. 
Carbondale—She out strips the wind, we say success to her and pass on. / 10. The Stowbridge 
[sic] Lion—May she travel over the Lachawaxen [sic] hill and Moosiac [sic] mountain with her 
train of young, without leaving a track behind. / 11. The Rail Road—May it never bend or 
tremble at the appearance of any Lion of foreign import: three cheers. / 12. The boats—While 
they bring us Plaster and Lime to enrich our land, they facilitate the conveyance of our surplus 
produce to market. / 13. The Ladies—Virtue, wit and beauty combined, they give a new impulse 
to the heart; may they never refuse the hand of the temperate industrious young man—three 
times three.” 


Here is the second part of the article: 

“July 23. / The boats begin to arrive with the Travelling Engines [note the plural, Engines] and 
Rail Road machinery, all is bustle and business. The engine intended for this end of the road is 
plain stout work of immense height, weighing about seven tons, and will travel four miles per 
hour, with a train of 30 to 36 carriages loaded with two tones of coal each; the engine is called 
the Stowbridge [sic] Lion, its boiler being built some thing in shape of that animal, and painted 
accordingly; now imagine to yourself the appearance of that animal, the body at least twelve feet 
in length, & five in diameter, travelling at the rate of four or five miles per hour, together with a 
host of young ones in train, and you will have some idea of the scene before us; but the 
enchantment is broke, and in a few days the whole will be set in motion, and we would now give 
you notice, that when the whole is in operation we shall give a general notice that we intend to 
hold a day on rejoicing on the completion of the same, and shall give a general invitation to our 
fellow citizens to attend. We have procured a large cannon and intend to station it on the top of 
the high peak to sound on the occasion. I am growing tedious and will close the subject. Yours 
with respect, / A Strict Observer. ” (Dundaff Republican, and Canal & Rail Road Intelligencer, 
August 13, 1829, p. 2) 


In mid-September 1829, “six or eight boats arrived at Honesdale, in the course of a few hours, 
with merchandize, &c.” 

“Hudson & Delaware Canal and Rail Road. / We were informed by a gentleman, direct from the 
Canal and Rail Road, that the Boats were in a successful train of operation, that six or eight 
Boats arrived at Honesdale^ in the course of a few hours, with merchandize, &c. [emphasis 
added]/ He also stated that the Cars were in a beautiful train of operation upon the Rail Road: 
that the difficulties recently attending the operation of the Locomotive Engines; were principally 
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remedied; so much so, that no fears are entertained relative to the ensuing season. / The 
Engineers safely calculate upon transporting one hundred Tons of coal upon the Rail way this 
fall. / It is said that within a few days, new life, and many smiles are the sure marks of a 
successful experiment.” (Dundaff Republican, and Canal & Rail Road Intelligencer, September 
17, 1829, p. 3) 

Correction to above article by the editor of the Dundaff paper: 

“HUDSON AND DELAWARE CANAL AND RAIL ROAD.— Under this head, two weeks 
ago appeared a statement, in which it was confidently expressed; that the Company’s prospects 
were brightening but thro a mistake the amount of Coal which would probably be transported in 
cars to the Canal; was reported at 100 tons: it then should have been 10,000 tons. / As we made a 
typographical error then; it we do err again, it shall be an error of the head, as we are confident 
from present observations that 20,000 tons may be transported upon the Rail Road by the 15 of 
December. If the operations should be attended with probable success.” (Dundaff Republican, 
and Canal & Rail Road Intelligencer, October 1, 1829) 


In early November 1829, four sloops loaded with “Lachwanna Coal” arrived in New York City, 
“the quality of which is very fine, and well worthy the inspection of the public, as is also the 
railway which Mr. D. has erected for the discharge of coal from the vessels. ” 

“Lackawanna Coal via the Delaware and Hudson Canal, is now coming forward in 
considerable quantities. Four sloops loaded with it have arrived [in New York City] within the 
last five days, at the premises of E. Dunscomb, near the foot of Walnut street Ferry; and where 
there is now discharging from one of the sloops 160 tons, the quality of which is very fine, and 
well worthy the inspection of the public, as is also the railway which Mr. D. has erected for the 
discharge of coal from the vessels.— -N. Y. Mer. Adv. “ (Dundaff Republican, and Canal & Rail 
Road Intelligencer, November 5, 1829, p. 2) 


Double Locks at Honesdale: 

The first locks out of Honesdale, on the lower basin, were double locks (the only set on the entire 
system), numbered 37 and 38, where the loaded and empty boats moved together on the canal. 
These two locks are shown to the right of the words “BOAT YARD” on the map (from Gravity 
Railroad map volume) given below. Just below those two locks and to the right is the towpath 
bridge (bisected by the Borough Line on the map) over the Lackawaxen River; the tow path 
continues down to the Guard Lock and then along the Canal itself. 
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1830 


The ad (“Oats Wanted”) given below is from the Dundaff Republican, and Canal & Rail Road 
Intelligencer, March 31, 1830 p. 3. The D&H Canal Company needed these oats to feed the 
horses and mules that worked on the D&H: 


WAN TED. 


CASH will he pnid for 



Rush r Is of OATS, deli'trfd to 
Chancy Seymour at Curf>ondale 
for the DtJauare and Hudson Ca 
nal Company 

Carbondale IVlarch,24, 1330 

6—2m 


June 1830: 

Dundaff Republican, and Canal & Rail Road Intelligencer, June 2, 1830, p. 2:“For the 
Republican. / Delaware and Hudson Canal and Rail Road. / Travelers from the cities of Boston, 
New York, Philadelphia, Baltimore, Washington, and other places far apart from each other, 
have frequently met in the last two or three summers at Pottsville and Mauch Chunk when on a 
tour to see the mountains, the Coal mines, and the mechanical operations for raising and 
transporting the Coal which is chiefly taken at present from said places to Philadelphia, from 

whence it is shipped to the various ports in the East and South: but few of these tourists have as 
yet turned their thoughts to visit the romantic scenery, the extensive quarrying and mining 
concerns at and near to Carbondale; at this young town there are about two hundred men 
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employed at present in raising and removing Coal to the foot of the inclined planes, whence it is 
carried over the Moosic mountain, sixteen and a half miles to Honesdale, which is a populous 
and thriving village at the head of canal navigation. The cars or coal wagons used on the eight 
inclined planes and rail road, each carry two and half tons, from the easterly foot of the mountain 
in trains of twelve; which twelve wagons carry thirty tons of coal at the speed of about six miles 
per hour; they descend by the power of gravity, and horses to draw back the empty cars go 
trotting after; the speed of the descending wagons is regulated by a break upon the wheels of two 
or three of them in each train; one horse hauls back four empty wagons at the rate of four miles 
per hour; in some places there are double roads, so that the ascending and descending carriages 
pass each other without the least difficulty; the loaded wagons are hauled up the planes, the 
steepest of which rises only one foot in twelve, three or four in a train, by means of stationary 
fire engines, which engines are of sufficient power to take up thirty tons at once; the longest 
plane is about one half mile, and the writer of this has gone up in the loaded wagons in seven and 
a half minutes; at present there passes over the mountain about 250 tons per day; which is as 
much as the Company has wagons for; in another week or two more wagons will be completed 
and they propose to take over 360 tons per day; when the sale requires more, two ropes can be 
attached to wheels at the engines and two trains of wagons can pass up the plane at the same time 
and do double business, for this the works and machinery are sufficiently strong and powerful. 
The Company is now doing a considerable business in return trade, bringing up Dry Goods, 
Groceries, Iron, Fish, Plaster, &c &c. for the country merchants, many of whom live in the state 
of New York.—The toll and carriage of a bail of fish by the Canal is about ninety cents, instead 
of six dollars, the usual price by land carriage; heavy articles are now for sale by the storekeepers 
at Honesdale, Bethany, Mount Pleasant, Clarkstown, Carbondale, Dundaff, &c as cheap as in the 
cities of New York or Philadelphia. Business on the Canal and Rail road is now thrown open to 
the public; the tolls and rates of transportation known, and all persons are at liberty to pass and 
repass, upon paving the same; [emphasis added] this thing which was much wanted, is no longer 
a matter of dispute. / Already speculation in coal land near to Carbondale is commenced; three 
private individuals have had men at work, during the past week in seeking for, and mining coal; 
one of them, only made his purchase this present month; and now refuses two hundred and fifty 
per cent for his bargain! It is confidently anticipated in this part of the country, that the coal land 
mania will subside in Schuylkill county, and that sober, serious gentlemen will feel disposed to 
invest a capital in the rich and productive coal lands in the valley of the Lackawanna; it will be 
remembered that there are no disputed Titles, no shingling of warrants on coal lands in the 
neighbourhood of Carbondale [emphasis added]. The numerous mines are very pure and 
productive varying from 50 inches to about 30 feet in thickness, lying nearly horizontal, dipping 
from one in 16 to one in 25, and we understand that many tracts are now offered for sale upon 
what will shortly be called very low and accommodating terms. We feel pleasure in stating that 
things in general appear brisk and lively; the farmers have a ready market, and cash, for all their 
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produce, and that is pleasing to them and to us: the country around us fast improving, the lands 
are rich and sell low, we confidently anticipate that the surrounding neighbourhood will in a 
few years become as respectable and happy as the boasted counties of Philadelphia or 
Lancaster. In our neighbourhood many new roads are in contemplation, one of which will open 
through what at present may be called a little wilderness, others through well settled county; 
all, through rich and well watered lands: some of which contain eligible mill seats upon never 
failing streams; a few years ago we had saw mills, grist mills and fulling mills, to supply our 
wants; at this time the country is not well supplied, and though many have been lately built, 
more are wanted. Farmers for twenty miles around Carbondale can sell their produce for more 
money than they can do at either New York or Philadelphia. / [To be Continued.]” (Dundaff 
Republican, and Canal & Rail Road Intelligencer, June 2, 1830, p. 2) 

By the end of June 1830, 1,500 to 1,800 tons of coal were arriving at tide water weekly. Most 
importantly, those shipments were announced in the Journal of Commerce. Here are two such 
announcements: 

1. “Delaware and Hudson Canal. —On the 17th instant there had arrived at Bolton, at tide water 

on the Hudson, 7825 tons of coal since the 3d of May last;—and at this time there is arriving 
from 1500 to 1800 tons per week. Jour of Com. ” (Dundaff Republican, and Canal & Rail Road 
Intelligencer, June 30, 1830, p. 3) 

2- “Coal. —Arrived from Bolton, on the 22d inst. The tow boat Lackawanna, having on board the 

largest cargo of coal (1500 tons) that has ever before been received at this city [New York]; the 
same being from the mine of the Delaware and Hudson Canal Company. She is now discharging 
her cargo at the yard of E. Dunscomb, Front street, near the Navy Yard ferry.— Jour, of Com. ” 
(Dundaff Republican, and Canal & Rail Road Intelligencer, July 7, 1830, p. 3) 


In the first two years that the canal was in business, shipments of cord wood exceeded anthracite. 
By 1831, with the gravity railroad fully functional, the coal tonnage exceeded all other 
merchandise by four to one, yet the non-anthracite traffic—and the tolls it generated—remained 
considerable. For the years 1834 through 1838, the combined general traffic made up a 
respectable 36 percent of the canal tonnage. 
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1840 


Water wheels were an important power source in nineteenth-century America. In the 1840s 
they were installed by the D&H and Planes 14-17 and 21. Were they Hotchkiss’s Patent 
Water Wheels? Gideon Hotchkiss had three patents for waterwheels: October 25, 1832, Re¬ 
acting water wheel; November 6, 1832, Water wheel; and January 9, 1837, Construction of 
reacting water-wheels and their appendages. Perhaps one day we will know the answer to that 
question? Were they Johnson’s Patent Water Wheels? Perhaps one day we will know the 
answer to that question? We do know that both Hotchkiss and Johnson patent water wheels 
“of various sizes” were “always on hand” at the Foundry of Pierson & Co. in Carbondale in 
April 1841. Here is the Pierson & Co. ad that was published in the Carbondale Journal of April 
21, 1841: 

“WATER WHEELS. —Hotchkiss’s Patent Water Wheels, of various sizes, always on hand. 
Also, Johnson’s Patent Water Wheels , at the Foundry of Pierson & Co. ” (Carbondale Journal, 
April 21, 1841, p. 3) 


Between April 26, 1841 and July 31, 1841, 84,130 tons of coal were shipped to market via the 
D&H Canal from Honesdale. During that same period, 238 “Canal Boats, with general freight” 
arrived in Honesdale. We have learned those facts from the following announcement that was 
published in the Carbondale Journal of August 5, 1841: 

Carbondale Journal, August 5, 1841, p. 2: 


Collectub’s Office Del. & Hud, Canal Co. > 

Honesdale, July 31, 1841. ~ J 
Cleared at Honesdale for Rondout du« Tons. 

ring one week ending this day, 212 j 
Canal Boats containing Coal, 6,360 

Total amount of Coal cleared at Hones¬ 
dale for Rondout since 26th day of 
April last, 84,130 

Arrived during the week 238 Canal 
Boats, with general freight. * 

J. B. WALTON, Collector, 


341 



In 1841, Robert Ruthven and family came to Carbondale. One of the sons of Robert 
Ruthven, Alexander Ruthven, “had been acting for sometime previous [to 1841] as 
chief clerk and paymaster for the D. & H. C. C. at this place [Carbondale].” That we 
know from the announcement in the Carbondale Leader of November 11, 1887 of the death 
of James Ruthven, a son of Robert Ruthven: 

“DEATH OF JAMES RUTHVEN. / Once of Carbondale, and Later a Prominent Citizen of 
Scranton. / James Ruthven, a prominent citizen of Scranton, died in that city yesterday morning. 
He was stricken with paralysis over a year ago and was then laid aside from the duties of 
practical life. Mr. Ruthven was bom September 23, 1826, and was the son of Robert Ruthven, 
who was at one time a prominent business man in Boston, and for one or two sessions 
represented that city in part in the General Court. The deceased came with his father’s family to 
Carbondale in 1841. An older brother, the late Alexander Ruthven. had been acting for sometime 
previous as chief clerk and paymaster for the D. & H. C. C. at this place [emphasis added]. 
James was employed in various capacities for the company here and as clerk in the post office 
until 1857, when he removed to Scranton, where he soon assumed an important position in the 
coal department of the D. L. & W. Co., in whose employ he remained until incapacitated by 
illness. . . Before leaving Carbondale the deceased was united in marriage to Mary Ann, a 
daughter of the late Patrick Archbald. . .” (Carbondale Leader, November 11, 1887, p. 4) 


Interconnectedness of the canal and the railroad. Anthracite coal (1840s) widely recognized 
as the fuel of the future. The need was recognized to increase production and shipping capacity 
on both the canal and the railroad: 

"The business of the company continued to increase during 1841 and 1842 and in September 
1842 plans for increasing the capacity of the canal were approved. This enlargement was to be 
accomplished by raising the heights of and increasing the strength of the embankments 
sufficiently to maintain a depth of water in the canal of no less than five feet. The material was to 
be principally taken from the bed of the canal and from the berm bank below the surface of the 
usual boating head. This enlargement, it was estimated, would permit the use of boats of 40 tons 
capacity. / Work was actually commenced at the end of the boating season in November, 1842, 
and continued throughout that winter, but suspended again when the boating season opened in 
May, 1843, so that work was not finally completed until the spring of 1844. Because much of the 
earthwork done on the embankments during the winter just passed, had not settled sufficiently to 
sustain the full five foot depth without crumbling, the season of 1844 opened with only four feet 
of water in the canal, but as the boating season progressed the depth was gradually increased as 
the banks became able to sustain it. / There had sprung up along the line of the canal numerous 
boat yards owned by private individuals from whom the canal company purchased boats made to 
their specifications. The 40-ton boats which were now being built to replace the 'Flickers,' as the 
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first diminutive boats were called [the flickers were the first boats, used in the period 
1829-1844, they carried 30 tons of coal], cost the canal company between $360.00 and $375.00 
each and were sold to the boatmen for $400.00 to be paid for on the installment plan. The owner 
of the boat was paid (during 1842) $1.35 per ton for the trip from Honesdale to Rondout but out 
of this sum $10 was retained by the company and credited against the balance owed on the 
boat. As many of the boats in use in 1842 were still of the 'Flicker' class their owners were 
unable to take advantage in full of the increased capacity of the canal, even though the boats 
were 'hipped' (i.e., their sides raised) to increase their capacity. During the boating season, from 
early May to early December, a competent boatman could, barring accident, complete 15 or 
16 trips making it possible for the average boatman to pay for his boat in about three years 
and, as the average life of a boat was about six years, he was able to operate the boat the 
remaining three years on his own account." (Part 5 of E. D. LeRoy's series—titled "Canal Value 
for Transportation Proved by 1830; Not So Railroads" when published in the Carbondale 
News— as reprinted from the Department of Internal Affairs Bulletin). 


D&H Canal, 1842-1844 Configuration: begun in 1842 and completed in 1844; depth of 
canal increased to 5 feet by raising and strengthening the canal banks; boats of 40 tons now 
could be used on the canal 

Gravity coal cars: In an undated newspaper article titled “The Celebrated Gravity Road” 
(probably published in the Carbondale Leader in the 1890s) in the archives of the Carbondale 
Historical Society, the author reports the following fact about Gravity coal cars in the period 
before 1842: “Until 1842 all cars on this road had but four wheels. Then the present eight wheel 
cars were put on and called the Porter car after the Governor of the state.” 


1840s (E. D. LeRoy, Part 6): 

"The year 1843 was the first during which the enlarged capacity of the canal was available for 
the entire season, but even though no less than ninety-seven new boats were put upon the canal 
that year, there still remained many 'Flickers' whose owners were put at a further disadvantage 
by the reduction in the freight rate to $1.03 per ton for the trip. This reduction affected, in 
particular, those whose boats were then paid for as in addition the installment deduction was 
reduced by the company to $7.00 per trip. True, with their 'hipped' boats they could carry greater 
tonnage than before, but the still grumbled. The canal company, summarizing the substantial 
saving in cost per ton resulting from the improvements already made upon the canal, decided 
again to increase the depth to five and one-half feet, which would make possible the use of boats 
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[of] fifty tons capacity. / Work on this enlargement was begun in 1845 and continued 
through 1845 but was not completed until the following year, although with this 
enlargement in prospect about a hundred boats of fifty-ton capacity were built and put in 
operation during these years. However, until the full head of water could be let into the 
canal, these boats were not loaded totheir full capacity. In fact, even if the enlargement 
could have been completed by 1845, it is probable that full advantage could not have been 
taken because of a severe drought which extended over a period of eight weeks that 
summer, making it impossible to load the boats even to their former capacity. The canal 
company, to some extent, compensated the boatmen for their loss, by returning the freight rate, 
which had been cut to 97 cents, to the former rate of $1.03 per ton. / While during 1846 the 
head of water throughout a large section of the canal had been increased, progress was 
much slower than had been expected. Even so, it seems that the bed of the canal was now 
more smooth and as a consequence handling of the boats was easier. Apparently with 
this in mind the canal company further reduced the freight rate on coal but, as an inducement 
to the boatmen to make speedier trips, a sliding scale was at this time inaugurated allowing 92 
cents per ton on trips of ten days or less which would be equivalent to sixteen trips per season, 
88 cents per ton for a trip of eleven days but only 85 cents per ton for trips taking more than 
eleven days. / During this period, between 1842-45, under the supervision of James Archbald, 
extensive improvements were made upon the gravity railroad in order to keep pace with the 
increased capacity of the canal. On the west side of the Moosic Mountains the location of the 
entire road, with the exception of Plane No. 1 was changed and a better grade, favoring the 
loaded cars, was obtained. On the east side of the mountain, Plane No. 6, which was 
originally the longest on the road, was divided into two separate planes; also an entirely new 
and separate track was built from the foot of Plane No. 7 to Honesdale, a distance of 10 miles. 
This was the greatest single improvement, for the original section, between Planes No. 7 
and 8, had been single tracked with two turnouts or sidings. Here the loaded cars now not 
only had a continuous down grade of 10 miles, but it was no longer necessary to lower the 
loaded cars at Plane No. 8. There were no changes of importance made in the light track 
east of the summit, but one improvement was the replacement, throughout the length of the 
road, of the old wood and strap iron rails by the new 'T' iron rails manufactured at Slocum 
Hollow (Scranton). / In spite of these substantial improvements on the canal and the gravity 
railroad the demand for anthracite was growing so rapidly that it could not be met. The 
improvements on the canal had cost the company slightly more than $250,000, but the 
savings in the cost of transporting the company's own coal had exceeded that figure by 50%, 
even including the period when the full capacity of the canal was not yet available, but by 1847 
the 'Flickers' had largely disappeared from the canal, the 40-tonners had themselves been 
'hipped' and the newest boats were now able to carry as much as 55 tons without danger of 
grounding. In short, the year 1848 was, in spite of the usual delays from freshets and 
washouts, a good one, for over seven thousand cargoes of coal were carried to tidewater 
between April 25, when the canal opened, and December 4th, when it was closed by 
freezing. / With these facts at hand, the board of managers on November 17th, 1847, 
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approved the recommendations of chief engineer R. F. Lord for the enlargement of the entire 
canal to a minimum depth of six feet. They included the enlargement of the locks which were to 
be further improved by the addition of more paddle gates to speed up the passage of boats. The 
berm ha nk of the canal along the Lackawaxen and Delaware Rivers was to be made more secure 
against the wash from the boats by the erection of stonework where necessary, for there had been 
many delays resulting from boats grounding on sandbars caused by the embankment washing 
down into the canal. The work of enlargement was begun upon the cessation of boating early 
in December 1847, and about the same time Chief Engineer Lord made a trip to Pittsburgh 
to examine the aqueduct built by John A. Roebling who many years later was to win 
everlasting fame as the engineer of the great Brooklyn Bridge. Lord's report was most 
favorable for the Pittsburg aqueduct was a substantial work and Roebling's engineering 
ability was far ahead of the times. Roebling was engaged to begin work for the D. & H. at 
once. / Construction of these aqueducts when the company was able to finance them, had 
been contemplated since 1841. In fact John Wurts stated, at the Kingston hearing in 1858, that 
they had been under consideration from the very early days of the canal but in any event 
their construction was hastened by the approach of the Erie Railroad into the Delaware 
Valley as the D. & H. wished to prevent the prior location of the Erie tracks from affecting 
the most advantageous location of the new canal route./ Roebling completed the masonry on 
the Delaware aqueduct in January, 1848, at which time the cut stone for the Lackawaxen 
aqueduct was on hand and Engineer Lord wrote to Mr. Wurts stating that both spans would be 
ready for use in the fall of 1848. However they were not brought into use until April 26 , when 
the canal opened for the season. / Poling the boats across the Delaware, on the pond created 
by the dam just below the mouth of the Lackawaxen, had always been slow, dangerous and 
subject to frequent delays because of high water in the spring and fall. The mules seem to 
have been the only one to profit by the old route for they were afforded a well-earned rest 
as they were carried across the old rope ferry . / The new aqueducts necessitated the 
construction of three new locks (Numbers 70, 71 and 72) on the Delaware to bring the boats 
to the new high level but at the same time locks Numbers 1, 2, and 3 on the Lackawaxen 
were eliminated. The Lackawaxen aqueduct crossed the river three hundred yards above its 
mouth, the Delaware span about the same distance below. There being no physical 
obstruction to prevent it, why did not the company build a single aqueduct across the 
Delaware River above the mouth of the Lackawaxen, rather than bridging both rivers? / These 
aqueducts are monuments to the engineering skill and courage of their builder. / The Delaware 
span, now (1945) a highway bridge, is probably the oldest suspension span still in use. 
Roebling built to endure and never did he compromise for economy sake. He demanded 
the best material available, the most exacting workmanship and personally supervised every 
detail. / In January, 1849, Roebling wrote to Henry V. Poor, in New York, giving the 
following specifications: / ‘Delaware aqueduct, four spans, 132 to 142 feet each. /Truck 
[trunk] width at bottom 17 feet 6 inches. /Truck [trunk] width at top 20 feet. / Depth of water 6 
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feet. / Weight of water in 142 foot span 482. / Tension of cables 708 tons. / Diameter of 
cables 8 V 2 inches. / Each cable contains 2150 wires. / Cable wt per lineal foot 130 lbs. / 
Ultimate strength of cables 3870 tons. / Lackawaxen aqueduct two spans 114 feet each. / 
Each cable seven inches in diameter. / (Same as Pittsburg aqueduct). / The wires do not 
extend below the ground but connect with anchor chains, the cross section of which exceeds 
that of the wire by 50%. / Strength of wire being 90,000 lbs. per superficial inch while 
chains will not bear over 60,000 lbs.’ / Later that year, Roebling is quoted in the Honesdale 
Democrat as stating that there were 7688 cubic yards of hydraulic cement masonry in the 
Delaware Aqueduct. / More modern bridges have been swept away but Roebling’s have 
withstood every flood and ice for almost a century. / While the construction of these aqueducts 
was in progress, construction was begun on suspension aqueducts to replace the original wood 
and stone aqueduct across the Neversink River near Cuddebackville [the canal crossed the 
Neversink and smaller streams by wooden trunks on stone piers] and the stone arch aqueduct 
across Rondout Creek at High Falls [the original canal crossed the Rondout on a 
masonry-arch aqueduct supported by two arches; construction on the new High Falls 
aqueduct was begun in 1849; it was 145 feet long; two wrought iron wire cables, supporting 
a wooden trunk; each cable over 8 V 2 inches in diameter, containing 2,300 wires]. Except 
that these aqueducts were single spans they were similar in construction to the Delaware and 
Lackawaxen aqueducts. Both were ready for operation when the 1851 season opened. / 
Speaking of the Delaware and Lackawaxen aqueducts, Chief Engineer Lord estimated that 
they had avoided delays due to high water totaling nine days during their first year of use 
and furthermore, with the elimination of the first three Lackawaxen locks, the delay in getting 
the mules on board the ferry and in putting the boat itself across the Delaware, not less than one 
day was saved each trip. / During the years in which the aqueducts were under construction, the 
canal was very active, for the demand for Lackawaxen anthracite was increasing rapidly and 
every effort was being made to meet it, but nature and the Erie Railroad seemed bound to 
thwart them. During the season of 1847, which opened March 26, flood waters held up the 
boats at the Delaware Crossing and at Honesdale for two days in May. In June a breach 
occurred on the summit level which held up the boats for nine days. In July a freshet made the 
Delaware impassable for two days and in August a breach occurred at White Mills, blocking 
traffic for a day and a half. Labor was scarce because of the construction then going forward 
on the Erie Railroad and elsewhere, and the price of oats, hay, and provisions had risen to new 
heights. To offset these difficulties, the company offered to pay the boatmen a premium of 
$2.00 per trip, but this does not seem to have been sufficient inducement, so the freight rate 
was increased to $1.00, 96 cents, or 92 cents per ton, depending upon the length of the trip. 
Still, the boat owners were not all satisfied, for those who were still operating smaller boats, 
which were not fully paid for, did not bother to care for them and in some instances 
abandoned them outright.” (Part 6 of E. D. LeRoy's series titled "1840's Saw Great 
Improvements to D&H Canal; Delaware Aqueduct Used in 1849") 
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1845 


By a deed, dated July 9, 1845, between Daniel Blandin and wife and The Delaware & Hudson 
Canal Company, pp. 100-104 in the D. & H Deed Book - Wayne, the D&H acquired the right of 
flow of the waters of the White Oak Pond. These rights were acquired to guarantee that there 
was enough water in the D&H Canal at all times. Here is the map in that deed book, on page 
103: 
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D&H Canal, 1845-1847 Configuration: begun in 1845 and completed in 
1847, 5 Vz feet deep, boats of 50 tons 


D&H Canal, 1848-1849 Configuration: begun in 1848 and completed in 1849, 48-50 
feet wide at water line, 32 feet at bottom; 6 feet deep, boats of 130 tons; locks enlarged to 100 
feet by 15 feet. The annual capacity of the canal was now one million tons (five times what 
it was in 1842). 1850—boats carrying 98 tons came into use. “Fifty seven of the enlarged 
locks were made one hundred feet long between quoins and given fifteen feet width of 
chamber. . .” (Mathews, p. 244) 


On the Canal there were the 4 suspension-type aqueducts with wood trunks constructed by 
Roebling; in addition, there were 16 wood trunk aqueducts supported on masonry piers. 


Never sink Aqueduct 

Neversink aqueduct: work begun in June 1849; completed in winter of 1850-1851 and ready for 
1851 boating season. 
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Here is a photograph of one of the abutments of the Neversink Aqueduct that was taken by the 
author on January 16, 2008: 
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Here is a photo that was taken by the author on October 23, 2013 of the line drawing of 
Roebling's Neversink Aqueduct that was created by Manville B. Wakefield. The original of 
this drawing is in the holdings of the D. & H Canal Historical Society and Museum at 23 
Mohonk Road, High Falls, NY. 
















































































The Lackawaxen Aqueduct: 

Lackawaxen and Delaware Aqueducts: ready when the canal opened in April 1849. 

Lackawaxen Aqueduct: built as part of the 1848 enlargement, two spans, 114 feet each; each 
cable 7 inches in diameter (same as Pittsburgh aqueduct), each cable containing 1,624 wires. 

Here is a photograph of the Lackawaxen aqueduct that is in the archives of the Pike County 
Historical Society at Milford, PA. Written on the scrap book page to which this photograph 
is glued is the following note: "There were double tow-paths from Delaware Lock No. 72 to 
Lackawaxen Lock No. 4" 
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Another photograph of the Lackawaxen Aqueduct (same photo as above it appears, but focus 
is better and sharper); photograph in the archives of the Carbondale D&H Transportation 
Museum. 
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In 1862 the Lackawaxen Aqueduct (built 1848) was swept away and six weeks of the most 
favorable season for canal navigation were lost. In June 1862, there were nearly 500 men at work 
building a new aqueduct over the Lackawaxen River. In the Carbondale Advance of June 28, 
1862, we read: 

“The Del. & Hud. Canal. —We regret to state that owing to unexpected difficulties in keeping 
the water out of the coffer dam, the work of laying the foundation for the pier of the new 
aqueduct at Lackawaxen has been delayed considerably beyond the time which it was supposed 
would be required. Four steam engines having been found inadequate to the purpose of keeping 
the dam dry, a fifth was procured and set to work on Monday last. Allowing one week for laying 
the foundation of the pier, two weeks for building the same, and a fortnight more for the 
completion of the wood-work of the aqueduct, we are scarcely warranted in looking for the 
resumption of navigation much before the 1 st of August. There are nearly five hundred men at 
work on this break, including many of the best mechanics on the line of the canal and all under 
the personal supervision of chief engineer Lord, so that we may be assured that the work will be 
pushed to a completion at the earliest possible day. The breaks at the Narrows and other points, 
though very extensive, will be repaired in the course of a few days .—Wayne Co. Herald. ” 
(Carbondale Advance, June 28, 1862, p. 2) 
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Photographs of the Lackawaxen Aqueduct are not numerous. Here is a photo that is given in 
Sanderson, p. 33, of the Lackawaxen Aqueduct: 



Many photographs were taken as the boats moved east across the Lackawaxen Aqueduct. One 
such photograph of the boat Little Freddie, operated by Mr. and Mrs. George Cameron and their 
sons George, Fred, and Mattie, is given on page 33 of Sanderson. 

While the construction of the Lackawaxen and Delaware Aqueducts was in progress, 
construction was begun on suspension aqueducts to replace the original wood and stone aqueduct 
across the Neversink River near Cuddebackville and the stone arch aqueduct across the Rondout 
Creek at High Falls—both similar in construction to the Lackawaxen and Delaware Aqueducts. 
The new Cuddebackville and High Falls aqueducts were single spans and both were ready when 
the 1851 season opened. The Neversink Aqueduct was the most expensive of the four Roebling 
aqueducts: 170-foot long single span, two 9 V” cables, each weighing 36 tons. 
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The following fact-filled account of John A. Roebling and his four D&H aqueducts is given in 
Durfee (pp. 126-128): 


“John A. Roebling, bom June 12, 1806, Mulhousen, Prussia. At age 25 came to America and 
settled in Pittsburgh area. Worked for state of Pennsylvania for three years in surveying and 
locating the Pennsylvania Railroad across the Allegheny Mountains from Harrisburg to 
Pittsburgh. “Having completed these surveys, Mr. Roebling commenced the manufacture of 
wore rope, producing the first of the kind that was ever manufactured in this country. He 
concluded that he could use it in making bridges. “In 1848 Mr. Roebling commenced 
the construction of a series of suspension aqueducts on the line of the Delaware and Hudson 
canal, connecting the anthracite coal regions of Pennsylvania with the tidewater of the 
Hudson river. We well remember when his men passed through Carbondale with their 
apparatus for building these works. The Lackawaxen aqueduct had two spans 115 feet each, 
and two 7 inch cables; the Delaware aqueduct, four spans, 134 feet each, and two 8 inch 
cables; The High Falls aqueduct, one span 145 feet, and two 8 Vi inch cables; and the 
Neversink aqueduct, one span 170 feet, and two 9 l A inch cables. They were completed 
within two years, and are all permanent works, needing only a renewal of the wooden parts 
as they decay from the action of the water. Soon after the completion of this work, he 
removed his works and residence to Trenton, N. J.” (pp. 126-128) 


Both the Delaware Aqueduct and the Lackawaxen Aqueduct are shown on the map on page 215 
that illustrates the deed between Russel F. Lord and wife / Thomas H. R. Tracy and wife and The 
Delaware and Hudson Canal Company, deed given on pages 212-215 of the D&H Deeds PA, 
deed dated March 13, 1851. Here is that map: 
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Here are two photographs of the Lackawaxen Aqueduct / Delaware Aqueduct area that were 
taken by A. L. Taylor, View Artist, James Street, Middletown, NY. These photographs are in the 
collection of the Minisink Valley Historical Society: 

Confluence of Lackawaxen and Delaware Rivers, with Erie Railroad bridge in the foreground 
and Delaware Aqueduct in the background: 



The construction of the four Roebling aqueducts was hastened by the approach of the Erie 
Railroad into the Delaware Valley, as the D&H wished to prevent the prior location of the Erie 
tracks from affecting the most advantageous location of the new canal route. The branch of the 
Erie to Hawley connected with the Erie main line at Lackawaxen. The Erie rail line from 
Lackawaxen to Hawley was built ini863; the Erie rail line from Hawley to East Honesdale was 
built 1867-68. 
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The buildings shown in the Taylor photograph below are located on the West shore of the 
Lackawaxen River as it enters the Delaware River. The building on the right was a hotel. 



The Lackawaxen River as It Enters the Delaware River 
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The Delaware Aqueduct: 

The Lackawaxen and Delaware Aqueducts were ready when the canal opened in April 1849. 

Here is a photograph of the Delaware Aqueduct that is in the archives of the Pike County 
Historical Society at Milford, PA. 



Delaware Aqueduct 
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Here is another view of the Delaware Aqueduct that is in the archives of the Pike County 
Historical Society, Milford, PA. The photographer is standing on the New York side of the 
aqueduct. The Delaware River flows from right to left. 



March 1830 

RE: A lock in the Delaware Dam at the Delaware Aqueduct: 

“FATE OF THE DELAWARE AND HUDSON CANAL / The report of the commissioners 
appointed by the state to examine the works of the company, and report within 25 days was in 
substance as follows. / That in their opinion, after having examined the company’s works an 
obtained the best possible information; the company have fully sustained the conditions and 
stipulations of their charter, with but one solitary exception. That is, whereas the charter 
provided for the building of a Lock in the Delaware dam for the convenience of the ascending 
navigation of said river.— No such Lock has ever been erected, and from the best evidence which 
your committee have been enabled to obtain it is about eighteen years since the last boat of any 
description has ascended those waters, and a rational probability is, that from eighteen to forty 
years more will elapse before another will attempt to risk the maddening stream. If the turnpike 
roads should wear out, and the canals break down it may be found necessary to resume the 
obsolete practice of ascending the Delaware in Durham boats. The committee were without 
further ceremony discharged, and the company left at full liberty to pursue their operations in 
future.—Ed.” (Dundaff Republican, and Canal & Rail Road Intelligencer, March 11, 1830, p. 3) 
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The Delaware Aqueduct and the slackwater dam, up stream of the aqueduct. 

The slackwater dam provided a large pool of calm water which made it possible for the canal 
boats to be conducted across the Delaware before the Delaware Aqueduct was built. After the 
completion of the aqueduct, the slackwater dam continued to serve a useful function for the 
D&H: it helped keep a good flow of water into the guard lock on the New York side of the river. 



Freshet in the Delaware, April 1864, and Raftsmen Sending Lumber to Market: 

“There is a freshet in the Delaware and the raftmen are busily engaged in forwarding their 
lumber to market. Prices this spring bid fair to give them a well earned reward for their labor. 
Hands are scarce and readily command from $1.50 to $2.00 per day .—Milford Eagle.” 
(Carbondale Advance, April 23, 1864, p. 2) 
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Given below is a second view of the slackwater dam that was up-river from the Delaware 
Aqueduct. This original Taylor photograph is in the collection of the Minisink Valley Historical 
Society. 



The 16-foot 
high slackwater 
dam up-river 
from the 
Delaware 
Aqueduct 


Delaware Aqueduct, completed 1848: four spans (from East to West): 131 feet 10 inches, 130 
feet 10 inches, 131 feet 4 inches, and 141 feet 5 inches; cables 8 1/2 inches in diameter (which 
were air spun—a technique devised by John Augustus Roebling, 1806-1869) and 576 feet long, 
each containing 2,150 wires (two at a time, Winch wrought iron wires were shuttled across the 
river over the stone piers, looped over anchor chain shoes, then shuttled back to loop over the 
opposite set of anchor chain shoes. The end of one roll of wire was spliced to the beginning of 
the next roll of wire. Back and forth they went, until a bundle, made up of a continuous strand of 
wire, was created. Seven of these bundles make up a single cable. The maximum strength of 
each cable was nineteen hundred tons with the total weight of cables and anchor chains placed at 
four hundred and ninety thousand pounds. Iron rods were hung/suspended from the cables to 
hold up the trusses supporting the aqueduct. The cast iron anchor plate (for each cable on both 
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sides of the bridge) is six feet by six feet and is buried almost 20 feet below the surface.); 7,688 
cubic yards of hydraulic cement masonry in the aqueduct. Towpath for mules on up-river side of 
bridge, towpath widened slightly at each of the three piers; the pedestrian towpath, on down-river 
side of bridge, was not widened at the piers. Six feet of water on the bridge. Up-river from the 
aqueduct is the 16-foot high slackwater dam that the D&H built in 1828 to create a pool of deep, 
slow-moving water which allowed the canal boats to safely cross the river. Before the Delaware 
Aqueduct was built, mules and their drivers crossed the Delaware River on a rope ferry; the 
canal boats were poled or floated across the river, and the mules were then re-attached to the 
boats. Because the slackwater dam (in addition to creating a deep pool of slow-moving water that 
made it possible for the canal boats to cross) also diverted water into the canal on the New York 
side of the river, via a guard lock, the D&H maintained the slackwater dam right up to 1898. 

A portion of the slackwater dam and the entrance to the guard lock (through which the boats 
entered the canal on the New York side of the Delaware before the Roebling aqueduct was built) 
is seen in the photo given below from Wakefield, p. 217 (where it is reproduced courtesy of the 
Delaware & Hudson Canal Historical Society): 
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This photo of the Delaware Aqueduct and the guard lock on the Canal was lent to the author by 
Mrs. Dorothy Moon (National Park Service, 274 River Road, Beech Lake, PA 18405) at the 
meeting of the D&HTHC on October 24, 2012. 


Z. Jessup Lord, who retired from the D&H on December 1, 1921, after 59 years of service, 
recalled, in 1928, that "Two horses or mules would draw one boat through a division of the 
canal, being relieved at each division headquarters, [emphasis added] the movement averaging 
35 boats per day." ("Living Representative of Old D. & H. Gravity Canal," newspaper clipping, 
dated February 28, 1922) 

Each division headquarters: the D&H Canal is generally thought of in five sections: 
Lackawaxen, Delaware, Neversink/Summit, Ellenville, and Rondout. Did the mules only work 
(loaded and light) one section? Instead of transporting the mules and horses across the Delaware 
at the end of the Lackawaxen section (which must have been a job getting them on and off the 
ferry), is it possible that the same mules went back and forth from Honesdale to the Delaware 
River? 
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In this same article about Z. Jessup Lord, we read: "At the time Mr. Lord entered the service 
[1862], the canal was divided into four divisions, [emphasis added] each under a superintendent. 
He laughingly told of the time when the superintendent of the canal rode the length of his 
division each day on horseback, and each third month carried the pay of the canal forces on the 
division in his saddle bags and paid off."' 


Here are three photos of the Delaware Aqueduct that were taken by the author on July 28, 2011: 
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The High Falls Aqueduct: 

Work on the High Falls aqueduct was begun in April 1849, completed in winter of 1850-1851, 
and the aqueduct was ready for the 1851 boating season. 

Here is a line drawing by Manville B. Wakefield of the original 1826 High Falls Aqueduct. This 
line drawing is in the collection of the D. & H. Canal Historical Society at High Falls, NY, where 
it was photographed by the author on October 23, 2013: 
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Here is the E. & H. T. Anthony & Co. stereo view of the Roebling “Aqueduct of the Delaware 
and Hudson Canal, Over Rondout Creek.” This stereocard is No. 8013 in the Anthony series 
titled “Scenery at High Falls, N. Y., and Vicinity.” Our thanks to John V. Bubemiak for bringing 
this card to our attention on November 30, 2015, when it was being sold on E-Bay. 
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SCENERY AT HIGH FALLS, N. Y„ AND VICINITY. 

No. 8013 . • 

AQUEDUCT OF THE DELAWARE AND HUDSON CANAL. OVER RONDOUT CREEK. 


PUBUSHRT) by E. &/H. T., ANTHONY A CO., 

EMPORIUM OP AMERICAN AND FOREIGN STEREOSCOPIC VIEWS, CHROMOS AND ALBUMS, 

591 Brovdway, opposite Metropolitan Hotel, New York. 
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Here is what we have learned about E. & H. T. Anthony & Company from Wikipedia: 

E. & H. T. Anthony & Company was the largest supplier and distributors of photographic 
supplies in the United States during the 19th century. 

Company founder Edward Anthony, a Columbia College trained civil engineer who had studied 
photography with Samuel F. B. Morse, started in the photography business in 1842 by opening a 
Daguerreotype gallery in New York. Five years later he opened a separate shop devoted 
exclusively to photographic supplies and as sales grew rapidly ceased operations in his 
daguerreotypist gallery. In 1850 Anthony began the production of daguerreotype cases, camera 
boxes, and photographic chemicals. His brother, Henry T. Anthony, joined the business two 
years later in 1852. 

The Anthony brothers' factory was located at New York City's Harlem Railroad Depot 
occupying 1/4 of the building by 1854 and advertised that their company was the largest 
manufacturer and distributor of photographic apparatus and material in the world. In 1859 
Anthony added stereoscopic view cards, photographic albums, and gallery furniture and 
backdrops to the company's product lines. The Anthony company also maintained a close 
business relationship with famed American photographer and portraitist Mathew Brady. 

From February, 1870 until April, 1902 the company published a monthly magazine called 
Anthony's Photographic Bulletin which included many photographs and illustrations as well as a 
wide variety of contributed technical, practical, and scholarly articles along with advertisements 
for the Anthony company's products and other services. In the 1890s the company also 
developed and produced two consumer cameras of their own design—a camera-box called the 
"Buckeye" and a more expensive bellows-box type called the "Marlborough"—as well as an 
extensive line of photo cases and other products. 

The firm’s name was formally changed to E. & H. T. Anthony & Co. in 1862 and in 1877 was 
reorganized as a corporation with Anthony as president, his brother as vice-president, and 
Colonel V. M. Wilcox as manager and secretary. After the death of both brothers, Wilcox 
became president, Richard A. Anthony (son of Edward Anthony) vice-president, and Frederick 
A. Anthony the secretary. In 1883 the company produced the first commercially manufactured 
hand instantaneous camera, called the Schmidt Patent Detective Camera, in America. E. & H. T. 
Anthony merged with the Scovill and Adams Company in 1902. 

The E. & H. T. Anthony & Company was the corporate predecessor of the Ansco Company. 
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High Falls Aqueduct: 


A Roebling suspension aqueduct, started in April 1849. The High Falls Aqueduct, which cost 
$20,400 to build, was opened in 1851. The canal originally crossed the Rondout at High Falls on 
a double-arched stone bridge, built in 1826. The Roebling High Falls aqueduct burned in 1916. 

As originally configured, there were five wood-lined locks (Nos. 15-19) on the south side (the 
town side) of the Rondout Creek. In 1852, a new route for the Canal through High Falls, farther 
to the south than the original Canal route through High Falls, was designed which better aligned 
the Canal with the Roebling Aqueduct which was constructed over the Rondout Creek in 1849, 
as part of the third major widening and deepening of the Canal in the period 1847-1852. Five 
new High Falls locks, Nos. 16-20, each 90 feet long, 15 feet wide and 15 feet deep, enabling 
boats to change their elevation about 63 feet in total, were in the 1852 design. These new locks, 
all SW of present-day Sixth Street/Route 213, were designed to accommodate increased Canal 
traffic and larger boats. They were built with Shawangunk conglomerate stone, and were 
precision cut and fit, with no wood lining. 
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Here is an excellent map/schematic of the High Falls area, showing both the “old” and “new” 
locks: 
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Lock 16, in 2011. Photo by the author on October 26, 2011. 


In the grassy area in front of Lock 16 is a keystone from one of the arches on the 1828 stone 
aqueduct that crossed the High Falls River. To the right is the former DePuy Canal House, a 
tavern built in 1797 by Simeon DePuy and enlarged in 1820 to serve workers and travelers on 
the D&H Canal. The DePuy Canal House is now the home of the High Falls D&H Canal 
Museum. 
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In the view of Lock 16 shown below, dated October 26, 2011, the author, left, and Cliff 
Robinson, both representing the Delaware and Hudson Transportation Heritage Council, together 
with Jane Varcoe (also with the DHTHC), who took this photograph, examine the lock. 
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Here is another view of Lock 16, one of the five new locks that were built through High Falls in 
1852 as part of the third major widening and deepening of the canal, undertaken between 1847 
and 1852, to accommodate increased traffic and the larger canal boats. In passing through Locks 
16-20, the boats were raised or lowered 63 feet in total (an average of 12.6 feet per lock), making 
these locks among the steepest on the D&H Canal. 
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Here is a photograph of Eddyville in 1897. The D&H tidewater lock was here at Eddyville. The 
original of this photograph is in the archives of the Wayne County Historical Society, to whom it 
was donated in April 1965 by T. J. McGinnis. 



Weigh Locks on the D&H Canal: 

There were only two weigh locks on the canal: the first just east of Hawley (downstream, East, 
from the Hawley basin), the second at Eddyville (at the Tidewater Lock). The weigh lock at 
Hawley was used by boats consigned to points between Hawley and Eddyville; also to gauge 
tolls to be charged for coal shipped by the Pennsylvania Coal Company. All other boats, for 
external points, were weighed at Eddyville. 

At the beginning of the season, the boats were weighed empty at Eddyville and the boat’s name 
and number and weight were recorded at the collector’s office. When the boat returned loaded to 
Eddyville, it was again weighed and the difference noted, thereby indicating the tonnage of the 
cargo. 
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Weigh 

Lock 

Basin 


The weigh lock on Lock 30 is shown on the map that illustrates the deed, dated September 3, 
1851, between Stephen Torrey and wife / Russel F. Lord and wife / Thomas H. R. Tracy and 
wife / Jacob B. Fitch and wife and The Delaware and Hudson Canal Company. That deed is 
given in D&H Deeds PA (collection of the Carbondale D&H Transportation Museum) on pages 
227-229; the map is on page 229. Here is that map: 
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1850 


Lackawanna Citizen and Carbondale Democrat, September 13, 1850, p. 1 


N. Y. & ERIE R. ROAD. 


Erie passenger and 
freight trains from 
Narrowsburg, NY 


Passengers on D&H 
Canal packet boats 
from Honesdale to 
Lackawaxen Station 
could connect there 
with Erie cars, East and 
West. 


D&H Canal Freight 
Line: Canal boats from 
Lackawaxen Depot and 
the Erie there to 
connect with the PCC 
Gravity to Pittston or 
the D&H Gravity to 
Carbondale and 
Archbald. Direct goods 
to H. Carpenter at 
Lackawaxen Depot. 
Much less expensive 
than cost of cartage 
from Narrowsburg to 
Honesdale. Wilbur & 
Patmor. 





P ASSENGER TRAINS puss NARROWSBURGII. 
from and after May 27, i860, as follows : 

Express, going West, i2 55 P. M. 


Mail, 

Night, 

Night, 

Mail, 

Express, 


East, 

i. 


WAY FREIGHT. 


2 16 “ 

12 15 A. M. 

2 15 " 

1 45 P. M. 

3 30 “ 


Going West, 7 37 A. M. 

Going East, 7 50 P M. 

Passengers by Canal Packet Boat to the Larkawnxen 
Station* cun take the Cars of (lie New York & Erie 

Railroad, to go 

West, 140 P.M. 

Fust *> °0 ‘ 4 

By Night Train West, . 1145 •• 

“ East, 2 50 A.M. 

For further particulars enquire of 

JOHN WILLIAMSON. 

May 27, 1850. 269tf J R. R. Agent at Station 

N. Y, & ERIE R ROAD, 

AND 

Del. & Hudson Canal, Freight Line- 

O N and after June 10, 1850, a daily line of Boats will 
run from 

LACKAWAXEN DEPOT, 

N Y. &l ERIE R. ROAD, to Hawley, to connect with 
th< Pennsylvania It. Road to Pittston, and to Hones¬ 
dale, to connect with the I) H. Canal Co’s., It. Road to 

CARBONDALE & ARCHBALD, 

for the transportation of Merchandise at a reduced 
price of freight; a saving of 100 per cent on the cartage 
now paid from v 

NARROWSBURG* to HONESDALE 

All goods directed to //. CARPENTER, Lacka 
waxen Dej)Ot, will be sent oh this line, and all business 
punctually [attended to. 

* ; WILBUR& PATMOR. 

JJ'gF* A Daily'Line of Packets will be on in a few 
days for light Freight and Passengers. 

j. a; patmor. 




"A Daily Line of 
Packets will be on 
[the D&H Canal] in 
a few days for light 
Freight and 
Passengers. / J. A. 
Patmor.” 
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In 1850, shipments of coal over the canal amounted to 432,339 tons, more than double the 
amount shipped in 1841, when it was decided to improve the canal. 


1856: the new drop gates in place on the Canal; the boats could be “swelled” out of the locks, 
which speeded up operations. 

The first disagreement between labor and management on the D&H took place in the spring of 
1856 when the canal opened with the new drop-gates in place. With the new drop-gates as well 
as improved machinery for operating the lower gates of the locks, one lock tender could now 
lock a boat through more efficiently and easily than two men had done previously. In addition, 
standard freight rates for locking through were now charged boatmen. The boatmen were not 
pleased with these new arrangements and on May 15, 1856, the boatmen at Eddyville struck, 
demanding a rate which would enable them to meet the higher living costs. The company offered 
$1.05 per ton. The boatmen accepted the offer. Eight days after the strike began, boats were 
moving through the canal once again. In E. D. LeRoy, we read: 

"A new, practical, time-saving innovation, the drop-gate, was first tried out on the D. & H. Canal 
in 1855. The device proved so satisfactory that, as soon as the canal closed for the season, in 
December of that year, the work of replacing the upper gates of each lock throughout the canal 
was begun. The work progressed rapidly and by May, 1856, the new gates were ready for use. 
These new gates, together with the improved machinery for operating the lower gates, which 
were not in themselves changes, now made it possible for one lock tender to lock a boat through 
more efficiently and easily than two men had done before. / At this time the practice of basing 
the freight payment, to the boat owners, upon the length of time taken for the trip was abandoned 
and the freight rate of ninety-two cents per ton for the trip, with an additional allowance of five 
cents per ton to boatmasters who conformed strictly with the contract, and the rules for 
navigating the canal. This rate was not deemed satisfactory by the boatmen, who struck at 
Eddyville on May 15 , demanding a rate which would enable them to meet the higher living 
costs. The demands seem to have been justified, for the company's offer of $1.05 per ton was 
accepted and eight days after the strike had begun, the boats were moving again." (p. 68) 


1860 

The D&H Feeder Dam (twenty-three feet high, covering 100 acres) on Carley Brook, at Smith 
Hill, broke on February 13, 1861, with devastating consequences between there and the 
Lackawaxen. In the rushing water, Bunnell’s Pond and a sawmill were carried away. Severe 
damage was done to the Bunnell & Palmer Tannery. Gaylord Russell’s house and a team of oxen 
were carried away. Much destruction at the Brookfield Glass works. Brookfield house swept into 
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the Canal and then into the Lackawaxen; also a tenant house above the falls was swept away; the 
building in which bottles were made and the window glass house were swept into the river, along 
with a thousand boxes of window glass. R. J. Knapp’s chair shop and two bridges were also 
destroyed; the D&H Canal emba nk ment was broken. 

About this catastrophe, we read the following in the February 16, 1861 issue of the Carbondale 
Advance (p. 2): 

“The sudden thaw and breaking up of the fetters of winter which occurred in the early part of this 
week, did no damage of moment here, except to fill some of the mines with water. On each side 
of us, at Honesdale and in the Wyoming Valley, as will be seen below, the damages were severe. 
The Honesdale Dem. says: Yesterday morning the dam of the reservoir of the Delaware & 
Hudson Canal Company, situated on Smith Hill, on the sources of the Carley Brook, yielded to 
pressure of the ice, and went out. At the head of Bunnell’s Pond a mass of refuse was piled up. 
Bunnell’s dam was carried away, together with the saw mill, which landed about a quarter of a 
mile from its original position and forty feet from the stream. The tannery of Messrs. Bunnell & 
Palmer, was nearly ruined. The damage to this property cannot be estimated. Below this it 
washed away a house of Mr. Gaylard Russell, he barely escaping with his life. He lost a yoke of 
oxen. Between that point and Brookfield’s Glass Factory, at the lower end of this village, where 
the brook falls into the Lackawaxen river, considerable damage was done, but less than might 
been conjectured. At the Glass Works the rise of the water was almost instantaneous. The flood 
rushed over the falls just above with terrific violence, Mr. J. M. Brookfield’s family were still in 
bed, and barely had time to escape when the dwelling was swept off through the Canal into the 
river. The books and accounts of the factory were carried along, together with every article of 
furniture. A tenant house, occupied by Samuel Griffith, just above the falls, was carried away. 
Mr. Griffith had placed his wife and child in a place of safety, when returning for some clothing, 
he was carried with the house over the falls. He escaped with a dislocated shoulder. The building 
in which glass bottles were made also went down stream. The window glass house was badly 
injured, and 1,000 boxes of window glass were washed into the river. The chair shop of R. J. 
Knapp was nearly washed way. The bridge over the deep chasm, above White’s Axe Factory 
was destroyed. The canal embankment was broken through, and the canal filled with rubbish and 
pieces of the different buildings. Mr. Brookfield’s piano was picked up at Hawley, 10 miles 
distant. The wreck is absolutely appalling. / Nearly one hundred men, many of them having 
families, are thus thrown out of employment. The amount of damage is immense. / The 
Reservoir covered one hundred acres, and the dam was twenty-three feet high.” (Carbondale 
Advance, February 16, 1861, p. 2) 

In the same issue of the Carbondale Advance, on the same page, is a second article on this 
washout. Here is that second article: 
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“We find in the Herald an account in some respects more definite. It states that the alarm was 
given to the families along the stream, by a son of Mr. Isaac Smith, on horseback, barely in time 
to save their lives. With the utmost effort he was enabled to keep ahead of the flood. This was 
about 5 o’clock in the morning. / It estimated the damages as follows: Mr. Gaylord Russell, 
$1,000; Mr. Gilbert’s Mill Dam, F. Smith’s Saw Mill Dam, Township Bridge to the value of 
several hundred dollars, Mr. H. Bunnell’s Mill property and Bunnell & Co.’s Tannery damages 
to both abut $7000; R. J. Knapp $1,500; H. Terwilliger Shop and tools, $100; G. White & Bro., 
Axe factory, damaged $500; J. M. Brookfield, $10,000; Henry Ducket and family lost everything 
but their night clothes; C. Crawley lost his money and clothes. / The Delaware & Hudson Canal 
Co., not only lost the reservoir dam, but their canal ha nks are considerably injured. / The plank 
road bridge is gone and travel interrupted. / The Flood in the Susquehanna was almost so severe 
and destructive. The Pittston Gazette says several buildings in West Pittston have been moved 
from their foundations, and one swept away. The Bridges at Pittston and Wilkes-Barre were 
considered in danger. The feeder dam in the canal had been carried away with three boats. The 
trains upon the Lack. & Bloomsburg Railroad were unable to run below Wyoming. All the farms 
below Wm. Swetland’s at Wyoming are reported to be submerged. Rev. Thomas P. Hunt’s 
horses were in danger of being downed in their stalls, and a huge mass of floating ice precluded 
the possibility of extricating them. His sheep were saved by being taken to the hay loft. A man 
named Kern was drowned near Wyoming.” (Carbondale Advance, February 16, 1861, p. 2) 


When Russel F. Lord resigned as Chief Engineer of the D&H Canal on October 20, 1863 
(effective January 1, 1864), he recommended that Locks 51-56 at the Neversink, as well as the 
Neversink Aqueduct, be doubled, and thereby add 200,000 to 300,000 to the capacity of the 
canal. The recommendation was carried out. 

In December 1864, the D&H erected a new Collector’s Office in Honesdale, near the canal 
bridge. In the Carbondale Advance of December 24, 1864, we read: 

“The Del. and Hudson Canal Co. have erected a new Collector’s Office, down town, near the 
canal bridge, and will shortly remove to it.— Honesdale Dem. ” (Carbondale Advance, December 
24, 1864, p.2 


Here is an end of the year report for the D&H Canal for 1865. From this report, we learn that 
—on December 22, 1865, the D&H stopped loading coal boats for the season at Honesdale 
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— By constantly passing up and down the line with scows drawn by five or six teams each a 
channel was kept open up to Saturday night, and all loaded boats were enabled to get well away 
from Honesdale before becoming ice-bound. 

—D&H coal shipments through the Canal for 1865 were762,612 tons; for 1864, 848,671 tons 

—Pennsylvania Coal Company shipments through the canal for 1865 were 41,575 tons; for 1864, 
501,590 tons 

— Contracts have already been made for the building of nearly two hundred boats during the 
coming winter 

—a large contract was awarded by the D&H to boat builders at Williamsport on the West Branch 


Here is that end of the year report for 1865 for the D&H Canal: 

THE CANAL. —On Friday last owing to the increased severity of the weather, the Company 
stopped loading boats at this point, and all light boats on their way up were ordered to lay up for 
the Winter.—By constantly passing up and down the line with scows drawn by five or six teams 
each a channel was kept open up to Saturday night, and all loaded boats were enabled to get well 
away from Honesdale before becoming ice-bound. / The following is a statement of coal 
transported on the Delaware & Hudson Canal: 


. For week ending For the 

Dec. 1ft, 1865. season. 

Del. <fc Hud. Canal Co.23,840 762,812 

Pennsylvania Coal Co. 41,075 


Total tons. .28,840 804,187 

For the same period last year: 

For the week. For the season. 

Del. & Hud. Canal Co.17,830 848.671 

Pennsylvania Coal Co. 8,736 . 601,590 


Total tons...,.26,071 


1,350,161 
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The Company are making preparations for an increased business next year.—Contracts have already 
been made for the building of nearly two hundred boats during the coming winter, the several 
yards on the line of the canal being run to their full capacity, in addition to a large contract given 
to builders at Williamsport, on the West Branch.— Wayne Co. Herald” (Carbondale Advance, 
December 23, 1865, p. 2) 


During the 1866 Canal shipping season, two boat captains, Captain Flannery and Captain 
Schitzer, made seventeen round trips, Honesdale/Rondout, during the shipping season. Captain 
Flannery, it appears, used unfair means in order to make those seventeen round trips. (To realize 
a reasonably rewarding season, a boat operator had to get in 13 to 15 trips. In 1884-1885, about 
ten trips was the norm.) In the Carbondale Advance of December 8, 1866, we read: 

“THE CANAL.—Navigation on the Delaware & Hudson Canal will close for this season, in the 
course of a few days. The last boat will be loaded here [Honesdale] to morrow, and the water 
will only be kept in the canal long enough to allow the arrival here of freight which left Rondout 
yesterday. The season has been unusually favorable one both to the Company and their 
employees. Several boats have made the unusual run of seventeen round trips. The premium runs 
were made by boats No. 1617, Capt. Flannery and No. 353, Capt. Schitzer. The former off these 
completed its seventeenth trip at 10 o’clock on Monday last, and the latter at 8 o’clock the same 
night. When they left Honesdale for the last run down, there were six boats between them; at 
Creek Locks the number has increased to twenty-four, owing it is said to unfair means on the 
part of Flannery. We shall give amount of coal shipped for the season in our next.— Honesdale 
Herald. ” (Carbondale Advance, December 8, 1866, p. 2) 


On July 7, 1867, Russel F. Lord, Chief Engineer of the D&H Canal, died. From the notice that 
was published in the Carbondale Advance of July 13, 1867 about the death of Russel F. Lord, we 
learn several important facts, among them, that 

—Russel F. Lord began working for the D&H in 1826 as assistant to Portius R. Root, Esq., 
resident engineer, who had charge of the construction of the canal. 

—Russel F. Lord served as Chief Engineer of the D&H Canal from 1831 to January 1864 

“DEATH OF MR. LORD. / R. F. Lord, Esq. of Honesdale, died on Sunday morning last [July 
7, 1867] at his residence in that place. / He has been for about forty years identified with the 
town as one of its prominent citizens, and for the greater part of that time has been the 
Superintendent and Chief Engineer of the Del. & Hud. Canal Co., at that point, and in charge of 
its large business, and financial disbursements. / Since writing the above, we find a sketch in the 
Honesdale Republic of this week, from which we make the following extract. We have in view 
especially its value in fixing dates: / Mr. Lord was bom in Rome, Oneida county, New York, 
August 17, 1802. He was educated for a civil engineer under the patronage of Geo. Huntington, 
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Esq., an influential and wealthy citizen of that town. In March, 1826, he entered into the service 
of the Delaware and Hudson Canal Company, as assistant to Portius R. Root, Esq., resident 
engineer, who had charge of the construction of the canal. In the summer of 1827, he was made 
resident engineer on the Lackawaxen section of the canal, which post he held until 1830. In 
1829, he came to Honesdale, boarding with Isaac P Foster, Esq., whose dwelling house was the 
only one then here. During the year 1830 he had charge of the Lackawaxen and Delaware 
divisions of the canal; and in 1831, became chief engineer. This responsible position he filled till 
January, 1864, when he resigned and accepted the easier place of consulting engineer, which was 
better suited to his increased years and infirmities. This position he occupied till his death.” 
(Carbondale Advance, July 13, 1867, p. 2) 


1870 


Tolls Received on the Canal, 1830-1872: 


• 

STATEMENT 

Statement of Tolls received on the Delaw 

OF TOLLS ■ 

rare and Hudson Canal and Railroad in 

each year after complct 

1830 . 

ion of the Works. 

. .$ 16.422.44 

1852 . 

$ 293,174 67 

1831 . 

20,554.64 

1853 . 

. 378,479.83 

1832 . 

28,717.51 

1854 . 

. 587,349.52 

1833 

30,004.58 

36,946.07 

1855 . 

652,362.94 

1834 . 

1856 .. 

. 583,737.86 

1835 . 

.. 41,976.82 

1857 . 

435,198.44 

1836 . 

45,154.73 

1858 . 

307,698 11 

1837 . 

44,832.42 

1859 . 

. 311,597.79 

1838 . 

40,328.38 

I860'. 

. 397,677.99 

1839 . 

40,095.26 

1861 .. 

367 953 56 

1840 

35,450.46 

1862 . 

. 316,376.97 

1841 . 

39,388.19 

1863 . 

. 594,822.67 

1842 . 

33,894.92 

1864 .. 

1,213,570.46 

1843 . 

30,996.53 

1865 . 

. 201,679.38 

1844 . 

33,525.61 

1866 . 

. 118,482.95 

1845 . 

25,880.92 

1867 . 

96,530.05 

1846 . 

26,068.65 

1868 . 

. 89,846.57 

1847 . 

38,971.34 

1869 . 

...... 110,172.86 

1848 . 

46,548.54 

1870 . 

. 110,258.25 

1849 . 

34,817.95 

1871 . 

. 123,836.22 

1850 . 

97,999.15 

1872 . 

. 109,786.75 

1851 . 

158,111.% 

Total . 

.$8,714,610.91 
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A fearsome explosion and fire took place in August 1872 on Canal boat No. 853, when a young 
lad by the name of Albert Lewis attempted to start a fire in the stove in the cabin by pouring 
kerosene into the stove. Here is the account of the fire that resulted that was published in the 
Carbondale Leader of August 10, 1872: 

“The Honesdale Herald says: ‘On Wednesday afternoon of last week, Albert Lewis, a young lad 
employed on the Delaware & Hudson Canal boat 853, then lying at Rondout, went to light a fire 
in the stove which was in the cabin. The kindling wood being somewhat damp from the rain and 
not igniting with sufficient rapidity the boy poured kerosene oil upon it with the usual result—an 
explosion. The stove was shattered, the boy horribly burned from his thighs to his feet, and by 
severe exertions on the part of the crew the boat was saved from being destroyed by fire. The 
force of the explosion was so great as to blow the spout and bottom from the oil can, and the 
veneering from a looking glass frame hanging in the cabin was completely blown off.” 
(Carbondale Leader, August 10, 1872, p. 3) 


The body of a man by the name of Reynolds was found in the D&H canal at Honesdale when the 
water was drained from the Canal preparatory to cleaning it. Reynolds, in a drunken state, 
apparently fell into the canal and drowned. 

“The water was drawn from the canal basin on Saturday night, preparatory to cleaning it, and on 
Sunday morning the body of an unknown man was discovered lying in the mud at the bottom. 
Coroner Patmor was notified and he impaneled the following jury: Fred Harnett, John King, John 
Lorcher, Michel Brannen, Jeffrey O’Connell, and Wm. T Fuller, who, after hearing the 
testimony, returned a verdict of ‘accidental drowning.’ The name of the man was supposed to be 
Reynolds. The man was taken to Brown’s undertaking establishment on Sunday afternoon, and 
on Monday morning preparations were made for its burial, when a woman arrived in town from 
Carbondale, and asked to see the remains. She instantly recognized the body as that of her 
husband; said his name was Reynolds; was an intemperate man, and had left home in a drunken 
state, in which condition he probably fell in the canal and met his fate. He leaves a wife and three 
little children in destitute circumstances. He was about thirty-six years of age. The remains were 
taken to Carbondale for burial.— Honesdale Citizen. ” (Carbondale Advance, June 5, 1875, p. 3) 


Fifteen people drowned in D&H Canal in 1875: 

“Fifteen people were accidentally drowned in the D&H Canal during the year.” (Honesdale 
Citizen, December 23, 1875) 


Shipments of coal over the D&H Canal for 1876 were down from 1875: 
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“From the opening of navigation this season, up to Saturday last, there have been 131 days of 
boating. Last week there were 366 cargoes cleared from Honesdale, representing 46,848 tons of 
coal, being a daily average of 7,808 tons. During September there were twenty-four days of 
boating, on which 1,172 cargoes were loaded, making a total of 150,016 tons, or 6,250 tons a 
day. For this season thus far, 5,416 boats have been cleared, carrying 689,698 tons—a daily 
average of 5,265 tons. Up to the first of October last year the amount of coal carried down the 
canal was 1,195,832 tons, showing this season’s decrease to be 506,134 tons.— Honesdale 
Chronicle. ” (Carbondale Leader, October 7, 1876, p. 3) 


1880 

Freight and passenger traffic on the D&H about doubled in late 1887. In the Carbondale Leader 
of November 15, 1887, we read: 

"The D. & H. Road. / During the past few months both freight and passenger traffic has about 
doubly increased on the Pennsylvania Division of the D. & H. Road, which is an indication that 
the road is becoming popular. This can alone be attributed to good management, as long as such 
wide awake men as General Passenger Agent Burdick, District Passenger and Freight Agent 
Wheeler and Superintendent Manville are at the helm. The road was never been in better shape 
and additional improvements are being constantly added. The passenger trains make close 
connections with all roads, and aside from that, the road is one of the safest in the country. The 
D. & H. Gravity Road, extending from Carbondale to Honesdale, is being liberally patronized, 
and the ride, at this time of year, is certainly an invigorating one. This road is open the whole 
year round— [Wilkes-Barre Newsdealer." (Carbondale Leader, November 15, 1887, p. 4) 
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D&H Canal Miscellany 

Given below are photographs or data that relate to the D&H Canal: 

1. Excellent Photo of Beginning of D&H Canal (p. 389) 

2. Good Photograph of the Basin Bridge over the D&H Canal at Honesdale (p. 390) 

3. Lord Family Data (pp. 391-392) 

4. Interesting Biographical Data about Jacob B. Fitch (pp. 392-393) 

5. “The Canal is Doomed..,” 1883 (p. 393) 

6. Kimble’s Station, or the Narrows of the Lackawaxen (pp. 393-395) 

7. Notes on a Walk along the D&H Canal, April 23, 2014 (pp. 395-397) 

8. Hensel Stereocard No. 925: Starting Point of D. & H. Canal (p. 397) 

9. Packet Service on the D&H Canal (pp. 398-400) 

10. D&H Canal Freight Lines, 1829-1887 (pp. 401-432) 

11. Tariff of Tolls: D&H Canal, 1828-1859 (pp. 433-461) 

12. Kingston, N. Y., Boat building at Rondout (p. 462) 
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1. Excellent Photograph of the beginning of the D&H Canal 


This photograph of the towpath bridge 
at Honesdale at the entrance to the 
D&H Canal is the best photograph of 
this area that we have ever seen. 


Entrance 
to canal 
basin 



In the caption on this photograph on the cover of The Hudson Coal Company The Safety 
Commentator, we read: . . Empty barges [they were not barges, they were boats] were drawn 
in from the right side of the picture and off to the left side where the basins and loading docks 
were situated. When loaded they retraced their route but when they approached the dam, a pilot, 
who specialized in the waters of the Honesdale area, was called on to direct the steering of the 
vessel until the canal was safely entered. This was because there was danger of the canal boat 
being swept over the dam if unskillfully handled." This is the only reference we have ever seen 
to a pilot who directed the steering of the loaded boats into the canal. 


Entrance 
to guard 
lock on 
D&H 
Canal 
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2. Good Photograph of the Basin Bridge over the D&H Canal at Honesdale 


Empty 

canal 

boats 

waiting 

to be 

loaded 


Canal boat loading 
operations 


Basin Bridge 



D&H Canal Basin, Honesdale. This photograph is given on page 4 of The Hudson Coal 
Company The Safety Commentator, Volume 13, No. 3, June, July, August 1950. The caption 
given there with this photograph contains inaccurate and/or misleading statements and should be 
disregarded. 


3. Lord Family Data 

From a poor quality Xerox copy of a newspaper clipping, dated February 28, 1922, in the 
holdings of the Carbondale D&H Transportation Museum, titled Living Representative of Old D. 
& H. Gravity Canal, we learn many interesting facts about Z. Jessup Lord (photo in article) and 
the Lord family. 

—ZJL retired, age 76, on a pension on December 1, 1921 after 59 years of continuous service to 
the D&H; he began his D&H career as a telegrapher and clerk on the D&H Canal in 1862, later 
being transferred to the Gravity Railroad in Carbondale where he worked initially as a clerk and 
then as a telegrapher. At the time of his retirement he was a telegrapher at Wilkes-Barre. 
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—On the question of loading the canal boats at Honesdale, ZJL noted: "When the canal was first 
built the coal was dumped on the ground from the [Gravity coal] cars and loaded into the boats 
by wheelbarrow. Later, this mode of transfer was improved upon and the boats were loaded 
direct from the cars by shoveling coal into slides and screens." 

—ZJL on D&H Canal boat crews and operations: "The crew of the canal boat consisted of a 
captain, steersman and driver, who, of necessity, lived on the boats. The canal was kept open as 

late in the season as possible with the aid of ice-breakers.Two horses or mules would draw 

one boat through a division of the canal, being relieved at each division headquarters, the 
movement averaging 35 boats per day." 

—"At the time Mr. Lord entered the service [1862], the canal was divided into four divisions, 
each under a superintendent. He laughingly told [to the interviewer] of the time when the 
superintendent of the canal rode the length of his division each day on horseback, and each third 
month carried the pay of the canal forces on the division in his saddle bag and paid off." 

—ZJL on the behavior of the boat captains at the weigh lock at Hawley: "The Pennsylvania Coal 
company basin at Hawley was located just north of the weigh lock, and Mr. Lord recalls the 
constant conflict between the captains of the Delaware and Hudson canal boats and those of the 
Pennsylvania Coal company for first place at the weigh lock. This furnished continual 
excitement for the inhabitants of the town, and it was one of their diversions to gather at the 
weigh lock and view the maneuvers of rival captains whose boats were scheduled to leave at 
about the same time." 

—"Mr. Lord tells us whenever there was a break in the telegraph line he was called to the point of 
the trouble, taking with him a small pocket instrument and remained there until the line was 
repaired." 

—In recalling his days on the canal and the railroad, ZJL noted that in the old days "... the only 
means of illumination at night was pine knots,* which were brought in by the back-woodsmen." 

Pine knots are formed at the junction of a branch and the trunk of a pine tree. When 
candles or oil for lamps were not available, these resin-filled knots were used both to start 
fires and to make torches. When burnt indoors they mimic the smell of the pine woods. 

—Before the well-known D&H/PCC dispute over fees for use by the PCC of the D&H Canal, 
ZJL noted that "remittances [to the D&H] for the amounts of the tolls [due from the PCC] being 
made by check. This method was changed and payments were made in cash after a lawsuit which 
occurred over a dispute concerning the proper amounts that were payable." 
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—ZJL's father, Solomon Z. Lord, was collector of tolls on the canal at Hawley at the time of the 
D&H/PCC dispute. "It was his [SZL] duty to carry the toll money from Hawley to Honesdale 
Tuesday and Friday of each week. The payments amounted to from forty to fifty thousand 
dollars. Mr. Lord's [ZJL's] family was well represented in the Canal Company at this time, his 
uncle, Russel F. Lord, also being employed at [sic, as] chief engineer of the canal." 


4. Interesting Biographical Data about Jacob B. Fitch 

Mathews’ History of Wayne, Pike and Monroe Counties, Pennsylvania (1886), we read the 
following about Jacob B. Fitch (pp. 251-52): “Jacob B. Fitch, of Hawley, is one of the oldest 
employees of the Delaware and Hudson Canal Company. His father, Benjamin Fitch, a native of 
Connecticut, served as lieutenant under General Brown, in the War of 1812. . .[Jacob was] bom 
November 22, 1818. . . In 1843 he came to Wayne County, Pa., for the purpose of working at 
this trade [carpenter and joiner]; but finding an opportunity to enter the employ of the Delaware 
and Hudson Canal Company, himself and brother engaged with that company and began 
building locks and doing general carpenter work. After two years he was made foreman of the 
construction and repair department on a part of the Pennsylvania Division of the canal, and from 
1846 to 1849 he was at Lackawaxen, engaged in the construction of the aqueducts at that place, 
and feeders of the canal. In the latter year he settled with his family at Hawley and continued in 
charge of the same work for the company until the death of T. H. R. Tracy, the superintendent of 
the Pennsylvania Division of the canal, in 1856, when Mr. Fitch was selected to fill this vacancy, 
and until the fall of 1884, the time of his resignation on account of ill health, a period of forty- 
one years since his first engagement with the company, he has been a trusted and efficient 
employee and official whose honor and integrity in all his business relations are beyond 
reproach. He has during this time erected several residences for the company, engaged in 
lumbering, and he erected his present residence, on the southeastern slope of the Lackawaxen, at 
Hawley in 1850... “ 

Here is the likeness of Jacob B. Fitch that is given on page 251 of Mathews: 



391 


5. “The Canal is Doomed..1883 


“A corps of engineers under the direction of Superintendent Manville, of Delaware & Hudson 
Canal Company fame, drove their first stakes in the Honesdale basin one week ago last Monday. 
Last Saturday they passed Kimble’s station (or what is more properly known to the people of the 
county as the Narrows of the Lackawaxen). Before the Dispatch goes to press they will be at 
Rowland’s and probably reach Lackawaxen in the early part of next week. From there the route 
was surveyed to Rondout last winter, and a charter obtained for a railroad from the New York 
State Legislature. The general railroad law of 1874 gives the company full swing in 
Pennsylvania. The canal is doomed and the year 1883 will see the old thoroughfare swept out of 
existence and the iron horse take the place of flesh and blood on the tow path .—Milford 
Dispatch. (Carbondale Leader, January 27, 1882, p. 4) 

6. Kimble’s Station, or the Narrows of the Lackawaxen 

Between Locks 23 and 24, the builders of the D&H Canal had to construct a massive 30-foot 
high dry retaining wall in the perpendicular rocks above the Lackawaxen River at the Narrows of 
the Lackawaxen (40 feet wide there) to carry the canal and the towpath. 

A detailed view of this section of the canal is given on the map that illustrates the deed, dated 
November 19, 1859, between R. F. Lord and wife / Jacob P. Fitch and wife and The Delaware 
and Hudson Canal Company. The map is on page 313; the deed pp. 310-312. Here is that map: 
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The D&H Canal connected the waters of a forest stream, the Lackawaxen Creek, at Honesdale, 
with the waters of the mighty Hudson River at Rondout. 
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The level ground at the top of this wall, where the canal once flowed, now covered with trees, is 
seen in the photo given below, that was taken by the author on October 20, 2010. On the far left 
in this photo, can be seen the vehicular bridge across the Lackawaxen River. 



7. Notes on a Walk along the D&H Canal, April 23, 2014 

Date: April 25, 2014 

To: Bill Merchant and Cliff Robinson 

From: S. R. Powell 

Subject: Given below is the revised version of S. Robert Powell’s memo of 04/24/2014 to Bill 
and Cliff 


Walk along the towing path of the D&H Canal from Westbrookville to the intersection of the 
canal and Route 209. (See Barber, p. 98, Westbrookville: 47.54-48.64). This section of the canal 
is a part of the 17-mile long Summit Level, from (east to west) Summitville (Lock 50) to Lock 
51 (Pie lock). Walk hosted by Cliff Robinson (Delaware & Hudson Canal and Gravity Railroad 
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Conservancy) on Wednesday, April 23, 2014, 11 A. M. to 12:30 P.M. Walk preceded the 
quarterly meeting of the D&H Transportation Heritage Council, 1-4 P.M., that day, at 
Cuddebackville. 

—the group walked on the towing path of the canal, as enlarged in 1848 to a depth of 6 feet, 
passing by Richardson's Basin, Richardson's Bridge abutments, Skinner's Basin, and over the 
new towpath bridge, just east of Route 209, that was installed there, at the site of the former 
Staunten’s Basin, by the Delaware & Hudson Canal and Gravity Railroad Conservancy in 2013. 
(See note from Cliff Robinson below.) 

—just before Richardson's Basin (towing path very wide; towing path emba nk ment very high), 
D&HTHC member, Bill Merchant (Executive Director, D&H Canal Historical Society and 
Museum, High Falls) observed that in the canal itself, on the towing path side, there is a 
plateau/shelf about three feet wide and about 15 inches below the top of the canal prism (see 
Barber, p. 98, 48.13). (A tape measure was not available during the walk, so those two 
measurements are approximations. On a walk through this area at a future date, precise 
measurements of plateau/shelf will be taken. See note from Bill Merchant below.) 

—"What are we looking at?" asked S. R. Powell. 

—After some discussion of possible explanations, Bill Merchant offered the following 
hypothesis: "What we're looking at, I believe, is what remains of the towpath enlargement in 
1845-47, when the canal was enlarged to 5 Vi feet deep. There was no need to remove that 
portion of the 1845-47 towpath when the canal was made 6" deeper in 1848 and a new and 
higher towpath was installed, because the empty canal boats could pass over that part of the 
1845-47 towpath without grounding. The loaded boats would surely have grounded on that 
plateau/shelf and so they were probably kept on the berme side of the canal." 


Note from Bill Merchant in reviewing the original draft of this memo: 

The only thing I see is I think it is closer to 3' wide and possibly a bit more than a foot below the 
towing path. It is even clearer on the section of extant canal north of where we were, where I first 
observed it, in the section parallel to the Bashakill. Lots of great extant stuff there, especially if 
you drive in at Stonefield Road, a dirt NYS Parks access right off Route 209 and go north. Might 
be a great spot to hike some other meeting... You have to figure that it was under water for 50 
years so it had been eroded but you can easily see how they enlarged by adding to the towing 
path side. I think Robert's surmise about the light boats taking that side is probable, too. I have 
also been pondering the question of how wide it wound up being. Many of the books that say it 
was 50 feet wide by the final enlargement. I have found sections, like the beginning of the path 
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in Cuddebackville just after the Pie Lock that is (I paced it off) but I think it was narrower in 
many sections, too. 32', as you quoted Cliff, seems to be a minimum and one of the books said 
40' to 50'... remember the largest boats were 14 1/2' wide so only 32' seems a bit tight... I plan to 
bring a 50' tape measure and start measuring extant sections... 

Note from Cliff Robinson in reviewing the original draft of this memo: 

I would add "at the site of the former Staunten’s Basin." after talking about the new bridge. Other 
than that I think it is accurate, insofar as an opinion can be. 


8. Hensel Stereocard No. 925: Starting Point of D. & H. Canal 



These folks 
appear to be 
looking at the 
photographer 
taking this 
photograph. 


396 











9. Packet Service on the D&H Canal 


W. J. Coughtry, a reliable and early historian of the Delaware and Hudson Canal Company, 
noted in 1928 that the D&H inaugurated a packet service between Honesdale and Rondout on 
October 7, 1829 (two days before the first coal shipments were made from Carbondale), with 
two boats making three trips weekly: 

. . Although the canal was primarily constructed for the express purpose of moving anthracite, 
traffic became general in 1829. On October 7 of that year the company inaugurated a packet 
service between Honesdale and Rondout, two boats, the Luther Bradish and the Silas Wright, Jr., 
elegantly fitted up, making three trips weekly. . . (W. J. Coughtry, Recorder, titled "A Century 
of Anthracite," that was published in the December 15, 1928 issue of The Delaware and Hudson 
Railroad Bulletin, pp. 373-77, 79-80) 


In the following year, June 16-23, 1830, Philip Hone with a large party of friends traveled from 
New York to Honesdale to Carbondale over the D&H Canal (traveling on the Silas Wright, Jr.) 
and Gravity Railroad. This historic trip is described in Century of Progress as follows: 

“Between June 16 and June 23, 1830, Mr. Hone, with a large party of friends, traveled from New 
York to Honesdale, taking the steamboat Albany up the Hudson river and, from Bolton, the 
packet boat Silas Wright, Jr. through the company’s canal. There were ladies in the party, which 
proceeded slowly, stopping over night, first at Bolton, the second night at Wurtsboro, and the 
third night at the mouth of the Lackawaxen. They arrived at Honesdale on the nineteenth, which 
was Saturday, at four in the afternoon. On Sunday the entire party attended church at Honesdale, 
some returning to the second service at two o’clock, after which all dined together. On Tuesday, 
June 22, they traveled from Honesdale to Carbondale over the railroad. This appears to have 
been the first use of this railroad for passenger travel, and for many years thereafter no 
passengers were regularly carried. The arrangements made for the comfort of the party, 
consisting of twenty persons, were crude but satisfactory. They were accommodated in two coal 
cars which formed the train. These cars had been provided with seats and in other respects made 
tolerably convenient. . . They reached Carbondale at five o’clock and dined at Townsend’s 
Hotel.” (COP, pp. 65-66) 


A second visit to Honesdale and Carbondale by Philip Hone (this time traveling on the Luther 
Bradish) in August of 1831 is described in Century of Progress (pp. 77-78) as follows: 

“This year [1831] he [Philip Hone] embarked at Bolton, on the packet boat Luther Bradish, 
between eight and nine o’clock on the morning of August 18, 1831, and at once encountered the 
hottest day he had ever experienced. His diary relates that nothing but pride prevented him from 
abandoning the trip. The next day was extremely warm, but not quite so uncomfortable. Mr. 
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Hone slept during two nights on the packet boat, and reached Carbondale at four o’clock on the 
afternoon of August 20, employing the remainder of the afternoon in visiting the mines in 
company with James Archbald, then superintendent of the railway. . . He records his pleasure 
and astonishment ‘at the immense deal of work which has been performed since my visit last 
summer.’ He now found seven or eight mines in full operation and excavations ‘in the mountain 
to the extent of 400 feet, with galleries and chambers branching off in various directions.’ He 
observed that as the coal was removed, wooden pillars were introduced to support the roof, and 
that the coal was conveyed from the interior of each mine, by a lateral railway, to the point at 
which the coal wagons were ‘filled,’ just prior to the commencement of the journey over the 
railroad to the canal. One of the galleries passed under the bed of the Lackawanna river to a point 
perhaps three hundred feet beyond its further shore, where it terminated in a shaft, forty feet in 
depth, constructed for the purpose of providing ventilation for the inner chambers.’ / Returning 
to Honesdale on the afternoon of Sunday, August 21, Mr. Hone found pleasure in witnessing the 
reverential manner in which its working population kept sacred the Sabbath. . . ‘So much for a 
good example; the company suspends its operations of every sort on Sunday. ’ On each week day 
three hundred tons of coal were carried over the railroad. . . Mr. Hone left Honesdale by packet 
boat early in the morning of August 23, and by this means, and then by the stage from Wurtsboro 
to Newburgh and by the North America on the Hudson river, reached home at seven o’clock in 
the evening, on the following day.” 


In 1833 Washington Swart announced regular freight and passenger service on his “River and 
Canal Line,” between Honesdale and New York City. His ad, from Northern Pennsylvanian, 
Thursday, February 21, 1833, p. 4, is given below. In this ad, Swart announces that he has 
purchased the two D&H canal packet boats (Silas Wright and Luther Bradish) that were the 
pioneer packet boats on the D&H Canal in 1829. Here is that ad: 


WASHINGTON SWART’S 

River and Canal Line, 

1833 

The Subscriber 

Informs his friends and the public in his arrangements for the year 1833, he 
has considerably improved and enlarged his accommodations for the transportation 
of FREIGHT. 

He will also have two good and substantial 
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SLOOPS, 


Which will sail in the following order: 

One sloop will leave RONDOUT every Friday, and one leave NEW YORK 
every Saturday. In addition to which he has chartered the STEAMBOAT 

HUDSON 

For the carrying of both Freight and passengers—a vessel both speed and 
possessing superior accommodations. The Steam Boat Hudson will sail as follows: 

From Rondout every Tuesday and Friday at 2 o'clock P.M. From New York 
every Wednesday and Saturday at 5 o'clock. 

The Subscriber has also extended his business by the purchase of two 
CANAL BOATS. 

SILAS WRIGHT 

And 

LUTHER BRADISH 

Which were constructed for packet boats and covered, and so arranged as to 
prevent any species of Merchandize from the effect of bad weather. One of the said 
Canal Boats will leave RONDOUT and HONESDALE every Tuesday.—The whole 
of the business will be conducted by experienced men, and the most implicit 
reliance can be placed in the prompt and safe conveyance of any articles trusted to 
them. 


Application for FREIGHT or PASSAGE may be made in New York, at the 
Subscriber's office, No. 42, West Street, or on board vessel. 

Washington Swart. 

Kingston, January 25, 1833—It 

(Northern Pennsylvanian, Thursday, February 21, 1833, p. 4) 
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10. D&H Canal Freight Lines 


1829 

J. & G. W. ROSS 

Notice in Dundaff Republican, and Canal & Rail Road Intelligencer, August 27, 1829, p. 3; also 
October 8, 1829, p. 3. 


In the freight 
business between 
New York City and 
Honesdale, August 
27, 1829. 



subscribers r«select lull}' 
offer their services *«» Merchants 
anil’others in the transpurlationoi 

G'lotband Proiluce i>t) llie Hiideot) 

• * 

River, and on the Delaware and 
U<I<<S<1I1 CiUl-tlf 

O'icof i heir sloops leaves F.d- 
dysvill**, (*l»e outlet of the Canal ) 
and the loot of L>. y street, Neo 
York, eve ry Thursday. Ancl they 
h?ive ma.de Mich arrangeiuenls op 
tht* Canal as enable them 1o deliv¬ 
er lieigtil h( Honesdalfi (or 
other point on the Canal,) with 
safely and expedition, and at rates 
nnich lower than lias been liereto- 
iore rlonc. 

The suliscriber® having been 
encaged in 1 bis Imsuipss since the 
commencement of the Canal, (and 
the Canul taeing now in euccesslul 
operation to Honesdale.) they can 
witb confidence recommend thi«- 
os the cheapest, safest, anti nmsj 
expeditious mode of conveyance. 

Reference, Russell, VYilccx & 
Co- Honesdale. Apply at Da 
6>lva Aloorcs, .New York, wes< 
one drur from corner of Dey sir*el 
or on board sloop. 

J. N. G. W. ROSS. ) 
Eddysville. Kingston. Ulster Co. $ 
-► August 27 . 1829. 
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1830 


Honesdale Temperance Transportation Line 


Honesdale Temperance 
Transportation Line (ad 
in April 21, 1830, p. 3; 
April 28, 1830, p. 3; 
May 5, 1830, p. 4; and 
May 19, 1830, p. 4; 
June 30, 1830, p. 4; and 
perhaps other issues, 
Dundaff Republican , 
and Canal & Rail Road 
Intelligencer) 


HOTv ICS DALE I 

TEMP JEMAKCM 


TRANSPORTATION line. 



Merchants and the 

public are hereby respect fu Jy in 
formed that this line fsnow organ, 
ixed and will commence running 
on the Delaware and Hudson canal 

between Honesdale- and Kingston^ 
daily, (Sundays excepted) as scon 
as the w ater is let into the canal. 

This line is composed of twelve 
good boats, a sufficient itomber of 
good horses anti careful Boatmen, 
Arrangements are so made that 
one or more boats can leave JCzners 
every day except Sundays with 
back loading j all merchandise 
and other freight wilihetakeb at 

THE:It QA* SFJT12. JBZ/S DO CUT-, 
or at any landing at Bolton or 
dyvilie ; and every reasonable ex, 
ertion \y ill he made to expedite the 
transportation of goods from the 
city «>f 

1 \&Bir TonK T'o iroxEsnjiT^ 
at the head of the canal. The 
boats upon this line will be capered 
with an awning (or oil cloth,} and 
the proprietors will hold them, 
selves responsible for all damages 
tlat may be sustained upon prop, 
erty, (through neglect while ori 
board of tiieir boats. * 


. . twelve good boats, 
a sufficient number of 
good horses and careful 
Boatmen.. 
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Terms ot transportation by this 
line will be as low as by any line on 
the canal. 

Oats, /lye* Butter, and Flour, 
w 31 *>« taken in payment for fre ight 
exclusive of canal tolls, if delivered 
■et the time of taking away freight. 
Foster £sr* Roe are agents for the 

Iine at Honesdale and will attend 
to delivering and receiving- freight 
on all goods brought by this Iftie 
N"o charge for storage. \ J 

Any communication to them by 

mail or otherwise respecting the 
business of the tine, wih be prompt¬ 
ly attended to. 

The proprietors would hereby 
solicit the patronage of their friends 
and the public generally. 

B' All goods sent, by this 
line should be marked either 

HONESDALE TEMPERANCE 

L.IJNE or to the care of FOSTER 
Sc ROE. 

JB. JB ZJRRITT 
/*. I. STEWART 

j~. GinnrjrGs 

«s. s. cHAMLBERLTJW 

*7. AJLIVORTH, & Co. 

Honesdale, April 10th, 1830. 

9 — 6 m. 


402 






















1830 


John M. Poor 

Goods received in Carbondale, via the D&H Canal and Railroad, August 1830: 


JOHN M. POOH 

WOULD respect fully inform 
his friends and the public getter- 
ally that he has just received a 
lot of 

Mackerel, 

IN whole and half 


Barrels, 

Dry Cod-Fish, 
Liverpool Salt, 

Together with an extensive assort 

mcnt of 

Dry Goods, 
.Groceries, 

Crockery, 6?c, 

which he will sell at reduced pri¬ 
ces for CASH. 

Carbondale, July 14,1830. 
_ [23—3'.] 




Dundaff Republican, and Canal & Rail Road Intelligencer, August 4, 1830, p. 3 
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1830 


Dundaff Republican, and Canal & Rail Road Intelligencer, August 4, 1830, p. 3 


AT 


yo«i» :y 

Store, 

Carboiidale, 

CAN be found in quantified, and quality le Puit purchaser*, 

an extrusive awortment of 

Dry Goods , Groceries , Hardware , & Crocket /, 

Consisting in part, as follows: 


Coarse salt, 

Fine do. 

Mackerel, 

Dry Cod Fish, 

Cod Fish’s Tongues & 
omul s, 


Hollow ware, 
Frying-pans & Grid¬ 
dles, * 

Cut Cf wrought nails. 
Brittannia Tea Pots, 
Pelts of Celtic china, 


Havanna & St. Croix 
sugars, 

New Orleans and west 
India Mclasses, 
Rice, 

superior coffee. 

Old Hyson, 'l 
Young do yTeas, 
Hyson skin, j 

cavendish, 'J To- 
VV ighls’ H and, > bac- 
Riel’s Fine cut,! co. 

Blistered steel, 
cast do. 


Tea cups do. do. 
Plates do. do. 


Fine boots and shoes, 
Ladies’ morocco boots 


do. Prunella shoes, 

Blue, ''J 
Brown, i 
Green, i 

Broad 

Cloths. 

Mixed J 

30 pieces of 

rich dark 

Calicoes— 

—winter 

colours, 

Domestick 

Muslins, 


etc. etc. 

ANY Goods in the Grocery line will be sold by the 100 wt. or 
Barrel, at a small advance froui New York prices, for CASH. 
November 22 , 1830. 
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1833 


WASHINGTON SWART’S River and Canal Line, 1833 

Space ad in Northern Pennsylvanian, Thursday, February 21, 1833, p. 4 

WASHINGTON SWART'S / River and Canal Line, / 1833 / The Subscriber / Informs his 
friends and the public in his arrangements for the year 1833, he has considerably improved and 
enlarged his accommodations for the transportation of FREIGHT. / He will also have two good 
and substantial / SLOOPS, / Which will sail in the following order: / One sloop will leave 
RONDOUT every Friday, and one leave NEW YORK every Saturday. In addition to which he 
has chartered the STEAMBOAT / HUDSON / For the carrying of both Freight and passengers—a 
vessel both speed and possessing superior accommodations. The Steam Boat Hudson will sail as 
follows: / From Rondout every Tuesday and Friday at 2 o'clock P.M. From New York every 
Wednesday and Saturday at 5 o'clock. / The Subscriber has also extended his business by the 
purchase of two CANAL BOATS. / SILAS WRIGHT / And / LUTHER BRADISH / Which 
were constructed for packet boats and covered, and so arranged as to prevent any species of 
Merchandize from the effect of bad weather. One of the said Canal Boats will leave RONDOUT 
and HONESDALE every Tuesday.—The whole of the business will be conducted by experienced 
men, and the most implicit reliance can be placed in the prompt and safe conveyance of any 
articles trusted to them. / Application for FREIGHT or PASSAGE may be made in New York, 
at the Subscriber's office, No. 42, West Street, or on board vessel. / Washington Swart. / 
Kingston, January 25, 1833—It (Northern Pennsylvanian, Thursday, February 21, 1833, p. 4; 
also on page 4 in Northern Pennsylvanian, Thursday, February 28, 1833) 

1833 

CORNELL & GEDNEY’S Delaware and Hudson Canal Transportation Line 

Space ad in Northern Pennsylvanian, Thursday, February 28, 1833, p. 3: 

CORNELL* & GEDNEY'S / Delaware and Hudson Canal / Transportation Line, For 
1833/ 

Sloops, MERCHANT and ALFRED. / The Subscribers, respectfully inform their friends, and the 
public in general, that they continue / Freighting and Forwarding, / From their old stand, 
opposite the Tide Water Lock at Eddyville, known as FREER'S LANDING. / The Subscribers, 
return tha nks to the public for past favors, and solicit a continuance of the same. / They have two 
substantial SLOOPS, commanded by experienced men, which will ply between Eddyville and 
New York, as follows: one of said sloops will sail from Eddyville every THURSDAY, and one 
from the foot of Warren Street, New York, every FRIDAY, regularly throughout the season of 
Navigation. All freight, gratefully received and punctually attended to, by PETER CORNELL, at 
Eddyville, and JOHN B. GEDNEY, New York, and forwarded with dispatch, on moderate terms. 
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Office, corner of Warren and West streets. / In connection with the above, they have two 
CANAL BOATS, for the Transportation of MERCHANDIZE and LUMBER to and from 
Honesdale. / Peter Cornell / John B. Gedney / References—Thomas C. Butler, Joseph Strong, 
Lockwood & Bates, S. & A. Denison, Wardell & M'Coon, Loring Andrews, New York. / 
Cornell & Gedney / Will keep on hand, and for sale, WHOLESALE AND RETAIL, (at their 
STORE at the LANDING,) / Molasses, Rum, Sugar, Pork, Fish, Flour, Salt, Plaster, Iron Steel, 
Nails, etc. etc. / Freer's Landing, Jan. 28, 1833—48 3m (Northern Pennsylvanian, Thursday, 
February 28, 1833, p. 3) 

. . When only thirteen years of age he [Coe F. Young] began the performance of the 
duties of life by driving on the tow-path of the Delaware and Hudson Canal Company, as so 
many of our successful and prominent men have done. Before he attained his majority he served 
as a clerk in the store of Thomas W. Cornell & Co., at Eddvville, Ulster County, N. Y.„ 
[emphasis added] and subsequently with their successor, Martin J. Merchant." Biographical 
portrait of Coe F. Young in Mathews. 

Thomas W. Cornell, who owned the store in Eddyville (later owned by Martin J. Merchant) in 
which Coe F. Young clerked as a young man, and Peter Cornell, the partner of John B. Gedney 
in the D&H Canal Transportation Line with a stand opposite the Tide Water Lock in Eddyville 
must have been related to each other. Two brothers? Father and son? 


1833 

ISAAC COCKS (formerly Cocks & Purdy) DELAWARE & HUDSON Canal 
Transportation Line, for 1833 

Space ad Northern Pennsylvanian, Thursday, February 28, 1833, p. 4 

ISAAC COCKS, / (formerly Cocks & Purdy) / DELAWARE & HUDSON / Canal / 
Transportation Line, for 1833 / From Eddyville, Sloop HOAXER, Captain ALEXANDER 
SECOR; Sloop ROBERT NORTH, Capt. JOHN KROWS, will sail from the above dock 
EVERY THURSDAY, and from the foot of Dey Street, New York, EVERY SATURDAY, 
throughout the season of Navigation. / The subscriber feels grateful for the encouragement 
received while in the firm of Cocks and Purdy, and now solicits the favour of his friends and 
former customers of the firm, on his own account. / The above vessels are in complete order and 
commanded by experienced Captains, and every attention will be paid to all freight entrusted to 
his charge. The subscriber will spend most of his time in New York to attend to receiving and 
disposing of Freight.—Merchants and others freighting by this line may depend on having their 
goods forwarded with the utmost dispatch. Cash advanced on freight when delivered on the 
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dock. Office, corner of Washington and Courtland streets, N. Y. / Isaac Cocks. / Eddyville, Jan. 
17, 1833 —6m / ISAAC COCKS / Will keep on hand at his store on the dock a good supply of 
Pork, Fish, Flour, Salt, Tar, Pitch, and Oakum, which he will sell low for Cash, or exchange for 
Fumber etc, where all freighters bills will be left in the absence of the Sloops. (Northern 
Pennsylvanian, Thursday, February 28, 1833, p. 4) 


1834 

Goods received in Carbondale: 

White & Gillespie 

“NEW GOODS. / White &Gillespie, / Have just received from New York, a large and Splendid 
assortment of / Fall and Winter / GOODS, /which in addition to their former stock, comprises 
as general an assortment, as is usually kept in any country store. They do therefore, invite their 
friends and the public, to give them a call, as they will sell as cheap as the cheapest. Most kinds 
of country produce will be received in payment. / Carbondale, Oct.31, 1834 tf’ (Northern 
Pennsylvanian, November 14, 1834, p. 4) 
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1836 


George F. Knapp 

(Northern Pennsylvanian, Saturday, April 16, 1836, p. 3) 

"freighting, 

Storage and Forwarding, 

GEORGE F. KNAPP, 

Thankful for past favors, informs the 
public that, having made arrangements 
with the Freighters, on the Hudson 
River, and upon the Delaware and Hud¬ 
son Canal, he is now prepared to make 
contracts for the transportation of Mer¬ 
chandise, from New York to Carbondale, 
by the ton or otherwise. 

Those who please to favor him with 
their business may rely upon their goods 
being forwarded with despatch and deliv¬ 
ered into their waggons at Carbondale in 
good order. 

This arrangement will enable those 
who wish to ascertain the exact cost of 
transportation from one place to the other, 
and will also render the settlement of 
their transportation accounts much less 
perplexing. 

Carbondale, April 16, 1836—4tf 
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(Northern Pennsylvanian, Saturday, April 16, 1836, p. 3); scan of ad given above 
from Northern Pennsylvanian, April 12, 1836, p. 3: 


" — " -—. 

fkfic; siting. 

Storage and Forwarding:* 

/ GEOitGtf F. KNAPP, 

Thankful for past favors, informs thjfc. 
public, chat, having made arrangement* 

with the Freighters, on the Hudson 

Kiver, and upon the Delaware and Mud* 
?on CaDal, he id now prepared to maka 
contracts for the transportation of Mer* 
chandise, from New York to Carbondale, 
t>y the loo or otherwise. 

Those who please to favour him with 

their business, may rclv upon their good* 
being forwarded with despatch, and deliv* 
ored into their waggons at Carbondale ia 
good order. 

This arrangement will enable those 
who wuh to ascertain iha exact cost of 
transportation,from one place to the other# 
and will also render the settlement of 
their tran«porlatioa accounts much le*< 
perplexing. 

Carbondale, April 1G, 1836—4tf. 
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1837 


Union Transportation Line on the North River 

Space Ad in Northern Pennsylvanian, Saturday, March 7, 1837, p. 3, same ad with logo in 
March 11, 1837 issue 

UNION TRANSPORTATION LINE / ON THE / NORTH RIVER / AND / FROM N. 
YORK TO HONESDALE, / VIA / KINGSTON AND ELLENVILLE. / The subscriber begs 
leave to inform his Friends and the Public, that he is now prepared to transact all Freighting and 
Commission business with accuracy and despatch, being determined to devote himself entirely to 
their interest, having purchased the following superior fast sailing SLOOPS, / ORANGE 
PACKET / MICHIGAN, CHATHAM, One of which will leave the New Dock and Store house 
at Wulbur (late Twaalfskill) every Monday and Thursday, and from foot of Murray Street, New 
York, every Wednesday and Saturday. / The Steam Boat Caroline will run in the same line, 
leaving Kingston every Monday, Wednesday and Friday, at 6 P.M. New York every Tuesday, 
Thursday and Saturday, at 5 P.M. / Canal Boats will always be in readiness at the Store House at 
Wilbur, to receive Freight from the Sloops and Steamboat, for the Canal, and deliver the same to 
any place between Kingston and Honesdale. Goods will be forwarded to Carbondale and the bills 
for the freight through from New York to Carbondale, to be paid at Carbondale, where the goods 
are consigned. / The Subscriber would notice particularly that he has now completed the Largest 
and most convenient Store House in the County, together with a Large and Commodious Dock, 
to facilitate the loading & unloading of Canal and other Boats, and every exertion will be made 
to accommodate & oblige those who may favor him with their business. / Office in New York, 
No. 104, Water Street. / J. Van Valkenburg, / Carbondale, February 1 st , 1837, tb / ( Northern 
Pennsylvanian, Saturday, March 7, 1837, p. 3) 
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Here is an electronic scan of the above ad (April 8, 1837, p. 4): 


UNION TRANSPORTATION LINE 





, ON THE 

NORTH RIVER 

s . AND 

Delaware and Hiidson 

FROM M. YORK TO HQNESDALE, 

Kington Ami) ElleRYille. 

Tb** subscriber hegg leave to inform his 
Frififirfa and the Publir, that he is now pre¬ 
pared to transact alt Frighting 1 etiri Commit 
eioii with accuracy Hud despatch* 

bernp^ determi ned to devoir* himself entirely 
to interest. ijaving purchased the 

following superiorF hsE flailing J$LOOPS t 

_ ORANGE PACKET, 

„ MICHIGAN,. CHATHAM, 

UOP of which wilt !<esive the New Duck nn^l 
Store Hou$PHt Wulhtir, Twmatfskifl) 

every IMonday and Thursday, and from foot 
of Murray Street* New York,every Wednes¬ 
day «ind SaitirdW* 

Th@St#*aHi Boat Caroline will ran in 
the same lift** leaving Kioittoo every 
Monday, Wednesday and Friday, at G P* 
£d, New Yoik ev«ry Tuesday, Thursday 
and Saturday, at 5 P M 

Canal Houle wilt nlways be in retdioeil 
at the Sio re TIou>«e at Wilbur, to receive 
Freight from the Stoops nnd Steamboat, 
for the Canal, and deliver the leme to any 
between Kirigtlnn snd Honeidafo, 
Gooda wjH hca forwarded t© Carhondde 
and the bills forthe Irei^ht through from 
New Y nrk to Card on date, to he paid ml 
*'arbon<iale t where the eood* *re consigned* 

The Subscriber would notice particular* 
ly that he hs# now completed (beLar- 
geft aaj moat conv em*nt Store House io 
the County, together with a Large Coin 
modi Otis Hock, to facilitate tbe loading & 
tioloadtoe of Canal sod other Boats, and 
every exertion will be made (©'accomodate 
& oblige (hose who may favor mm with 
! ^eir hnPtnefft. 

Ojtie in JVevf York, iV#. 104 , Water Street. 

J• Tan Talkcnbnrgh, 

CarNtmriale, Feb. let 1037 .—ih 
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1838 


Carbondale Cash Store 

Goods received in Carbondale via D&H Canal and Railroad, December 1838: 
The Carbondale Journal, December 8, 1838. p. 2 


caswm & tojre. 

Cheap as the Cheapest* M 

yi A Co. offer for sale a large as- 

• sorxment of Merchandize, cheap for cash or ap- 
credit. Their friends and the public generally 
are respectfully invited to call and examine for them¬ 
selves. The following articles form a part of their 
present stock, which has been selected with care and 
Purchased at the lowest cash prices, viz. 

UJIF OOHS: 

Superfine and common Broadcloths, of various colors; plain, 
plaid, ribbed and striped Cassimeres; single and double milled 
Satinetts ; Domestic Cloths, Buffalo Cloths and Mole Skins; a 
great variety of silk and other Ventings; red, yellow, green and 
\vhito Flannels; white and colored Canton Flannels; French <& 
English Merinos; Merino and com. Circassians; black Lasting ; 
Bombazines ; goafs hair and Eng. Camblets; crtxpe Comblets ; 
green and crimson Moreen; lamb’s wool and cotton Shirts and 
Drawers ; black, scarlet and white Merino Shawls ; Thibet wool, 
^ fil^ucia, cassimere and cotton Shawls; a great variety of Dress 
Handkerchiefs; an extensive assortment of black, and light col- 
orp d plain and fig’d Silks for ladies’ dresses and. bonnets; gauze 
an ^ fafleta Ribbons; embossed and plain Cambric Muslins; 
plain and figured Jaconett Cambric; Swiss and Book Muslins; 
Bishop Lawn, check and lace Cambric; an extensive assort¬ 
ment of French. English & American Prints; Furniture Calico; 
plaid, striped and plain Gingham silk and tabby Velvet; bro.* 
and bleached Drilling; Apron. Check; Bed Tick; linen and 
cotton Diaper; lable Covers ; Silecia; Shirting; brown Linen; 
bleached and brown cotton Sheeting and Shirting ; black and 
plaid silk and cotton Cravats ; silk and cotton flaggy and bandan- 
na Hdkfs.; ladies and gentlemen’s silk and leather Gloves; silk, 
cotton, worsted and lamb’s wool Hose; rich Belt Ribbons; 
bobinett and quill Lace; Gauze Veils; French Crapes, <fcc. 

ALSO, 

Crrorericf Cror/rcry, Hiiriitrarf, 
Stone Ware, Glass and China Ware, 
Soots and Shoes, School Books, 

Together with many other articles, too numerous to 
mention. ~ Dec. 8, 1838. 
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1839 


Goods for sale from New York in Carbondale: 

The Carbondale Journal, March 7, 1839, p. 3 


€& Q> & & 0 

G eorge f. knapp Ijas for sale a general 
artel lull assortment of Merchandise adapted to the 
wants of community, which will be sold low for Cash, 
Produce* or approved Credit. 

Among his assortment may he found 

DRY GOODS, PROVISIONS, 

GROCERIES, SALT & NAILS, 

HARDWARE, IRON & STEEL, 

CROCKERY, DYE STUFFS, 

BOOTS & SHOES, PAINTS & OILS, 

HATS &- CAPS, SCHOOL BOOKS, 

DRUGS & MEDICINES. 

Carbondale, Dec. 8, 1838. 


flF & Q> e &> 

L ATE ARRIVAL.—The subscribers have just 
received from New York a new supply of well 
selected TT inter Good-?, which they oiler for sale at 
low prices. The public nre invited to call and exam¬ 
ine their assortment—which, it is confidently believed, 
is unsurpassed within the limits of the contemplated 
New County. The attention of'the Ladies is particu- 

their laraje stock of English anrl French 
Merinoes, Shawls, Prints, Rif tbons, and Gloves—of 
which they have a beautiful variety. 

H. HACKLEY A SON. 
Carbondale, Dec. 20. 1838. 


413 












1839 


Cornell, Bidwell & Co/s Steam Freight Line 

The Carhondale Journal, February 21, 1839, p. 3 


€?orMM€ll 9 JBiclxxrcWi AT 

S TEAM FREIGHT LINJE.—The subscribers 
would respect fully inform their friends and the 
public that they have made the following arrangements 

roa 18 3 9. 

ZToicbcat SAJRAFOCTAy Capt. F. Frisbee, (Goods 
insured,) will leave Rondout tvn Mondays at 3 P. M. j 
and New York ^froiu the foot of Murray street) on Fri¬ 
days at 5 P. M. 

iStcamboat GENERAL JACKSON* Capt. D. P. 
Mapes, will leave Rom lout every Tuesday and Friday 
at 3 P. M. ami New York (foot of Murray street) every 
"Wednesday and Saturday at 5 P.JV1. 

JStcantboat VZC'I'OFZ l r , Capt. J. P. Dean, will leave 
Rondout every Monday and Thursday at 3 P. M. and 
New York every Tuesday and Friday at 3 P. JM. 

In connection with the above the sub^c*ribers will 
have new Covered Canal Boars to meet the 13arsje,for 
the transportation of Merchandize and Lumber to and 
from the diiferetit places on the Delaware and Hudson 
Canal. 

Ill umber will be received in Yard to sell on Com¬ 
mission, and Storage t urtiislml for Merchandize and 
Prottuce in New-York. Storage furnished at Rondout, 
and Goods shipped to any Port by vessels sailing from 
that place- 

'The subscribers arc gTateful for past favors, and 
hope by strict attention to business to merit a continu¬ 
ance of the same. 

Ain rcight and orders gratefully received anti punc¬ 
tually attended tobv THOMAS CORNELL, at Ron¬ 
dout, JACOB B/ BIDWELL, New York, and 
FRANKLIN FR1SBEE, on hoard the Tow Boat. 

All Boats to and from our Landing will be Towed 
to and from Eddyville FREE, and have the preference. 

Office in New York, 101 AY r est Street, corner of 
Murray Street. 

CORNELL, BIDWELL & Co. 

February 1, 1839. 
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Cornell, Bidwell & Co.'s Steam Freight Line 

’’Cornell, Bidwell & Co.'s 

Steam Freight Line.—The Subscribers would respectfully inform their friends and 
the public that they have made the following arrangements 

FOR 1839. 

Towboat SARATOGA, Capt. F. Frisbee, (Goods insured,) will leave 
Rondout on Mondays at 3 P. M. and New York (from the foot of Murray street) on 
Fridays at 5 P.M. 

Steamboat GENERAL JACKSON, Capt. D. P. Mapes, will leave Rondout 
every Tuesday and Friday at 3 P.M. and New York (foot of Murray street) every 
Wednesday and Saturday at 5 P.M. 

Steamboat VICTORY, Capt. J. P. Dean, will leave Rondout every Monday 
and Thursday at 3 P. M. and New York every Tuesday and Friday at 5 P. M. 

In connection with the above the subscribers will have new Covered Canal 
Boats to meet the Barge, for the transportation of Merchandize and Lumber to and 
from the different places on the Delaware and Hudson Canal. 

Lumber will be received in Yard to see on Commission, and Storage 
furnished for Merchandize and Produce in New York. Storage furnished at 
Rondout, and Goods shipped to any Port by vessels sailing from that place. 

The subscribers are grateful for past favors, and hope by strict attention to 
business to merit a continuance of the same. 

All freight and orders gratefully received and punctually attended to by 
THOMAS CORNELL*, at Rondout, JACOB B. BIDWELL, New York, and 
FRANKLIN FRISBEE, on board the Tow Boat. 

All boats to and from our Landing will be Towed to and from Eddyville 
FREE, and have the preferences. 

Office in New York, 101 West Street, corner of Murray Street. 

CORNELL, BIDWELL & CO.. 

February 1, 1839." (Ad in The Carbondale Journal, March 14, 1839, p. 4) 


* Thomas Cornell from Rondout: This is perhaps the Thomas W. Cornell (or perhaps his son) 
who owned the store in Eddyville (see above, under Freight Lines) in which Coe F. Young 
clerked as a young man. 
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1840 


Cornell & Bidwell’s Steam Freight Line 

Carbondale Journal, June 11, 1840, p. 3 


C O MSJVE ]LJL # 

Steam 


9 M 


T HE subscribers would respectfully inform their 
friends and the public that they have made the 
following arrangements for 1.840. 

Towboat Saratoga,, Capt. F- Kris bee, (good* 
insured) will leave Rondout on Mondays at 3 P. M.* 
and New York (from the loot of Murray street) on Fri¬ 
days at5 P. M. , , 

Steamboat fifm. •WftcMcsan^ Oapt. D. P. Mapes* 
will leave Rondout every Tuesday and Friday at 3P* 
M. and New York, (foot of 3'Iurray street) every 'Wed¬ 
nesday and Saturday, at 6 3?. M.' 

Steamboat Pirtory, Oapt. S. IP. Deas, will leave 
Rondout every Monday and Thursday, a*. 3 P> IVX- and 
New York every Tuesday and Friday at 5 P. NX. 

In connection with the above, the subscribers will 
have new Covered Canal Boats, to m.eet-the barge, for 
the transportation of Merchandize and Lu mber-to and. 
from the different places on the Delaware and Fludeon 
Canal. ^ * ' ' *' " - ' 

Lumber will be received in Yardhtosell on Cornrnis- 
sion, and Storage furnished -.at Rondoat, and Ooods 
shi pped to any Fort by vessels sailing'from that place. 

The subscribersare gtrat^Cul for past favors, and hope 
bv a strict attention to business to merit a continuance 
of the same. : .. 

A.11 freight am! orders grareful-ly received and punctu- 
allp attended to bv TtTOjVTAS.CORN-ELL,- at Ron¬ 
dout, JACOB B. BID WELL, New York, and 
FNANKL1N FJRISBEE, on board the Tow Boat. 

All Boats to and from our landing, will be towed to 
and from Eddyville, FREE, and have the preference. 

Office in NewTork, 101 West Street, corner of 
Murray Street. ' .7 _ ' V : . . 

CORNELL &c BIDWELL. 

February 20, 384,0. - . <6Stf 
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1841 


Cornell & Bidwell’s Steam Freight Line 

Carbondale Journal, January 7, 1841, p. 4: 


C OISA'EJLE# BIMtWE&mii 


Vv 


Steam Feightlino. 

T HE subscribers would •respectfully ihform~the£r 
a friends and the public that they Have made' the 
following arrangements for 1840. > r ,1 i ..>7 
Towboat Saalog Capt. F. F eisbee/ (goods 
insured) wjll leave Rondout on Mondays at 3 P. M., 
and New .York -(from the foot of Murray street) on Fri¬ 
days at5,P. M. •,- 1 

Steamboat pen. Jf«c*so«, Capt. D. P. Mapes, 
will leave Rondout every Tuesday and Friday at 3 Pv 
M. and New York, (foot of Murray street) every Wed¬ 
nesday and Saturday, at 5 P. M. V > ; - 

Steamboat. T*ictoy , Capt.' J. P. Dean, Will leavis 
Rondout every Monday and Thursday, at 3 P. M. anti 
New York every Tuesday and Friday at 5 P. M. ; 

Id connection with the above, the subscribers will 
have new Covered Canal Boats, to meet the barge, for 
the transportation of Merchandize and Lumber to anil 
from the different places on the Delaware and Htldsoh 
Canal. i*» 

Lumber will be received in Yard tosell on Commis¬ 
sion, and Storage furnished at Rondout, and Goodk 
shipped to any Port by vessels sailing from 'hat placet. 

The subscribers are grateful for pastf-.ors, and hope 
by a strict attention to business to. merit a continuances 
of the same. 

All freight and orders gratefully received and punctu- 
allp attended to by THOMAS CORNELL, at Rbu- 
dout,' JACOB 6.- BIDWELL, New, York, and 
FNANKLIN 'FRISBEE,_pn board .the Tow Boat. 

All Boats to and from our landing, will be towed tb 
and from Eddyville, FREE,-and.have the preference - .' 

Office in New Yorh. 101 West Street, corner of 
Murray. Street. . i . . . . . 

. CORNELL & BIDWELL. 
February 20, 1840. . . . . 63tf - 
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Cornell & Bidwell f s Steam Freight Line 

Carbondale Journal, August 19, 1841, p. 1: 


CO ItJVEL,L,SrjBIJDWEI,E’S 
Steam Freighting* Line. 

HE subscribers would respectfully inform their 
friends and the public that they have made the 
following arrangements for ISJ1." 

The Steamboat Victory , Capt. D. P. Mapes, 
leaves Rondout every Tuesday (with a Barge; and 
Friday , at 2 o’clock P. M., and New-York every 
Wednesday and Saturday, (with a Barge) at 5 P. M. 

, The Steamboat Emerald \ Capt. John Ketch- 
am, leaves Rondout every Wednesday and Saturday, 
at 3 o’clock P. M., and New-York every Monday and 
Thursday, at 5 o’clock P. M, 

G if* In connection with the above line, two Sloops 
will be run by the subscribers, for the transportation 
or Merchandize and Freight, to and from the different 
Landings on the River, between Rondout and New- 
York. 

In connection with the above, the subscribers will 
have new Covered Canal Boa*s to meet the Barge, for 
the transportation of Merchandize and Lumber to and 
from the different places on the Delaware and Hudson 
C<innl« 

Lumber will be received in Yard to sell on Commit i 
sion, and Storage furnished lor Merchandize and Pro¬ 
duce in New-York. Storage furnished at Rondout, 
and Goods shipped to any Port by vessels sailingfrom 
-that place. 

• All freight and orders gratefully received and punc¬ 
tually attended to by THOMAS CORNELL, at 
Rondout, and JACOB B. BIDWELL, atNew-York. 
Office in New-Vork, 101 West Street, corner of Mur¬ 
ray Street. CORNELL <k BIDWELL. 

Rondout, January 22, 1841. 
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Electronic copy of preceding ad: 


Cornell & Bidwell’s Steam Freight Line 

Carbondale Journal, February 25, 1841, p. 3 


C O it & B ID J&JE JL t,' S 

Steam Freighting Xiinc. 

T HE subscribers would respectfully inform their 
friends and the public that they have made the 
following arrangements for 1S41. 

The Steamboat Victory, Capt. D. P. Mafes, 
leaves Readout every Tuesday (with a Barge) and 
Friday , at 2 o’clock P. M., and New-York every 
Wednesday and Saturday, (with a Barge) at 5 P.i\I. 

The Steamboat JEtneraltt, Capt. Jon.\ Ketch- 
am, leaves Rondout every Wednesday and Saturday, 
at 3 o’clock P. M., and New-York every Monday and 
Thursday, at 5 o’clock P. M, 

Of^* In connection with the above line, two Sloops 
wi li be run by the subscribers, for the transportation 
or Merchandize and Freight, to and from the different 
Landings on the River, between Rondout and New- 
York- 

In connection with the above, the subscribers will 
have new Covered Canal Boats to meet the Barge, for 
the transportation of Merchandize and Lumber to and 
from the different places on the Delaware and Hudson 
Canal. 

Lumber will be received in Yard to sell on Commis¬ 
sion, and Storage furnished for Merchandize and Pro¬ 
duce in New-York. Storage furnished at Rondout, 
and Goods shipped to any Port by vessels sailing from 
that place. 

All freight and orders gratefully received and punc¬ 
tually attended to by THOMAS CORNELL, at 
Rondout, and JACOB B. BIDWELL, at New-York. 
Office in New-York, 101 West Street, corner of Mur¬ 
ray Street. CORNELL 6c BIDWELL. 

Rondout, January 22, 1811. 
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1841 


Geo. P. Monell 

Goods received in Carbondale from New York City: 
Carbondale Journal, April 1, 1841, p. 3” 


NEW ARRIVAL I 



latest and most fashionable patterns, 
them before they are all gone* as tliev 
fast. GEO; P. 

March 31, 1841. 


Call and see 
are selling very 

MONELL. 


Carbondale Journal, May 13, 1841, p. 3: 


A arrived at last!! 

Four weeks later from IVcw York! 

R eceived a> is day» worth of the nicest 

Goods ever offered in Carbondale. Those vtish- 
ing tobi’y Goods cheao, can do so by calling at 
May 13, X 841; * Geo. *P. Mohell's. 
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1858 


T. Cornell & Co. 

See advertisement in The Advance, April 24, 1858, p. 2 

"The Delaware and Hudson Canal will open on Tuesday, the 4 of May. The cars, we 
understand, will commence running on the 3d. See advertisement of T. Cornell & Co., who will 
then be prepared to receive freight for Carbondale, and all points in our valley between this and 
Wilkesbarre." (The Advance, April 24, 1858, p. 2) 

In the spring of 1852, Coe F. Young bought of Major Cornell a half interest in the canal freight 
line between New York and Northeastern Pennsylvania. That we know from the biographical 
portrait of Coe F. Young given above. 

At that time, 1852, the firm of Thomas Cornell & Co. was organized. In 1857, Coe F. Young 
moved to Honesdale. In 1862, he became the sole proprietor of the firm of Thomas Cornell & 
Co., which he operated alone for seven years (until 1864). The line was then sold to the D&H 
(see below). 
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1859 


Coe F. Young’s (Successor to T. CORNELL & CO.) Delaware & Hudson Canal Line 

Carbondale Advance, April 23, 1859, p. 3: 

COE F. YOTTKG’S 

(Successor lo T. CORNELL iE CO.) 

DELAWARE £ HUDSON CAHAL 

LIuSTE. 


1859. AlUUNCEMENTS. 1859. 

A 

T HE undersigned, Commission Merchant 
tmd Proprietor of thp Above Line, would : 
reppecLfully n nuounce lo lbs Public* that on and 
after Tliav*day P the 2Ut day ol April, ho will 
receive Freight at the 

Pier, Foot of Jay St., New York,; 

For Iloncptlule, Carboudule, Arch bald, 

Providence* Hawley, li|uktriy, 

Dunmore, Scramon, FrUition, 

Port Grinicli, Wjtkosbarre, 

and intermediate placed. They will run a dully 
line C f DECK Canal BOATS* for the irons* 
porlutinn of Merchandise direct to and from 
New York, flu tv Ivy u Ltd Ho ms sd ale. without 
irttuxItifimenL 

This lino of boxla will be towed from New 
York by a DAILY LINE of STEAMBOATS 
by which arrangement 

Great Dispatch 

c^in be given in forwarding Freight to the vari¬ 
ous ppiciEs of dtNS tin al ien un the route. 

Arrangement hwe been made with the 
Peitiisylvujiui Co til Company, by which the 
Proprietor cf [his Line will run all Freight over 
llie-ir Railroad, from Hawley to Fiuslon, Port 
Griffith **ud intermediate Stations, that may 
cyme to his charge for that purpose. 1 

III A DANIELS, Agent m Hawley. 

03"* Merchandise wMJ ho received daily in 
New York, at the Pier, Foot of Jay Sl* until 
o o'clock< P- M-, after which hour no receipt 
will ho given, nor Flight taken* All small 
parcels, also Codfish, and other articles of the 
like port, must ha properly boxed, and all goods 
clearly mid distinctly marked, or they will not 
lie received. All Goods required [n bo kept dry, 
iviil not bo received in the Rain. All Claims for 
Damage muni bo made within Fifteen Days af- 
Ler tiirs delivery of the Goods. AH Freight wtU 
be subject to payment on delivery, 

T. CORNELL, Agent, Romloqt* 

D. HOllTON, Agent, New York* 
Office 47 Jay Sl, mid on the Dock, Foot <d 
Jo/ St- 

CL F\ YOUNG, HoneodaU, Pa. 

N. B.^Tlie Proprietor of this Lino will not 
hold hiimHC Mu bio (or the destruction of Freight 
bv Firs after delivery in liis reepoclive Ware* 
houpep, nor for the Leakage of CastiK, Breakage 
of Looking Gbiases, nr (ib^wnre, (miles* the 
, packages are injured by handling, while in bw 
! clutrge.) 

i April JG f 1853, fini* 

f__ _______ 
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1861 


The Hope Express Company 

Carbondale Advance, June 22, 1861, p. 4: 


Tf!E HOPE 

EXPRESS COMPANY 

FORWARD MERCHANDISE AND MONEY, COL¬ 
LECT WITH GOODS, AND NOTES AND 

DU A FI'S. 

On the Line of the Central 1tail road of New Jersey, 
Lehiy/i I 'alley Hail road, Delaware, Lacka • 
wanna <& Western 11. ft., Lackawanna 
tt* ]}ioom*bnr(j H % Ji. 

RUNNING DAILY, SUNDAYS EXCEPTED, TO 
AND FROM CAH LION DALE. 

JgACH Express iu charge of a Special Messenger, to 


i:uzauktk, 

V LAINFIELD, 

1101 M> It KOOK, 

KOMEKYILf.K, 

KLRMIXGTON, 

WHITE HOUSE, 

KEW GKUMANTOtVH, 
OWN TON, 

NEW HAMPTON, 
BEJ.VlDKltE, AC., 

(Ill New Jersey.) 


X. ASTON, 

DETIILEllRM, 

ALUflNTOWN, 

IIAUC1I CHUNK, 
8TKOUP81tCrU6, 

SCRANTON, 

P1TTST0N, 

WILKES-BAUKE, 

MONTKORE, 

AND GREAT BEND, 
(In Pennsylvania.) 


And all intermediate stations. And connecting at that 
nolut with the New York and Erie Railroad for the far 
West. Connecting at New* York with Expresses to all 
parts of the world. 

Office In Carbondale. at JADWIN’S new Drug 
and Bookstore, Main Street. 

O. JI. JADWIN. Aaenl. 

Nov. 14,1 $5(1 40 
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1863 


The Hope Express Company 

Carbondale Advance, June 6, 1863, p. 4 


K1C IHJ 


K 


EXPRE SS 0 O MPA NY 

FOTiYVAKD MEROIIANDISlflf* ANT> MOXEV, COL- 
L.K01' WITH GOODS. AM I> MOTES AND 

DliAKTS. 

the. JAM of the Central lictil r'cxett of yew ^Tie-rsey, 
Lehigh ifulteg/ Jinilt'oail^ JJette icure. Istckct- 
■tcaniia •& fFeetem it. Jt. , L<ecJc-u,vxintt<z 

<&■ JituomhbuT'ft J£. Jt. 

RUNNING DAILY, SUNDAYS . EXCEPTEI>, TO 
■ " AND FBOM OAJiliON DALE. 

JNACH Express iu cl large of a. Spocial Messenger, to 


Ki.t x.Aiiirrii, 

l'I.\ INMI'I.I*, f 

BOO ^i» i;K»>r>K» 
SOMKKVIU.K, 

KLJC MIXUTON', - T 
■U’ll 1 TB Hol.'HR, 

KKW <3EI<MA>TOWIC, 

cx.iT.-rox, 

kevt nAMrroN, 

BKT.T 1 DERK, *fec, 


R ASTON, 

l> l i i Ituunx, 

A MKNTOWN, 

XI AOOIl ClIUN’K, • 
ETitounsin'iia, 

8 OB ANTON, 

•HRTTSTON; 
WIUCES-BABBB, 
MON'TRORE, 

AND ORF.AT BBND, 

(In Pennsylvania.) 
A ml connecting? tit that 


<In New *J ersvy.) 

And a 11 intermedin t</*inlion*. ___ 

point withllie Now Yorkontl PJric Railroad for tho fur 
West. Connecting at New York; >v ith lvipressott u>ull 
p arts o f the world. 

Sr*BT? Office !n Curboiulale. nt ADWIN’S new Drug 
n.n<l Bookstore, Main btroet. 

O, JJ, U AD WIN, A aenl. 

Nov. 14,1356 
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1864 


"Mr. Young's Freight Line" (formerly the firm of Thomas Cornell &Co.) purchased by the 
D&H in 1864 

"We find the following item in the Honesdale Democrat of this week: / The Delaware and 
Hudson Canal Company have bought Mr. Young's freight line, and will hereafter run it on their 
own account. They have also bought his lots of land contiguous to the lateral basin in this 
borough." (Carbondale Advance, January 23, 1864, p. 2) 


D&H Freight Line 

“NAVIGATION OPENED. —The water has been let into the Del. & Hud. Canal, and the work 
of loading boats will commence to-morrow, the 22 nd inst. The Del. & Hud. Freight Line 
commenced receiving freight on their boats at New York yesterday. Navigation will not be fairly 
resumed before the first of next week.— Wayne County Herald. ” (Carbondale Advance, April 
23, 1864, p. 2) 


On January 1, 1864, Coe F. Young was named Superintendent of the D&H Canal. It is 
understandable, therefore, that he would sell his D&H Canal freight line at that time. 


From Mathews' biographical portrait of Coe F. Young: 

"When only thirteen years of age [1837] he began the performance of the duties of life by driving 
on the tow-path of the Delaware and Hudson Canal Company, as so many of our successful and 
prominent men have done. Before he attained his majority he served as a clerk in the store of 
Thomas W. Cornell & Co., at Eddyville, Ulster County, N. Y., and subsequently with their 
successor, Martin J. Merchant. Soon afterward, the Delaware and Hudson Canal Company began 
enlarging the canal, and the construction of the Erie Railway was undertaken. With the ambition 
of youth, and the energy and business sagacity that has since characterized his life, he resolved to 
profit by the opening trade and removed to Barryville, N. Y., where, in connection with Calvin P. 
Fuller, he established a store, the firm doing business under the name and style of Fuller & 
Young. In the spring of 1852 he bought of Major Cornell a half-interest in the canal freight line 
between New York and Northeastern Pennsylvania. The firm of Thomas Cornell & Co. was 
organized, and [in 1857] Mr. Young removed to Honesdale, Pa., where he has since resided. 
After five years [1862], he became, by purchase the sole proprietor of the line, and operated it 
alone for seven years longer [until 1864, see below]." 
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1864 


The Hope Express Company 

O. H. Jadwin, Agent, in Carbondale 


Space ad Carbondale Advance, May 28, 1864, p. 4: 


THE HOPE 

EXPRESS COM.PANY 

FORWARD MERCHANDISE AND MONEY, COL¬ 
LECT WITH GOODS, AND NOTES AND 

DRAFTS. 

On the Line of the Central Railroad of N’e'vc Jersey , 
Lehigh Valley Railroad , Delaware, JLacka- ’ 
wanna Western R . R. y Lackawanna, 

dt. Bloomehurg R. R . 

RUNNING DAILY, SUNDAYS EXCEPTED, TO 
AND FROM CARBONDALE. 

E ACH Express in charge of a Special Messenger, to 

ELIZABETH, EASTON, 

PLAINFIELD, BETHLEHEM, 

BOUND BROOK, ALLSNTOWV, 

SOMEP.VILLR, MAtTCfl CITXJNK, 

FLEMINGTON, &TROl T DSDUBO, 

WU1TB HOUSE, SCRANTON" , 

NEW GERMANTOWN, PlTTSTOXi 

CLINTON, VII.KE8-BABRE, 

NEW HAMPTON, MONTROP.E, 

BELV1DRRE, &C., ANO GREAT BEND, 

(In New Jersey.) (In Peon sylvan la.) 

And all intermediate stations. And connecting at that 
point with the New York and Erie Railroad for the far 
West. Connecting at New York with Expresses to all 
parts of the world. 

Office in Carbondale. at JADWIN’S new Drug 
and Bookstore, Main Street. 

O. n. JADWIN, Agent 

Nov. 14,1*56 


The Hope Express Company office in Carbondale was at Jadwin’s new Drug and Bookstore, 
Main Street, Carbondale. Here is the Jadwin ad from the Carbondale Advance, May 28, 1864, p. 
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) 


Drugs,Chemicals, Paints, 

Oils, Varnishes, Glues, 
Dye-Stufft, Glass, Putty, <£c., 

Gilt Mouldings for Picture Frames, 
Burning Fluid, Alcohol, &c., 

With a general variety of 

Perfumery and Toilet Articles 

YANKEE NOTIONS, &c„ 

FRUIT & CONFECTIONERY 

A LL OF THE POPTJI.AB 

PATENT MEDICINES! 

OF THE DAT. 

SHOULDER BRACES, Supporters and Trusses* 

Kerosene and Kerosene lamps, 

exceedingly low. Alio our wonderful POTASH, tha 
disappoints no purchaser. 

BOOKS AND STATIONERY, kC 

Sunday-School Jiooks, d'c. 

ALL KINDS OF 



(GEH3)©1L 


sold very cheap. Being Agent for Hope Express Com¬ 
pany, we are able to procure any nook or Books out 
of our line, such as BLANK BOOKS with Printed 
Heads, NEW BOOKS as soon as issued, &c, aimj 
A gent for the New American JZnoyclopedia, 

Our long experience in the business gives us the ad¬ 
vantage of a thorough knowledge of the trade. Thank¬ 
ful for the libera] patronage already bestowed, we hope 
by strict attention to business, a careful selection ol 
Drugs at fair prices, and the desi re to please all. to 
merit a continuance of the favors of a discriminating 
public. O. H. JAD WIN, 

Carbondale, October 20,1860. 21 


Space ad Carbondale Advance, May 28, 1864, p. 4: 
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1887 


In early November 1887, it was announced in the public press that “During the past few months 
both freight and passenger traffic has about doubly increased on the Pennsylvania Division of the 
D. & H. Road, which is an indication that the road is becoming popular.” Here is that 
announcement that was published in the Carbondale Leader: 

"The D. & H. Road. / During the past few months both freight and passenger traffic has about 
doubly increased on the Pennsylvania Division of the D. & H. Road, which is an indication that 
the road is becoming popular. This can alone be attributed to good management, as long as such 
wide awake men as General Passenger Agent Burdick, District Passenger and Freight Agent 
Wheeler and Superintendent Manville are at the helm. The road was never in better shape and 
additional improvements are being constantly added. The passenger trains make close 
connections with all roads, and aside from that, the road is one of the safest in the country. The 
D. & H. Gravity Road, extending from Carbondale to Honesdale, is being liberally patronized, 
and the ride, at this time of year, is certainly an invigorating one. This road is open the whole 
year round— Wilkes-Barre Newsdealer." (Carbondale Leader, November 15, 1887, p. 4) 
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11. Tariff of Tolls: D&H Canal 


1828 

On June 24, 1828, the D&H established the following "Tariff of Tolls" for freight on the Canal. 
From this very interesting tariff sheet, we learn that that not only boats but also rafts were moved 
through the Canal. This Tariff of Tolls (Corrected), June 24, 1828, that is given below, was 
published in the Dundaff Republican of October 9, 1828, p. 3; also October 16, 1828, p. 1; also 
October 30, 1828, p. 1; also September 22, 1830, p. 3. 
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4a 

h 


1>0« Oak, 2 

X3o. IVl&ple, Cherry an4 

WJ i i I e \v ootj , 3 

in Hails—Hemlock, 2 
Ho. l J irte» & 

Oo. A1 ;j pie. Cherry and 
VV i * lie w ooil, 

31>o. Oak In iL*I'(s, 

Boards. Piatik, or Scantling, 
pe r 1QOO feet measure, m 
Boats per ruiie, 

1:1 e in l ac k , 

Hi ne t - 

AJapIe, Qherry and ^VVhite- 

W OO U , 

In ilaf{s — IXemlock, 

Piim, 

Oak, 

M.ipie. Cherry and Wliite- 


3 

1 

2 

2 

3 

1 


1*2 


wood, 

iVIanufad ares, o f Wood, per 
ton, per mile, 

ShuigUs in boats, per JOOO 
per mile, ;3 m 

Shingles in Rafts, 8 rn 

Staves, and Bcoding, per 
ton, per milt, in boats 1 

Staves and limbing, in rafts 2 

ir«>n Castings;, per ton, per 

mile, 3 

Brick, Sand, liaise, Iron ore 
and stone, i 


2 13 


2 1 2 


nis. 

it Is. 
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Warble and At ill Stones, 
Posts anti Kails, per 1000, 
in boats, 

r . * ? 

Same in Hafts, 

Cord Wood, per Cord, in 
boats, transported lO mi¬ 
les and under, per mile. 
Above iO in ites and not 
over 30 miles, provided 
that the amount of toil 
shall not be less than 20 
cents per cord, for any 
distance over IO miles 
Above 30 and not over 30 
miles, 30 cents per cord, 
Above 30 miles. 

Hoop Poles and Split Lath 
per ton, per mile. 
Cotton, in bales or bags, 
Articles, not enumerated, 

ing from tide water, 
Di t to, to\vard t ide water 

Pleasure boats, on the ca- 

pac it y oi't tic boat, 

A3 irigc cm boats going from 
Tide water, per mile, 
Alilcage on boats going to¬ 
wards lide water, per 
He 


3 

1 

2 


1 

1 

3 

3 
2 

4 
4 


-» -9 






1 l- 
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rhe foregoing 


fates are 





able lo Boats oi HHI 

411,j form of ihe boat called the 

Pattern Boat, liui t at Dcerpar k, 

u ith buch variations only as shah 

tie allowed by the Board of Man¬ 
agers—All others varying either 

in dimensions or form, shall pay 


legal 






Lumber down and 



» 



may 




of founded heads and sterns anti 

may be of such lorm in other nd 

^pects as may Suit tiic convenience 
ul the owners—provided tuai tue 

iengtli and breadth be eoruor.u 

able to the Pattern Bdat — |TC» led 
iuHg and 8 1*2 lett wide. 
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on 




and especially at the terminations 
the agents oi the company 



gamine the cargoes oi boats to 

ascertain the correctness ol liteiie- 

a i 

cription of (he articles «>» board 

\mi in cases where it siiau u 

it it!) 




)und that articles charge; 



i higher r<*te of toll have been a>- 

O 

V 



or concealed by those ot a 


i , j 


lower rate, then the foil legal tolls 

are to he charged on the whole 
cargo, and the party using such 

IMHL shall also he 
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Olllnr 

O 


rates shall he 


conductors of boats shall in all re 

1 f ■ 

spects conform to the rules and 
ret^uiailons for the government ot 

those who navigate flic canal. 

All violations shall subject the 

_% 

Hauls and Cargoes to lull legal 

tolls, and the violators to prosecu 
I ion. 

*.4HAS‘ I i * 

Extract from the minutes ofthe 

' * L “ 

Delaware and Hudson Canal Com 
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October 1830 


D&H Table of Tolls & Transportation 

Dundaff Republican, and Canal & Rail Road Intelligencer, October 6, 1830, p. 1 




Delaware & Hu them Canal Company’s Kail Road. 


m.X 


The IkmpJ <if (he t). it H. Cana! Co, htive not yet hat] that ample experience of (ho operations oi t!;eir rail roml wljii.b Humid ena- 

We Im in to petite tldimid) llio of toll ttnd truntporluliOjOj jJtMJttgb however if known to ■how ih»l thM tnii*! he many ‘rm - : *r c<m- 

liniftfiicifl in a wflMfifP&ucli v;i;-ied ApemtiMj; mi reqilfripg comUina<IctH that call into siding the best UUM* ol the civil engineer. Hu! w* superfi¬ 
cial nb^ntf; cannot property ftppftciaie ih^e nutter*, and a Inrther delay in forming a tatiffof lolls and transportation lutgfit hi riri&ftotfMirtf, and 

cotJurqiKfiiVy subject the buiird to she ifnp'ifftiiutiq of mottle* derogatory to their character, iliey hkvo dcLenutaed i.n a umlT io nn cj^fietrrtjecil unti 
Kv n i • 11 :j t? sbry mpy mr-r k ;n:r vr;n«-l . -Miertijin ihe b-uuf on w hich ih* y can allow th*! use o! tlmr work to tins public, I I.mrig, tlui- re- 
jtmti to Ibe re it tollable expeditions of (he public on lUe one Land, utiJ lo the uuthiy of capital, the durability of’ the work, mid the a&cei Itlttit d and 

contiogoot expends upon it. 

1 be raim til loll and tiuii‘}Hir1iitinii in the following table Xd. t, ia to te considered noplicnlito only tu iliot* who dial! Hgn an i^rci'fiti'til binding 

them to cor;ri: m to the regulation wind* ihe character of the work requires for ils pre*ervntian anil uninterrupted use, A ot^-conipii ir.ee vt rih ? or 
violation of these regulations will subject the offending partj (o the rates of tolls in (able No. 5, or to prosecution, as the c-ise mjy require. 

13 v order of the Hom'd, 

JOHN HOLTON, 








On the rail road of the Delaware and Hudson 




’in n 
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February 1831 


Two public statements in February 1831 from the D&F1 Board of Directors on tolls on the D&FI 
Canal and Railroad: 

“DELAWARE & HUDSON CANAL COMPANY. / New York, January 18, 1831. / At a 
meeting of the Board this day, it was Resolved, that the total amount of Tolls on Lumber 
transported in Boats on the Delaware & Hudson Canal, shall be limited as follows: / 1 st . On 
Hemlock Plank, Boards and Scantling, one Dollar per thousand feet. Inch measure. / 2 nd . Pine 
Plank, Boards and Scantling, one Dollar fifty cents per thousand feet, Inch measure. / 3d. Maple, 
Cherry and White Wood, Plank and Boards, two Dollars per thousand feet, Inch measure. / 4 . 
Shingles of 18 to 20 inches in length 32 cents per thousand. / JOHN BOLTON, Pres’t. / Feb. 7, 
1831.—lm.” (Dundaff Republican, and Canal & Rail Road Intelligencer, February 9, 1831, p. 3; 
notice repeated in February 16, 1831 issue on page 3) 

“At a meeting of the President, Managers and Company of The DELAWARE & HUDSON 
CANAL COMPANY, January 26, 1831./ The Board being persuaded that the true and 
permanent interest of the Company will be best promoted by encouraging individual enterprise, 
It is therefore:— / RESOLVED, That the Toll on Coal upon the Rail Road, be reduced to 50 cents 
per ton, subject to all the regulations and provisions, adopted with the Tariff, on the 8 of 
September, 1830. / And that the total amount of toll on Coal transported on the Canal shall not 
exceed $1.50 per ton. / Extract from the minutes. / S. FLEWELLING, Treasurer. / Honesdale, 
Feb. 16 1831.—lm.” (Dundaff Republican, and Canal & Rail Road Intelligencer, February 16, 
1831, p. 3) 
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1832 


Table of the Rates of Toll on the Delaware and Hudson Canal 

Notice in January 27, 1832 issue of Dundaff Republican, and Canal & Rail Road Intelligencer, p. 
Table of the Rates of Toll on the Delaware and Hudson Canal. 


Same notice 
also in: 

Dundaff 
Republican, and 
Canal & Rail 
Road 

Intelligencer, 
March 4, 1830, 
p. 3; March 18, 
1830, p. 3; May 
19, 1830, p. 3; 
January 17, 
1832, p. 3; 
February 4, 
1832, p. 3 


Table of iht Rate* or Toll on the Delaware 

and Hudson (’anal. 


" r' 


The Gr&t coiuHjn ditwe me Ha te* vuh a the Hurts and Hetulations 


irecomplied with: the second Hie legal Tolls. 



per ton. p 'Ct mile, 


(! 


ARTICLES, 

Gypsum, 

Salt, 

Flour, meal, grain, sailed provtsioct?, pot aod 

pearl ashes, 

Omcnt, 

Ground tanref’s hark, 

U tig round do <lo 

Molasses, sugars, end liquors, 

Hay in turnrlJcs pressed) 

Merchandize, 

Timber in Bostj—IIchilock—per 100 cubic feet 

per mile, 

, lull sioi to exceed "5 certB, for 
any distance on Canal. 

I’int^per ICO cubic feet, pr 
mite, 

hut not to exceed £1 for any 

distance on Canal. 

Oak —per ICO cubic feel, per 

mile, 

but not to exceed $1,00 for 

any distance on Canal. 

Jlapip, Cbprry,& Wbllzwoftd, 

per 100 cubic fed per mile, 

but nut to meet! £3 for any 

(IfiiUricf on (ha Canal. 
tf lu JUIU-llrmiocK— per iOO cubic feet 

vrr inife, 

** Fine, 


u 


u 


i )s. 

1 fiat 

% !2 

H 

;i i s 

2 

1 1*2 

$ 

i 

3 

J 


8 

u 


c?o. 

4 

4 

4 

4 

4 

4 

4 

■i 

4 


1 i*2 4 


4 


4 
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«• 

II 






Oak. 4> 

Maple, Cherry, & Whilewood, 4 
Boaran, Plank, and Scantlin? in Boats, 

M 

Hemlock, per 1COO lcit board measure. p?r mile, 1 
but not to exceed 75 cents on any die* • 

lance ol the Canal. 

• i 1, * • * 

Pine, per 1000 »cet board measure, per mile, 11 *2 

* but not to exceed $1 for any distance 

on Canal, 

■ 

Oak, per 1000 feet board measure, per mile, 2 

but :;ot to exceed $1 50 for any distance 
on Canal. 

Maple, Cherry, ami Whitetveod, per 1000 fed 

hoard measure, per mile, 3 

but not to exceed $3 lot any distance on 

C&ual. 

Boards , Plank, or Scantling in Rafts 

HemJock,;per 1GCQ feet bwrd measure, per mile 

aT 

Odk, 

Maple Cherry, and Whitewood, 

Staves and Heading in boats, per Ion, per mile, 

rafts 












2 

3 

4 

i 

11'2 


I 


I 




2 


4 

4 

4 


4 




4 

4 

i 

4 

4 

4 
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Shinnies in boats per 1000 per mile. 

Pine, 

4 IO 

3 JUJ 

Hemlock, 

3 IO 

8 10 

* in rafts, Pint, 

3 IO 

8 10 

Hemlock, 

8 IO 

8 10 

Manufactures of Wood, per ton per mile. 

2 12 

4 

Iron Castings, 

3 

4 

Common brick anti Stone Lime, Iron Oro and 


* 

Sand, 

1 

4 

Fire brick, Fire Stone and Coal, 

1 1-2 

4 

Marble and Mill Stones, and ail manufactured 



Stone, 

3 

4 

Posts and Rails and Lath ir* Boats, 

1 1-2 

4 

do do do in Rafts, 

3 

4 

H nop poles. 

1 1*2 

4 

do do split or chared. 

3 

4 

Cotton in bales or bags. 

3 

4 

iron up the Canal, 

3 

4 

do down the Canal, 

2 

4 

Cord irocti in boats, from 1 to 10 miles per cord. 


4 

per mile. 

4 

4 

11 lui'ee. 

43 

41 

anti for every additional mile 
one cent per cord , null! tbe loll 

amounts to 50 cente—and a 
half cent per cord P per in lie* 

for every additional mile a- 


. ■ * 

have IS mi leg; until ttae toll 
amounts to 60 cents per cord, 
end toi every Sve miles there* 
after, ore cent per card. 

Articles not enu [aerated going from tide water, 

3 

4 

li'atvards tide water. 

2 

4 

Pleasure boats, on the capacity efthe boat. 

4 

4 

milage on boats loaded or empty, towards tide 

- 


water, two cents per mile—from tide wa¬ 
ter, four cents per mile on the boat. 
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1834 


Canal Coal Contracts for 1834 

Northern Pennsylvanian, February 7, 1834, p. 4 



The Dei. & HikJ. CanalConi party 
will be ready to make contracts for 



on the 1st of March. Apply 
pany’s office, Horn!out. 





* 
















V 


Agent. 


Proposals wanted for freighting coal on the Canal 

Ad on page 3 of Northern Pennsylvanian, Friday, January 31, 1834: 

"Notice to Boatmen. / The Del. & Hudson Canal Company will be ready to make contracts for 
freighting Coal on the canal next season, on the 1st of March. Apply at the Company's office, 
Rondout. / Maurice Wurts, Agents" (Same ad, with canal boat logo, in Feb. 7, 1834 issue, p. 4, of 
Northern Pennsylvanian) 
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1836 


Rates of Toll and Transportation on the Delaware and Hudson Canal 
Company’s Rail Road from Honesdale to Carbondale 

Northern Pennsylvanian, April 9, 1836, p. 3 


OF TOLL AND TRANSPORTATION 

??J h . e J? elaware and Hudson 

Canal tampany^s Rail Road, 

From Honesdale to Carbondale. 

For £000 llH.of Merchaodlie, including 
Sagar, Liquorsj (tun, Iron Caiung. npj 
Coitoei id Bales or ljaga. 

Tram. 

$ cti, 

£4 
30 
63 
66b 

■PPI^I P # 

Fer 2000 lb,, of Floor, Meal, Grain 
galled Provisions, Pot and Pe.rl Ashes. 


3 

Tolls 

Distance 

$ eta. 

For £ cm lei 

6 

4 Rule? 

13 

10 milei 

£5 

II miles 

2"h 

16 miles 

40 


*FoiaL 
$ cfe. 

30 

42 

$A 

1 12 


Di&taoce 
For £ miles 

4 miles 

10 miles 

11 mile« 
16 mi lei 


Distance 

For £ miles 
4 ini lea 
10 tniles 
1t miles 
16 miles 


Tolls. 

Tram, 

$ etc. 

$ Ctf. 

6 

£4 

10 

£8 

so 

47 

22 

60 

32 

63 

Iha. oT Saif, 

Lithe, 

Sand^ Stone 
nent. 

, Qro 

Tolls. 

Trans. 

$ eta. 

$ «tt. 

4 

£1 

8 

26 

18 

£6 

SO 

40 

88 

47 


Tolls. 
^ ct*. 

3( 

88 

67 

7* 

9b 


Total. 

$ CU, 

S i 
SS 
£4 
60 
76 


All articles not enumerated, to hi 
'-barged a* Merchandise, and all articles 
must be properly Packed or S c - 
eured to prevent their receiving dam 
age by handling, other wise the corop Rn , 
not hold thecnselves bound to receive 
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Rates of Toll for 1836: Northern Republican 


OF TOLL AAD TRAIV&PQRTA 770A' 

On the Delaware and Hudson 
Canal Coin>nny^ Rail Road, 

From Carhoxdnk t® Honesdak, for 1836. 

in reference to the carriage of Articles 
from Ctrbonriife to Hooesdale, *he Cooi* 
paiiy do not hold themsel re« bound to for- 
ftiah waggon* for that purpose, uales, by 
specif agreement^ which cape the Toll# 
and Transportation will baa* follows; 

For 1000 fett (inch naeaiure) of Seal- 
ar*ed pine and Hemlock Lumber* 


Tfctfi 

Distance g eta. 

For Smiles 6 

4 mile* 8 

10 miles 16 

11 mile* 18 

16 miles 27 b 

For 1000 feet (inch 
kind* of Seasoned Hard 


*2yans m 

Total 

5 ctl. 

$ oU* 

15 

SI 

30 

38 

59 

7S 

G2h 

80b 

@0 

1 17h 


measure) of all 
Wood Lumber* 



Tdlu 

7>aar # 

Total 

Distance 

g ctf, 

S eta. 

$ CU* 

For 2 mile* 

8 

18 

24 

4 mile* 

10 

38 

48 

10 miles 

£4 

80 

1 04 

1 1 mile* 


82 

1 08 

16 miles 

3rh 

I 3 Oh 

1 68 


If any of the above Lumber is uoaea* 
aoned, then ten ceoti per ihotnand feet 
(board measure) will added for the 
Fine and Hemlock, and Irrelr* and a half 
cents for the Hard wood, for the whole 
ditto nee, and in proportion for biermedi- 
ate ditto nee*. 


For 1000 Shinftea of II inches in 
length, if put ia one bunch* 


T oil**. 

Tr»ni* 

Tot*! 

Diftonae 

B 

K 

® «i* 

* r For 2 mile* 

i 

2 

$ 

4 mile* 

2 

4 

6 

10 n vie* 

4 

11 

15 

11 mica 

*b 

12 

IGto 

16 mite* 

Shisgl’iinSq h*n«hei ** 
do hdf buDcht* *■ 

St 

IS 

20 

24 pr m 

2* do 

Klbiir per bln ej ** 

i* 

fib 

12t* 

. >:iii perbuih. in bag* 

1 

2 

3 

Other grain do do 
fnl!feii when kt the title 

Ih 

sh 

4 

of the owner per2000 3b* 

STh 

75 

1 I2h 


All slKer urireittrn t 1 b*? 

for ty tfce «£ent of tho Cooapft»7 i! Cwbcstf*!*, 
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1839 


Notice to Boatmen 

The Carbondale Journal, March 7, 1839, p. 3 

"NOTICE TO BOATMEN. 

The following are the terms of transportation of Coal from Honesdale to Rondout in the 
year 1839. Running company Boats with an agreement to purchase, by paying $10 each trip on 
said boat, and making not less than 16 trips will entitle the Contractor to receive $1,50 per ton 
freight. Making less than 16 trips and not less than 14 trips, $1,45 per ton freight. Making less 
than 14 trips, $1,40 per ton freight. 

Payments will be made each trip at the rate of $ 1.40 per ton, reserving $ 10 as a payment 
on the Boat; and the balance that may be due will be paid at the close of the season. 

Individuals running their own Boats, and making not less than two trips per month from 
the time they commence, will be entitled to $1,30 per ton freight. Making less than two trips per 
month, $ 1,25 per ton freight. 

Payments will be made at the rate of $1,25 per ton each trip, and the balance that may be 
due will be paid at the close of the season. 

Applications for Boats may be made to J. B. Walton, Esq. Collector at Honesdale, or at 
the Company's Office at Rondout, and to any of the Superintendents or collectors on the line of 
the Canal. 

R. F. LORD, Engineer, 

Office of Del. & Hud. Canal Co., Honesdale, March 2, 1839." (The Carbondale Journal, 
March 7, 1839, p. 3) 
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Scan of ad given above: 

The Carbondale Journal, March 7, 1839, p. 3 


NOTICE TO BOATMEN. 

T HE following are the terms of transportation of 
Coal from Honesdale to Rondo ut in the jear 

1839. Running Company Boats with an agreement to 
purchase, by paying $1U each trip on said -Boat, anti 
makingnot less than 16 trips will entitle the Contractor 
to receive $1,50 per ton freight. Making less than 16 
trips and not less than 14 trips, $1,45 per ton height. 
Making less than 14 trips, $1,40 per ton freight. 

Payments will be made each trip at the rate of $1,- 
40 per ton, reserving $10 as a payment on the Boat; 
and the balance that may be due will be paid at the 
close of the season. 

Individuals running their own Boats, and making 
not less than two trips per month from the time ttjey 
commence, will be entitled tc $1,30 per ton freight. 
Making less than two trips per month, f$l,25 per ton 

freight. 

Payments will be made at the rate of ?pl,25 per ton 
each trip, and the balance that may be due will be paid 

at the close of the season. v 

Applications for Boats may be made to J- B. al- 
ton, Esq. Collector at Hooesdale, or at the Company s 
Office at Rondout, and to any of the Superintendents 

or Collectors on the line of the Canal. 

R. F. LORD, Engineer. 

Office of Del. & Hud. Canal Co. Honesdale, March 2, 1839. 
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1840 


Notice to Boatmen 

“NOTICE TO BOATMEN. / THE DELAWARE & HUDSON / CANAL COMPANY will 
pay the following freight for Transporting Coal from Honesdale to Rondout, on their Canal the 
ensuing season, viz.— / Running Company’s Boats with an agreement to purchase, and paying 
$10 per trip on said boat, and making not less than 16 trips with said boat during the season, 
$1.40 per ton freight. / Running Company’s boats with an agreement to purchase, and paying 
$10 per trip on said boat and making a trip in 10 days or less time, $1.40 per ton freight. / 
Running Company’s boats with an agreement to purchase, and paying $10 per trip on said boat, 
and making a trip in 11 days, $1.35 per ton freight. / Running Company’s boats with an 
agreement to purchase, and paying $ 10 per trip on said boat, and more than 11 days making a 
trip, $1.30 per ton freight. / Individuals running their boats in the Coal business will be paid the 
same freight as Company Boats. / Application for boats can be made to the Collectors and 
Superintendents on the line of Canal. / R. F. LORD, Engineer. / Office of the Delaware & 

th 

Hudson Canal Company, Honesdale, March 10 , 1840.” (Carbondale Journal, March 26, 1840, 
p. 3) 
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Carbondale Journal, December 10, 1840, p. 3: 


I , NOTICE TO BOATMEN. 

Inf 1 MB DELAWARE &HUDSON CANAL 
® COMPANY will pay the following freight 
for Transporting Coal from Honesdale to Ron* 
(lout on their Canal the ensuing season, viz :— 
Running Company’s Boats with an agreement 
to purchase and paying $10 per trip on said boat 
and making not less than 16 trips with said boat 
during the season, $1,40 per ton freight. 

Running Company’s Boats with an agreement 
to purchase and paying $10 per trip on said boat 
and making a trip in 10 days or less time, 1,40 

per ton freight. 

Running Company’s Boats with an agreement 
to purchase and paying $10 per trip on said boat 
and making a trip in 11. days, $1,35 per ton 
freight. 

Running Company’s Boats with an agreement 
to purchase and paying $10 each trip on said- boat 
and more than 11 days making a trip, $1,30 per 
ton freight,. 

Individuals running their boats in the Coal bu¬ 
siness will be paid the same freight as Company 

Boats. 

Application for boats can be made to the Col¬ 
lectors and Superintendants on the line of Canal, 

R. F. LORD, Engineer . 

Office of Delaware & Hudson Canal Company, ) 
Hf Honesda’c, March 10th, 1640. j 
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1840 


Table of The Rates of Toll on the Delaware & Hudson Canal for 1840 


Carbondale Journal, March 26, 1840, p. 3 


TAULB OF THE RA 7V-:£ OF 'J'fJLL F/iFJ 

Delaware & Hudson Canal for 16^> 


Ttu e ro/wtia duni* i/te ivh^rc thz Rules and 

Regulations arc complied witk - 1&& second, the JU^^al 

tolls, 


CTS, 

3 


* m a ■ * 


- * * * ■ 


V P - ■ « « i * v 


v ■m v » 


* * * * 


* ■ i i i 


u 

3 

3 
2 

4 
3 


iHTICLCS TER TOS PER H I U. 

Mcrehnndise, 3ugnm, Malas^en, End £•££juor?, 

Flour, Meal, Grain, Sailed Provhbn$ r Fot \Sc 

1 <«Jlt l L 4 ■' * V . * * m * ■ ■ 4 ^ , I * ^ Ah* _* * - If ■* * ■■ f 

V [ tjlU [ M J J. ***#*... ...rf*,.,** p -ft p • m '4* *■■**. . — -^ A 

Salt, .... ,p _ .****.*..* c ^4 

Hay iii BumilttL praised,,.. ..J 

H vJntulic CcmiMU going tnfr»trd a lido wttr t>ji 

the capacity of boat carrying 1 ic,*. ..4 

Do* do_ Slone unbtinit, lhi capacity of Ixwxt cuiv 

* Ug IL * i ..t**. 1 *..** «. p * i # * • m * * *■*•*'■ ■ * ■ ■ 4 

Hydraulic Cement going from tide wster,* ***** 11 
Ground Tanner*® Bark 
Uaground, da do* 

Iron Castings.,* * * * 

Iron tip i he Canal,*. ......... . 

Do dawn the Canal,* .» 

Fig Ivrt i up thi^ Cum],* ****** 

Cotton baled or bag*,. * *.. * * * 

Hide# (not to exceed 16 for any di^lcMicc) 

per ten per mile,* ..*.*... ..*.•■■* 2 jr 

Coimunn Brick, Stone, Limc% Sand, Potter's 

Clay, Asheri and Iraq oie, ****** • ** . 1 

Brick and fire Stone ,.*,.*..*...** * * * ^ 3 i 

Anthracite Ctsil down the Cmml pr* ion pr* mi i*, 14 
Da* do* urp the Camd oa th& capacity of tho 
boat carry ing k, per ton per mile, * * * . ******** 3 
Charcoal (not bo exceed §1 SO for any distance) * .2 
Marbt& p Mill, and all other MqnufactiirGd stones, * 3 

Hoop I J oks t in boats,.. . *.. . * * * * * ...... 1£ 

Fence fewts and RuiL^ in boats pr. ton pr. mile.. 1 
Hoop j»ol.C5 r split Or fihaved, in boata, * ♦** * * - -- - .2| 
bath Splitor Saived, in boat!*, * ** * - * * * - - *_**,«* 1 
Slave* umi heading, Rawed or mamjfuctmid 

in boRtit, ***** .. . . . - . —. . . * . 

Do. da- Mtved or split in baAia (not to rxpred 

per tan for any diaianc«) pr* tuivpe. j.-iile,.- 
Staves mid iieading in rail*,. ...... »,**.*..,.. 

Hoop F*ule!* + posts, mils and lath in rofi-^* .*-..-* 
Manufactured wood for first 2 *> tniEe=^, £tbe«co 

2 I-~ eeriL^ bet not toexoPC<l 75 for nay 

distance on the Cund,)# . ****** 

MitLcritils £ 1 nr making crates fbr Gbt^s^vai pr 
ton pr |ji lie, * * * * * * * 

TIME Eft IN BOATS. 

p**x 100 £+feH jper rn.Ua- 

Pino arid plain maple, for the iirat 05 miles, 
(thence 1 1-2 cents per mile, but not to ex¬ 
ceed $1 Far nay distance,, ****** _ .* * ...2 

Hemlock, Fur the first 25 milep f (thenc 6 1 ct. 

not to exceed 75c, for any di^uincc)* * * * - - , 

Oak and a^h, fur first 25 nnle,s, (thence I 1-2 
cent per mile, but notcic*ie<I $ I SO for any 
lljstillict’, ^a.*i *.*i .tit i* * * * * * * * * — * » * » * 

SI 11 p 11 mhor t . . * * * * * * —* * * * * *, 

Maple, Cherry, White Woc<I, find oil timber 
not & numerated (but noL to exceed $2 for 
any distance). 


8 9-10 

n 

4 

3 


3 


n 


.... j j 

.... 2 
* *. 3j 


CTS, 

4 

4 

4 

4 

4 


4 

4 

4 

4 

4 

4 

4 

4 

4 


4 

4 

5 

s 

4 

4 

4 

4 

4 

4 


4 

4 

4 


4 

4 


4 

4 


4 

4 


■ » 4 « — ** -** 
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e 


•v-rz - 4 

\.U 4 

iAi 


4 

4 

4 

4 


fi 


A 

4 

4 


! TIMBER IN RAF 

per 10O‘ feet per mile. 

Hemlock,-* * ... ********* 

1 inOi * ■ * * * * * ****«**+*••**•* ****** 

Ship Timber* - * *... ******* , * 4 4 

All timber not enumerated, *••****„-* ***-.**, *4 4 

BOARDS, PLANK OR SCANTLING, IN BOATS, 
per 100© feci b'd meat, per mile. 

Pine, ptairt mapie and has* wood, tor first 2-5 
miles, (thence one cent and a half per mile, but 

not to exceed $1 fur any distance) - * * * - * .1{ 

Hemlock for the first 2-5 miles, (thence ! cert per 
mile, but not to exceed 75 Cts, for nny <Hstance* l| 

Cherry and white wood not to exceed $1 75 for 

any distance, ..*. ****** ** *** *. * * .2 

Curled aud sspeck maple, not to exceed 32 for any 
distance* * * •*****•-»***.*»****•* ^ ***** .* *2J 
Ash, oak, and. all timber not enumerated# for Hist 
25 miles, thence 11-2cent per mile, not to ex¬ 
ceed $1 25 for anv distance,* .. 

BOAR DS, PJLANKS OR SCANTLING RAFTS, 
per 1000 Jeet 5. m. per mile. 

Pine, plain ma pie and bass wood,* *.»» , #* »* 

iicnslock,f* » * *«»**#i*.»***t*,**i«*h # •»* •■■«k3 

Oak, ash, and all not emiTnte&ted,* * .#*.»• 

SWINGLE IN BOATS. 
per IOOO per mile* 

Pine, for the* first 25 miles, (thence r 3 mills px mile 
for remainiragdistance,)**#.**.*•** * * * * *****6-10 
Hemlock for first 25 miles, thence 2 mills pr mile 
for remaining - distance,*** »•.*.<•••• ***»*•»#*4-18 

SHINGLE IN RAFTS* 
per ! OQ 0 per mile , 

Pine or Hem lock, *#.»#•***.** ****** * • * - .**.. 8-10 

WOOD IN BOATS* 
per corei pyer mile. 

Cord wood from one to ten miles, (and for every 
additional mile one cent per cord, bat not to ex¬ 
ceed fifty cents per cord for any distance) - ***** 4 
Articles not enumerated, going from tide water* 
per ton,. * * # * * , •*#**»**#*«***.«• * * * » *■ * * * d 
Articles going towards tide water** *..#** * - * ****.2 
Pleasure boats, on the capacity of the boa i, . . # *.« 4 

MILKAjGE ON BOATS LADEN OR EMPTY; 
per mile on the boat. 

Going towards tide water, •**.•*•• + ** * **■***••* 2 
Coming from tide water,. ***•**#«***• * * * * *****4 

QJ^When tall is charged per ton on the capacity of 
the Boat, no additional charge will be made for mile- 
a geon saict boat. 


8-10 
8-10 

8-10 


4 

4 

4 
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1841 


“NOTICE TO BOATMEN. / THE DELAWARE & HUDSON / CANAL COMPANY will 
pay the following freight for transporting COAL from HONESDALE to RONDOUT, on their 
Canal the ensuing season, viz.— / Running Company’s Boats with an agreement to purchase, 
and paying $10 per trip on said boat, and making not less than 17 trips with said boat during the 
season, $1.40 per ton freight. / Running Company’s boats with an agreement to purchase, and 
paying $10 per trip on said boat and making a trip in 9 days or less time, $1.40 per ton freight. / 
Running Company’s boats with an agreement to purchase, and paying $10 per trip on said boat, 
and making a trip in 10 days, $1.35 per ton freight. / Running Company’s boats with an 
agreement to purchase, and paying $ 10 per trip on said boat, and not more than 10 days making a 
trip, $1.30 per ton freight. / Individuals executing a contract to run their boats in the company’s 
business will be paid the same freight as Company’s boats. / Application for boats can be made 
to the Collectors and Superintendents on the line of Canal, or at the Company’s office at 
Rondout. / R. F. Lord, Engineer. / Office of the Delaware & Hudson Canal Co., Honesdale, 
March 10, 1840.” (Carbondale Journal, January 7, 1841, p. 4) 
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1841 


Notice to Boatmen 

Carbondale Journal, June 10, 1841, p. 3: 


NOTICE TO BOATMEN. 

tme & jirrnsojr 

CANAL O OMPANY will pay the following 
freight for transporting COAL from HONES- 

JfALE to H.OND O UT, on their Canal the ensu¬ 
ing season., v>iz .— 

Running Company’s Boats with an agreement 
to purchase, 8nd paying $10 per trip on said 
boat, and making not less than 17 trips with said 
In >at during the season, $1.40 per ton freight. 

nninyj Company’s boats with an agreement 
to purchase, and'paying $10 per trip on said boat 
arid making a trip in 9 days or less time, $1,40 per 
t in freight. 

Running Company’s boats with an agreement 
to puvcba.se, and paying $10 per trip on said 
bout, and making a trip iu 10 days $1,35 per ton 
freight. 

Running Company’s boats with an agreement 
to purchase, and paying $10 per trip on said 
boat, and not more than 10 days making a trip,$1,30 
pe r ton freight. 

Individuals excutinsr a contact to run their 
boats ’ui trie company’s business will be paid 
ti e same freigh as Company’s boats. 

Application for boats can be ttnde to the Col¬ 
lectors and Superintendants on the line of Ca¬ 
nal, or at ike Company’s office at Rondout. 

^ R. F. LORD, Engineer. 

Office of the Delaware & Hudson > 

Canal Co., Feb. 20, 1841. f 
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1859 


Notice to Boatmen 


Weekly Advance, March 5, 1859, p. 3: 


Notice to Boatmen. | 



F11I1E Delaware and Hudson Canal Company 
JL are now prepared to receive application 
for" boar $ to he eou tract ed for and t? m ployed in 
freighufiir Coni from HanesdaJe to Readout and 
i «termed! ale places cm the line- of Cuna! and 
lilso to N ew York, and other places on theNorih 
River. > 

The rate of freight for Boats making trips from 
Rotrdtml to ftffliestiftfev and returning laden with 

^ t __tir l„ iU* _r iotn ‘da.t. 



\ .All full trips eliding at RpudoUfi 

The following msUlmema will be reserved 
froitt the freight qu each trip, toward the pay¬ 
ment of the Boat, viz : < 



On FuR (or River) Boats, 
44 first model scows, 

h M j. * 


44 LaM do, da. & section boats, S3 
There will also be reserved $7 and the fractions 
cf a dollar, out of the freight of each trip, until 
the close of the season, as per contract. 

The Boats will be unloaded by the Company, \ 
for which 5cents4»cr ton will be charged and 
reserved out nf the freight of each trip, The 
boatmen in alt cases to lend gay when required 
to do 90 . 

The River freight from Rondowt to New York 
will oe 23 cents* per gross Ion. reserving there^ 
from §6 per trip .toward the payment of the 
Boat, 'Fhe freight and instalments to be in 
proportion for less distances, 
r To wing'and Wharfage, free, j 

The Company have several new Scows and 
rebuilt Boats to be used the coming season, on 
which 050 will be required to ho paid in cash 
by the party agreeing io purchase* at the time 
of making such ajftwineifL-'. ' 

Applications for Boms to me made personally 
or bv letter to the undersigned* at the Office of 
the Delaware & Hudson-C^pul pa., Rond out* 
Ulster County* N. Y. m % to K. F. Lord, Efq., 
Hooesdale, F*. f or to the Superintendents on the 
Hue of the Canal. 


L.A. SYKES, Agent 
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1859 


Rates of Toll 

Weekly Advance, March 5, 1859, p. 3: 


RATES OF TOLL 

OX TEIE 


, 



FOR 1859. 

Boats going front Tide Witter- not to carry 
Cargoes exceeding SIX T TUX 3 . 

T HE fir* i column show? the rale per mife T 
FiflijtjcL lo special contract- The eecoutl 
coin mu ows the highest charge-for any dss- 
lance not exceed* tig 60 miles, 1’he third ctlumn 
shorts the highest charge for any distance not 
exceeding iOdmiit'ft. when the K nice end Reg- 
nlmiofts are complied with. The .fourth column 
shoive the legal rttle* hi cants per lou per mite 
On the capacity of the Boati 


Ait Ides per T6n per Mile. 


Marchatidiee, Dry Goods. 
Iron find Nails op thr 
Cnnal.S teeLM itrlilt^ Mil 
iu*d m*nuf<tet u red si one 
and CoLioti in li^kfc and 
lh\%v t Liquors, Fanseh' 
g«rs‘ Bapg«|»e And Far 

aitnfe—-. ..- 

Molasses* Su^nr, Pot anti 
Fead A sties amd Iron 

tv flBtlllg? . l .- 1 j ■ * .. 

Salt and Suited Provie'nfl. 
Flour, Meal a net Gro 
except Oats.. ......— 

Leather and 11 idi-a..,.., 
Tanners’ Buik, Fire Bri 
Fire Stouf T m« terinU for 
Glass wnre Craitcs, t 
C harcon l.. 




Ircm T Ploaier - Puria, 
P ref ted Hey? Folaloeei 


OhIr. 


i , m * b k w m i***f I' 


Hydraulic Cement 
from title water.* 


towards lido water, 
the cupaciiy of theb 
for firat 4 miles four < 
per ton. thence...... ■ 
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Glass-ware down the Can ! 

2 

rate 1 06 

4 | 

B roken G lass * fo r m au ufac- 
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taring. op Canal 
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rate 

i tit) 

4 

Common Brick up Canal. 
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Pme ... ^ 

liemloc* «,., *».,»* 4—10 

In Rafts. 

Boats are to have a pre¬ 
ference over Rafts in pass*- 
ing - the Locks. 

Ali Boards, Plank, Scant¬ 
ling and Sawed Lumber, 
per 1000 feel,board mea». 
sure, per mile in rafts... 

All Timber, per 100 cubic 

feet per mile. ..... 4 

All Shingles, per JOOQ per.- . 

mile.. 8-lO iale rate 6-lfl 

Wood per Cord per mile... 4 rate rate 4 
Wood in Boats per Cord 
per Mile. 

For the first 5 miles, ftlien 
for every additional mile 

4 i 4 'll £. -fa V A & *V W *V -fe A ^ 'V !l B 1 Hi 1 A t t >P 

Paeketsa wi Pleasure Boats 
carrying Cassengern, on 

the capacity of the boat,.. 

per ton per mile.,. 

Mileage on Boats laden or 
empty, per mile on the 

■Id 0 I'it ......a.......... 




■ « ■ * 
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4 * * I * ■ ■ 4 ■ 
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rate Irate 4 
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3|rale rate 


» 4 4 


N. 3.—When toll is charged on the capacity 
ol the Boat, no additional charge will be made 
lor mileage on said Boat. 

Mileage on Boats engaged rn the Coal business 
when cairying other freight than Coal, will be 
charged at the rate of two mills per ton per 
mile, when the quantity of said freight is less 
n 5 tons, and full mileage when said freight 
:eeds 5 tons. 

Office Del. & Hod. C. Co., 

February, 1859. S n40,6w 
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1859 


Notice to Boatmen 

Carbondale Advance, March 26, 1859, p. 3: 


, a 



ft 

it 


Notice to 

| Rales of Freight q ptf 'Terms for looting 
Coal for the, Delaware ^Hudson Canal 
Company orvfhnr, Cartel, and on the 
North Rivaii) dunng iheMoating Season 
of 1859, > J A jvj’> ; / 

rilHE Delaware andHq4^oi^jC;fliiaI Company 
JL are no^ prepnradio/fectffve- applications 
jfur beau to be contracted for and employed in 
freighting Coal from Hipesdate to Rondout and 
iniiJrmediate places on W&^lioe of Caoal and 
alfl^ tirKalv Tork. aud ofcrplaceaon the North 

; The tale of freight for Bctf^baking trips (rom 
Rondout to Honefidale, and%torning laden with 
Coal, will be, during the tie&sw'or 1859, 8Qct& 
per gross ton, and in proportion for less distances* 
All fall trips ending at Rondoot ■■ 

The following instalments will be reserved 
from the freight on each trip, toward the pay¬ 
ment of the Boat, viz ; 

On FuM (or River) Boats, §90 

First triodel scuwa, 1 15 
Last '[ io: '"jSfifci section boats, 22 
There .will also be iwW*d §7and the fractions 
of a dollar, out of tntfmight of each trip, until 
the close of the' season * • e per contract. 

The Boafs will be unloaded by the Company* 
for which 5 cents per Ion vrill he charged and 
reserved out of the freight of each trip* The 
boatmen in all cases to tend guy when required 
to do so. i 1 i til \ -"V:ii ' 

The River freight fronrRondout to New York 
will do 23 centb per gross ton, reserving , there** i 
from §C pa* t|ip toward the poyrpeut of ,the f 
Boat L freight and instalments to bo in 
proportion foresee dleiauceij' 

Towing and Wharfage fr*J v - J 
The GompaW'have aevem new Scows and 
rebuilt Briate^tfif 6e used -iheyomlEig season, on 
[which 950^wjlLh^r«jqnfrM;tiaba paid in cash 
by the party agreeing to purchase, a l the time 
of making such agreements s ^ 
Applications for Boaia to trie made personally 
or by fetter to the undersigned, at the Office of 
the Delaware &* Hudson Gaunt Co,, Ronrfout, 
Ulster County, N. Y*; to R, F. Lord, Esq., 
Honeedale, Pa,, or to the Superintendents on the 
line of the Canal, 

J . L* A* SYKES, Agent 

Rondout, March 19, 1859, 8w 
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12. Kingston, N. Y., Boat building at Rondout. 

Post card, downloaded from E-Bay, June 23, 2016; tha nks to John V. Bubemiak 



Kingston, N. Y., Boat building at Rondout. 
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